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RECOMMENDATION 
 
Approve CEQA Notice of Exemption and adopt by resolution the 2009 Congestion Management 
Program for Santa Barbara County. 
 
SUMMARY 
 
The Congestion Management Program (CMP) applies to all the incorporated cities and the 
unincorporated area in the County of Santa Barbara.  Staff has prepared an update report for 
the CMP, which will serve to assist the county’s local agencies in fulfilling their responsibilities 
under the CMP legislative requirements. The update provides a status of the “state of 
congestion” within Santa Barbara County and as such, serves as a resource for local agencies, 
SBCAG, Caltrans and the general public.  The draft report was presented to the board at last 
month’s meeting.  Staff has made changes to the report, based on comments received at the 
May board meeting.  These changes are discussed in the section below.  The CEQA Notice of 
Exemption, resolution of adoption, summary of comments, and the final update report are 
attached to this staff report. 
 
 
DISCUSSION 
 
The passage of Proposition 111 in 1990 provided for an increase in the gas tax, along with 
changes to the transportation planning process that required urbanized counties to create a 
Congestion Management Program (CMP).  SBCAG became the Congestion Management 
Agency for the County and established the CMP in 1991.  The CMP addresses the problem of 
increasing congestion on regional highways and principal arterials through a coordinated 
approach involving the State, County, Cities, transit providers, and the Air Pollution Control 
District. 
 
Staff has prepared an update report for the CMP, which will serve to assist the county’s local 
agencies in fulfilling their responsibilities under the CMP legislative requirements.  Staff has 
been periodically reviewing each of the report elements with TTAC over the last several months.  



A draft report was brought to TTAC last month and TTAC recommended that it be brought to the 
board for review.  The board received a presentation on the report at its May meeting.  Staff has 
made recent changes to the report based on input received from the board at last month’s 
meeting, as well as comments received from Caltrans, MTD, and the Air Pollution Control 
District.  A summary of all comments received to date and SBCAG responses are attached. 
 
Changes made to the document are listed below: 
 

• In response to Supervisor Farr’s comments at the May board meeting, the reference to 
the Route 246 LOS calculation was deleted from Table 4.2 and the segment was 
removed from the list of deficient segments  based on travel and speed surveys of the 
facility done by staff.  The surveys indicated that average peak hour speeds on this 
segment were free flow. 
 

• The reference to the LOS calculation for the Mission Street / 101 SB Ramps intersection 
was deleted from Table 4.2.  The improvement project for this interchange was 
completed recently and will no longer be considered “deficient” according to CMP 
standards. 
 

• Page 50, 2nd paragraph, typo was corrected to state: “SBCAG has received land use 
data from all of the jurisdictions in the required format through January 2008 2009”. 

 
COMMITTEE REVIEW 
 
The draft update report was presented at the June TTAC meeting and there were no comments. 
TTAC unanimously recommended that the report be approved by the board at its June meeting. 
 
Attachments: 
 

1. CEQA Notice of Exemption 
 

2. Resolution of adoption for the 2009 update for the Congestion Management Program 
 

3. Summary of comments and SBCAG responses on the draft update report for the 
Congestion Management Program 
 

4. 2009 Update for the Santa Barbara County Congestion Management Program 
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ATTACHMENT 2 

 

RESOLUTION OF THE SANTA BARBARA 

COUNTY ASSOCIATION OF GOVERNMENTS  
 

ADOPTION OF THE 2009 CONGESTION MANAGEMENT  
PROGRAM FOR SANTA BARBARA COUNTY  RESOLUTION NO. 09-16 
 

 

     
 WHEREAS, the Federal Highway Administration and Federal Transit Administration have 
found that California’s Congestion Management System is consistent with and fulfills the intent of 
the purposes of 23 U.S.C. 134 and 49 U.S.C. 5303; and 
 
 WHEREAS, Section 65089 of the California Government Code, requires the preparation 
and updating of a Congestion Management Program (CMP) for Counties by the Congestion 
Management Agency; and 
 
 WHEREAS, the Santa Barbara County Association of Governments (SBCAG) has been 
designated as the Congestion Management Agency for Santa Barbara County; and 
 
 WHEREAS, SBCAG, through the conduct of a continuing, comprehensive, and coordinated 
congestion management process and in conformance with all applicable federal and state 
requirements, has prepared a 2009 Update to the CMP for Santa Barbara County; and 
 
 WHEREAS, the 2009 CMP Update has been prepared in cooperation with federal, state 
and local government agencies including local governments in Santa Barbara County, transit 
operators, Caltrans, and the Air Pollution Control District; and 
  
 WHEREAS, the 2009 CMP Update is statutorily exempt from the California Environmental 
Quality Act (CEQA) according to Section 21080 (b)13 of the California Public Resources Code; 
and 

 
 WHEREAS, draft copies of the 2009 CMP Update were made available and members of 

the public were given a reasonable opportunity to review the draft document and provide input on 
the document; and 

 
 WHEREAS, the SBCAG board reviewed the draft report at its May 21, 2009 meeting. 
 
 NOW, THEREFORE, BE IT RESOLVED that the SBCAG Board of Directors does hereby 
approve the statutory CEQA exemption and adopt the 2009 CMP. 
 

PASSED AND ADOPTED this 18th day of June 2009 by the following vote: 

AYES: 

 

NOES: 

 



Resolution No. 09-16, Page 
 

2

ABSENT: 

 

ABSTAIN: 

 

ATTEST: 
 
 
 
 
 
        
Jim Kemp      Lupe Alvarez 
Executive Director     Chair 
Santa Barbara County    Santa Barbara County 
Association of Governments    Association of Governments 
 
 
 
APPROVED AS TO FORM: 
 
 
 
 
 
Kevin E. Ready, Sr. 
Deputy County Counsel 



 

 
 

ATTACHMENT 3 
 
 

2009 UPDATE TO THE CONGESTION MANAGEMENT PROGRAM 
SUMMARY OF COMMENTS AND RESPONSES 

 
 
Caltrans District 5 comments on draft Performance Element (Chris Schaeffer, January 7, 
2009) 
 
Caltrans comment 1:  I defer to traffic ops for speed and travel time surveys but for what 
purpose are they going to execute the surveys? 
 

• SBCAG Response: SBCAG staff determined from the most recently available traffic 
count data that this specific segment is operating at LOS E during the P.M. peak hour.  
The purpose of the surveys is to further clarify the deficiency and “double-check” our 
Highway Capacity Manual LOS results. 

 
 
Caltrans comment 2:  As far as I know, we are not planning for a continuous left turn lane here.  
In the TCR it is discussed as one of many "priority projects" that have been raised in discussion 
with other entities (p 55-56).  It is not specific who brought this up (in 2004).  The lack of a left 
turn lane is identified as a deficiency in sub-segment 5B - but is not included in the 
recommended actions nor in the proposed concept.  There is nothing in the SHOPP for this, and 
there is no PID in the works in advanced planning.  The wording on page 12 should be modified 
to reflect what is actually presented in the TCR and what Caltrans isn't doing.  However, 
SBCAG, Solvang, and/or the County may want to fund such a project. 
 

• SBCAG Response: This project is included in the SBCAG’s Regional Transportation 
Plan.  However, we can remove the reference to the improvement project in the CMP, as 
it appears the project will not occur within the time frame of the seven year Capital 
Improvement Program of the CMP. 

 
 
Caltrans comment 3:  With respect to the SY Community Plan, please see the comments on a 
reversible lane, a 4 lane facility, and a by-pass - bottom of page 1 and continuing.  (See 
attached file: Santa Ynez Valley CP DEIR.pdf) 
 
As a sidebar:  Solvang is currently challenged in developing a funding mechanism to fully fund 
the 246 / Alamo Pintado intersection - round-about project.  And they are "...committed to 
pursuing..." a by-pass?  See comments on the Solvang Circulation element relative to the 
Bypass:  (See attached file: Solvang 2008 circulation element update.pdf) 
 



 
 
 

• SBCAG Response: Staff reviewed the letters provided above.  The bypass project is 
mentioned in the CMP because it was included in Buellton’s and Solvang’s General 
Plans and in the County’s draft Santa Ynez Community Plan.  This indicates some 
degree of consensus on the project from each of the local agencies.  Given the 
controversial nature of some of the proposals, there will need to be extensive discussion 
on the project.  SBCAG is willing to participate with the local agencies and the State in 
examining the concept.  SBCAG has advocated, for some time, a multi-agency corridor 
study for the Santa Ynez Valley  to address issues like these but County representatives 
over the years have indicated they have long term plans to update their model and lead 
such a study.  At this time, there are no immediate plans for this effort, due primarily to 
the County’s existing budgetary constraints.  A by-pass project is not included pending 
the outcome of this corridor study. 

 
 
Caltrans comment 4:  Table 4.2 and page 10 discusses the deficiency at 101 SB ramps/Mission 
St and LOS F.  When the bikeway improvements are completed and the shuttle being 
operational (I'm assuming it is now?), what is the course of action for evaluation?  And what 
happens when / if the LOS is still E or F?  Are the adopted improvements supposed to improve 
the LOS, or, are the partners going to live with the resultant conditions? 
 

• SBCAG Response: This location will continue to be monitored under the CMP, but will 
be considered as a “grandfathered” location that will no longer be subject to deficiency 
plan requirements.  The presence of the bus service and the bike lanes were not 
expected to significantly improve LOS at this location.  However, Section 65089.4 (c) of 
the State legislation for the CMP requires that: 

 
1. A deficiency plan identify the necessary improvements that would be needed to 

improve LOS to D or better, and 
2. That a list of improvements be prepared that will measurably improve multi-modal 

performance and contribute to significant improvements in air quality, such as 
improved transit service, and/or improved non-motorized transportation facilities. 

 
The City identified the necessary improvements that would improve LOS to D or better at 
this location, which they estimated would cost $15-20 million.  Instead, a list of multi-
modal improvements was identified.  State law (Section 65089.4 (c)(4)) allows the City to 
choose between the physical improvements, which would improve LOS performance (#1 
above), or the multi-modal improvements (what we call system-wide improvements, #2 
above).  Given the financial constraint posed by the physical improvements, the City 
decided to implement the Crosstown Shuttle service (which has been in service since 
1999) and the bike lane connection between the east and west sides of the freeway.  
Approval of the deficiency plan by our Board and advisory committees indicates that all 
of the stakeholders were on board with the decision. 
 



 
 
 

In addition, other options are under consideration.  A limited access flyover nearer to 
Cottage Hospital, between Mission and Los Positas, or other improvements to the 
freeway and local streets are being considered.  For example, SBCAG has a long-term 
project in our 2008 RTP that provides for an option to address this issue.  Currently the 
City is leading a study to address this issue. 

 
 
Caltrans comment 5:  Deficiencies on 101 - pm 17.8.  A PSR was approved for a NB aux lane in 
2004.  One of reasons was an LOS E condition during the peak hour.  Why isn't this included as 
a deficiency?  (See attached file: Sandman Hotel project NOP.pdf) 
 
Caltrans comment 6:  According to the UCSB draft EIR, SB US 101 mainline – existing 
conditions - operates at LOS E in the pm peak from jct 217 to Turnpike.  Why isn't this segment 
identified as a deficiency?  UCSB offers a mitigation solution of 8 laning the freeway (not 
realistic).  Perhaps a better, cost effective solution would be freeway to freeway ramp metering. 
 

• SBCAG Response to comments 5 & 6:  On May 20, 1999, the SBCAG Board approved 
the Annual CMP Conformance Assessment, which included a recommendation that 
SBCAG develop a multijurisdictional plan for the Highway 101 Corridor.  This culminated 
in “The South Coast Highway 101 Deficiency Plan” that was adopted in June 2002.  This 
paved the way for 101-In-Motion that provided for a lane and a train, among TDM, transit 
and ITS improvements.  Some of these improvements are under construction, others are 
programmed, and still others await a funding source.  The CMP monitors Highway 101 
on an annual basis.  The most recently available data for U.S. 101 indicates that the 
freeway segments cited above are operating at LOS D.  The long-term vision for the 101 
corridor through this section of the 101 corridor, as noted in our RTP, is for the 
application of auxiliary lanes, where necessary, and enhancements regional transit and 
commuter rail. 

 
 
Caltrans comment 7:  The City of Santa Barbara is updating their General Plan.  The(y) 
published an existing conditions report (2008) - p. 16 identifies 4 ramp nodes LOS E or worse.  
(items 12, 27, 31, and 40).  Only item 31, SB 101 ramps @ Mission St are identified as a 
deficiency.  The other three are not.  The CMP should include these facilities.  (See attached 
file: existing cond p16.pdf) 
 

• SBCAG Response:  SBCAG staff is currently in the process of obtaining the City’s data 
used for the Existing Conditions Report and will run an LOS analysis using the CMP 
LOS guidelines.  If any deficiencies are found, staff will recommend that the City prepare 
a deficiency plan in its upcoming CMP conformance assessment.  

 
 
 



 
 
 

Metropolitan Transit District comments on Capital Improvement Program (Steve Maas, 
May 7 TTAC meeting, Jerry Estrada e-mail, May 12, 2009) 
 
MTD Comment:  Adjust Action Year of MTD’s AVL project four/five years from today. 

• Action Year changed to 2013. 

 
Air Pollution Control District comments on draft 2009 Update (Molly Pearson, May 18, 
2009) 
 
APCD Comment #1:  Pg. 50, 2nd paragraph refers to January 2008 data; Exhibits 5.1 and 5.2 
indicate that data is through December 2008. 

• Response: Pg. 50, 2nd paragraph in the 2009 Update report will be changed to read 
“January 2008 2009”. 

APCD Comment #2:  Appendix G, APCD Deficiency Plan Measures, appears to be adequate 
and we have no suggested revisions at this time. 

• Response: Comment noted 

 
SBCAG Board (May 21, 2009) 
 
Table 4.2 indicates a level of service (LOS) E on Route 246 (between the Cities of Buellton and 
Solvang), but Map 4.3 indicates this section at LOS C or better.  Clarify the LOS here and 
describe the improvement plan shown in Table 4.2.  (Supervisor Farr) 

• Response: The segment of Route 246 shown in Table 4.2 was initially calculated to be 
operating at LOS E using the Highway Capacity Manual method.  Staff conducted a 
“double check” field survey (travel and speed surveys) to confirm the results and found 
that the segment experiences free flow conditions during the morning and evening peak 
periods.  Given these conditions, the reference to the LOS E and the project will be 
removed from Table 4.2. 

It should be noted that the operational LOS findings are consistent with those contained 
in the Santa Ynez Valley Community Plan EIR.  The EIR analysis found this same 
roadway segment to be operating at LOS E under “Existing” conditions, but then goes on 
to describe peak hour conditions on the facility as “generally free flow”.  The EIR then 
goes on to describe future conditions on this facility and recommends potential projects 
to alleviate anticipated future congestion.  In addition, the update report LOS findings are 
consistent with those in Solvang’s General Plan.  SBCAG staff supports both the 
County’s Community Plan and Solvang’s General Plan LOS findings/analysis and will 
work with the State, County and Cities of Buellton and Solvang to identify an appropriate 
improvement project here. 



 
 
 

Table 4.2 shows a deficiency at the Mission St./U.S. 101 interchange.  Will the new bike lanes 
and expanded sidewalk improve the LOS here? 

• Response: The bicycle and pedestrian improvements will not improve the intersection 
level of service at the Mission/101 interchange.  However, for the purposes of the CMP, 
this location will no longer be considered deficient, since the bicycle and pedestrian 
improvements (as well as the Crosstown Shuttle buses) were included as system-wide 
improvements within a CMP deficiency plan from 1998.  In addition, as indicated above, 
other options are under consideration.  
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EXECUTIVE SUMMARY 

 

SBCAG has been working with the State, local agencies, and transit agencies on implementing 
congestion relief projects throughout the County for several years.  The passage of Proposition 111 in 
1990 provided for an increase in the gas tax, along with changes to the transportation planning process 
that required urbanized counties to create a Congestion Management Program (CMP).  SBCAG became 
the Congestion Management Agency for the County and established the CMP in 1991.  The CMP 
addresses the problem of increasing congestion on regional highways and principal arterials through a 
coordinated approach involving the State, County, Cities, transit providers, and the Air Pollution Control 
District.  Bringing these groups to the table to address regional and multi-jurisdictional issues related to 
congestion, land development, and air quality, the CMP ensures that limited transportation funds are 
more efficiently invested and that investment is allocated in a balanced way to improve the transportation 
system for all modes. 

Legislation requires that CMPs be updated biennially.  SBCAG covers this requirement by preparing an 
annual report, which determines if the local agencies are conforming to the requirements.  The most 
recent annual report was approved by TTAC and the Board last month.  The attached Biennial Update 
Report for the program serves as an updated summary of CMP policy and practice. 

The CMP was last updated in 2003.  The 2009 CMP was prepared to: 

•  Update CMP network coverage; 

•  Add new performance measures to complement those contained in the 2008 Regional 
Transportation Plan and new requirements under Senate Bill 375, 

•  Update the Capital Improvement Program to incorporate projects in the 101 In Motion 
Implementation Plan, 2008 Regional Transportation Plan, 2009 Federal Transportation 
Improvement Program, 2008 Regional Transportation Improvement Program, Central Coast ITS 
Strategic Plan, South Coast ITS Implementation Plan, and mitigation measures in recently 
prepared environmental documents, and 

•  Ensure that the CMP is consistent with federal and state requirements. 

The Santa Barbara County CMP fulfills all State and Federal requirements.  The CMP applies to all of the 
incorporated cities and the unincorporated County of Santa Barbara.  It is comprised of the following 
elements: 

• The CMP Network Element (Chapter 2) defines the roadway facilities that are covered by the 
Congestion Management Program.  The network consists of all state highways and principal 
arterials that facilitate inter-community and intra-community travel within the County. 

• The Level-of-Service (LOS) Standards Element (Chapter 3) describes the adopted LOS standard 
for the CMP network facilities. 



 

 
  

• The Performance Measures Element (Chapter 4) details operations on the network and 
characteristics of regional travel.  The performance measures were developed to provide an 
indication of how the CMP network is performing for its users, specifically in terms of 
highway/roadway performance and transit availability. 

• The Land Use Element (Chapter 5) is a program to analyze the impacts of land use decisions on 
the regional road system. 

• The Capital Improvement Program (Chapter 6) is a package of projects developed to address 
congestion and mobility issues.  The seven-year Capital Improvement Program addresses 
existing and expected deficiencies in the road, bikeway, and transit systems. 

Below is a brief description of some of the changes that were made to each chapter of the draft CMP 
report, compared to the 2003 report. 

Chapter 1  Introduction 

The first chapter of the CMP is a summary of the document.  No major changes from the 2003 Plan were 
made. 

Chapter 2  CMP Highway and Street Network 

Additional CMP network coverage is being proposed in for the City of Santa Maria: 

• College Drive:  Since the last update of the Congestion Management Program in 2003, the City of 
Santa Maria completed the College Drive extension project, which extended College Drive 
roughly 1.5 miles between Sunrise Drive and Battles Road.  With the completion of this project, 
College Drive is now a continuous north-south, secondary arterial that extends south from 
Donovan Road (in the northern part of the City) to Santa Maria Way (near the southeast City 
boundary).  The facility now provides a north/south alternative to traveling on U.S. 101.  

• McCoy Lane:  Extending between Blosser Road and U.S. 101, McCoy Lane is a 4-lane minor 
arterial.  The City and Caltrans are planning to construct an interchange at McCoy Lane and U.S. 
101.  Upon completion, McCoy Lane will handle increased east-west traffic volume.  Similar to the 
addition of Union Valley Parkway to the CMP network in 1993, staff is proposing McCoy Lane be 
added to the CMP network in anticipation of future roadway improvements. 

No other changes to the CMP system are proposed. 

Chapter 3  Level of Service Standards 

On an annual basis, traffic counts are submitted to SBCAG by the local agencies.  These signalized 
intersection counts and the resulting level of service (LOS) analysis are reported each year to the Board 
as part of SBCAG’s CMP Annual Conformance Assessment.  Chapter III describes the monitoring/count 
schedule, adopted level of service standard, and level of service procedures.  There are no major 
changes proposed to the CMP Level of Service Standards. 

Chapter 4  Performance Element 

The Performance Element details operations on the County’s regional roadway network and general 
characteristics of regional travel.  Performance measures were developed to provide an indication of how 
the CMP network is performing for its users, specifically in terms of highway/roadway performance and 



 

 
  

transit availability.  The Performance Element has been updated in the 2009 CMP Plan to include the 
following performance measures: 

• Highway/Arterial/Intersection Level of Service 
• 10-Year Traffic Volume Growth 
• Vehicle Miles Traveled (VMT) 
• VMT and Population Growth Rate Comparison 
• VMT per Capita 
• Journey to Work by Mode 
• Annual Totals of Collisions, Injuries, and Fatalities on County Roads and Highways 
• Percentage of Population and Jobs Served by Frequent and Reliable Transit 

Chapter 5  Land Use Element 

The Land Use Element of the Congestion Management Program outlines the connection between land 
use and transportation and sets policies to address congestion resulting from inefficient land use patterns, 
from a regional perspective.  The policies established in the CMP Land Use Element were designed to 
address transportation impacts resulting from land use decisions, while at the same time, acknowledging 
that land use decisions are the purview of local jurisdictions.  The two key components of the Land Use 
Element are: 

• Project-specific CMP impact thresholds for highways and intersections, which are used in the 
CEQA review process, and 

• The semi-annual submittal of development activity from local agency planning staff. 

There are no major changes proposed to the CMP Land Use Element. 

Chapter 6  Capital Improvement Program 

The CMP Capital Improvement Program has been updated to be consistent with the update to the 2008 
Regional Transportation Plan, the 101-In-Motion Implementation Plan, the Central Coast ITS Strategic 
Plan, the South Coast ITS Implementation Plan, and various environmental documents that have 
identified impacts to the CMP system.  
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CHAPTER 1 – INTRODUCTION 

 

BACKGROUND 

Travel demand on the Santa Barbara County regional road network continues to increase along with 
growth in population.  Since 1980, the growth in vehicle miles traveled in the County has risen by 84% 
while growth in new availability of highway capacity has only increased by about 2%.  It is obvious that 
construction of new highway capacity is not keeping pace with the growth in travel demand, due to the 
limited availability of transportation dollars.  When this demand exceeds the capacity of the roadway 
system, the result is congestion.  Congestion leads to increased delays on major freeways and arterials 
and leads to quality of life and economic effects such as wasted extra fuel, air pollution, and increased 
delays for freight and commercial and emergency service providers.  This problem is exacerbated due to 
jobs-housing imbalances, which result in longer commutes for workers, generally concentrated in the 
morning and evening peak hours. 

Additionally, more recent estimates of vehicle-miles traveled and motor vehicle fuel sales indicate that the 
growth in motor vehicle travel has been slowing.  This is most likely due to recent dramatic fuel price 
increases and slowing economic growth.  However, congestion levels in most areas of the County have 
not changed.  Higher fuel prices promote conservation, which is beneficial for air quality and alternative 
transportation programs.  However, a healthy portion of transportation projects rely on federal and state 
fuel excise taxes, which are levied on volume, not the price per volume.  As a result, declines in gasoline 
sales lead to declines in certain types of transportation funds.  A recent example of this effect is the 
“drain” on the federal Highway Trust Fund.  Revenues going into the Highway Trust Fund will fall more 
than $3 billion short of meeting authorized levels of funding in 2009.  This issue highlights the importance 
of spending available transportation funds as efficiently as possible. 

The Santa Barbara County Association of Governments (SBCAG) has been working with the State, local 
agencies, and transit agencies on implementing congestion relief projects throughout the County for 
several years.  The passage of Proposition 111 in 1990 provided for an increase in the gas tax, along with 
changes to the transportation planning process that required urbanized counties to create a Congestion 
Management Program (CMP).  SBCAG became the Congestion Management Agency for the County and 
established the CMP in 1991.  

The purpose of the CMP is to: 1) Establish a better link between new development and its impacts on the 
transportation system, 2) Promote interjurisdictional coordination in identifying and mitigating these 
impacts, 3) Systematically monitor and evaluate the performance of the transportation system, and, 4) 
Identify improvements to resolve identified impacts.   The CMP addresses the problem of increasing 
congestion on regional highways and principal arterials through a coordinated approach involving the 
State, County, Cities, transit providers, and the Air Pollution Control District.  Bringing these groups to the 
table to address regional and multi-jurisdictional issues related to congestion, land development, and air 
quality, the CMP ensures that limited transportation funds are more efficiently invested and that 
investment is allocated in a balanced way to improve the transportation system for all modes.  
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An example of where this approach was utilized was the preparation of the Highway 101 Deficiency Plan 
and the 101-In-Motion stakeholder and project selection process.  In response to the growing congestion 
on the South Coast segment of U.S. 101 between Milpas Street and the Santa Barbara-Ventura County 
line, SBCAG, in its role as the Congestion Management Agency, convened a stakeholder group to 
develop solutions to the congestion problem on U.S. 101.  The result of the process was the Highway 101 
Deficiency Plan, which included a list of short-term congestion relief improvements and committed the 
State and local agencies to come up with a plan that would include long-term congestion relief projects in 
the corridor.  Decisions for implementation of long-range improvements on U.S. 101 were made during 
the 101-In-Motion process, which involved an extensive public outreach program to local and State 
agencies and the general public.  The stakeholder groups worked with SBCAG and the project consultant 
to examine the feasibility of a wide range of improvement projects.  The final package of projects that 
were selected by the participants included expanding capacity on the 4-lane segment of U.S. 101 to 
provide a high-occupancy-vehicle lane, additional buses for the Clean Air Express and Coastal Express, 
an enhanced commuter rail service, expanded transportation demand management programs, intelligent 
transportation systems (ITS) improvements, and an enhanced monitoring program.  The entire process 
was documented in the 101-In-Motion Implementation Plan.  The Plan was formally approved by the 
SBCAG board in October 2005.   

RELATIONSHIP TO SBCAG’S REGIONAL TRANSPORTATION PLAN 

 State law requires the CMP to be consistent with the programs and projects 
contained in the County’s Regional Transportation Plan (California Government 
Code §65089.2(a).  SBCAG’s Vision 2030 Regional Transportation Plan, which was 
approved by the SBCAG Board in September 2008, established policies and goals 
for the investment of federal, state, regional, and local transportation funds.  The 
CMP strives for consistency with the RTP in two areas: 

1. Conformance with RTP goals and, 

2. Consistency of CMP Capital Improvement Projects with RTP projects 

Some of the RTP goals have been incorporated into this CMP update and are described in Table 1.1 
below. 
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TABLE 1.1     CONGESTION MANAGEMENT PROGRAM GOALS 

Component Goal 

Systems Integration 
Promote a coordinated and equitable multi-modal system designed to 
serve the travel requirements of the region, integrating elements of 
systems management, technology, and land use. 

Highways and Roadways Promote the maintenance and enhancement of the roadway system, 
emphasizing safety, mobility, and congestion relief. 

Bicycle Promote bicycling as a commute alternative, providing bicycle access to 
activity and employment centers, and interregional connectivity 

Transit 
Promote the expansion of public transit services within the County to 
meet the mobility needs of residents and visitors and to reduce traffic 
and parking congestion. 

Rail Promote rail infrastructure and programs to maximize rail use. 

Pedestrian Facilities 
Promote the provision of pedestrian facilities to encourage walking as an 
alternative form of transportation and as an element of an integrated 
multi-modal transportation system. 

Funding Promote efficient use of funding and strategies for identifying new 
funding sources. 

 

The goals stated above serve as a guide for planning and funding improvements in the Regional 
Transportation Plan.  By adopting these goals in the CMP, the CMP serves as a supporting mechanism to 
assist in implementing the goals and policies set in SBCAG’s Regional Transportation Plan.  The CMP 
also serves as the reporting mechanism for several of the performance measures set in the RTP. 

REQUIREMENTS 

The Santa Barbara County CMP fulfills the State’s requirements under California Government Code 
§65089.  The state requirements are shown in Appendix B.  There are also federal requirements to 
implement a Congestion Management System for integration into the metropolitan transportation planning 
process.  The federal requirements and a list of where they are addressed in the Plan are included in 
Appendix C.  However, the State requirements are more extensive and completely fulfill the federal 
requirements.  Therefore, the State requirements are cited in this document more frequently. 
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The CMP applies to all of the incorporated cities and the unincorporated County of Santa Barbara.  It is 
comprised of the following required elements: 

• The CMP Network Element (Chapter 2) defines the roadway facilities that are covered by the 
Congestion Management Program.  The network consists of all state highways and principal 
arterials that facilitate inter-community and intra-community travel within the County. 

• The Level-of-Service (LOS) Standards Element (Chapter 3) describes the adopted LOS standard 
for the CMP network facilities. 

• The Performance Measures Element (Chapter 4) details operations on the network and 
characteristics of regional travel.  The performance measures were developed to provide an 
indication of how the CMP network is performing for its users, specifically in terms of 
highway/roadway performance and transit availability. 

• The Land Use Element (Chapter 5) is a program to analyze the impacts of land use decisions on 
the regional road system. 

• The Capital Improvement Program (Chapter 6) is a package of projects developed to address 
congestion and mobility issues.  The seven-year Capital Improvement Program addresses 
existing and expected deficiencies in the road, bikeway, and transit systems.  

LOCAL AGENCY PARTICIPATION 

To ensure the effectiveness of the CMP, SBCAG monitors its implementation and annually determines 
that the Cities and County are: 

• Consistent with the LOS standards; 

• Maintaining a program to analyze the impacts of land use decisions to the regional roadway 
network; 

• Participating in the development of deficiency plans at locations that violate the CMP’s LOS 
standards. 

The State CMP statutes allow urbanized Counties to “opt out” of the CMP requirements if a majority of 
local governments, collectively comprised of the City Councils and County Board of Supervisors, which in 
total also represent a majority of the population in the County, each adopt resolutions electing to be 
exempt from the CMP.  However, given that Santa Barbara County would still be required to implement a 
federal Congestion Management System, such an action would result in little change to the CMP process 
currently in place. 

The local agencies have a vested interest in developing and implementing CMPs because the programs 
are a prerequisite for obtaining federal, state, and local monies.  Some of the funding sources that are 
tied into the CMP are described in Table 1.2. 
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TABLE 1.2     TRANSPORTATION FUNDS TIED TO THE CMP 

Funding Source Tie-In 

Local Section 2105 Funds 

For those jurisdictions not meeting the CMP requirements, a portion of the 
funds made available by the state gas tax (Section 2105) may be withheld.  
If the issue is not corrected within 12 months, the apportionment withheld 
will be allocated to the CMA (SBCAG).  The CMA is then required to use 
the withheld amount to finance regionally significant projects in the CMP 
capital improvement program. 

Federal Surface Transportation 
Program (STP) Funds 

Regional STP funds will not be programmed for a project within a non-
conforming jurisdiction unless the regional agency (SBCAG) finds that the 
project is of regional significance or included in a CMP deficiency plan.   

State Regional Improvement 
Program Funds 

These funds are programmed through the Regional Transportation 
Improvement (RTIP) Program.  In developing the RTIP, the regional 
transportation-planning agency (SBCAG) must be consistent with the 
projects in the CMP capital improvement program. 

 

As the designated CMA for Santa Barbara County, SBCAG is required to monitor CMP implementation 
and annually determine if each local jurisdiction is in conformance with the CMP.  Since the inception of 
the program in 1992, SBCAG has performed fifteen annual CMP conformance assessments.  Each 
jurisdiction has been determined to be in compliance with the CMP statutes.  This has allowed each 
jurisdiction to remain eligible to receive its annual apportionment of Proposition 111 gas tax funds. 
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CHAPTER 2 – CMP HIGHWAY AND STREET NETWORK 

 

State legislation requires that the CMP establish level-of-service (LOS) standards for all of the freeways, 
highways, and principal arterials in the County.  This section discusses the street network established for 
the CMP.  LOS standards will be discussed in Chapter 3. 

THE EXISTING NETWORK 

The CMP network has been established in prior CMPs and is consistent with the “regional significance” 
criteria in SBCAG’s Regional Transportation Plan.  In general, all state freeways and highways are 
included.  For principal arterial segments, monitoring of operations at signalized intersections has been 
the primary measure of performance.  As stated in the 2003 CMP, it is SBCAG’s policy to designate a 
system that gives a complete accounting of regional highways and arterials while limiting the system to 
roadways that function as routes of regional significance and/or routes with known or potential 
congestion.  Maps 2.1 through 2.8 provide an accounting of the roads and highways on the CMP system.  
A table detailing each of the CMP network facilities is included in Appendix D. 

UPDATES TO THE NETWORK 

Over time, traffic volumes may increase due to land use changes and street network improvements, such 
as new roads or interchange projects.  As part of updates to the Congestion Management Program, staff 
considers additional roadway corridors for addition to the CMP network.  Two corridors in Santa Maria are 
added to the CMP network, College Drive and McCoy Lane.  These facilities are highlighted on Map II-3. 

College Drive:  Since the last update of the Congestion Management Program in 2003, the City of Santa 
Maria completed the College Drive extension project, which extended College Drive roughly 1.5 miles 
between Sunrise Drive and Battles Road.  With the completion of this project, College Drive is now a 
continuous north-south, secondary arterial that extends south from Donovan Road (in the northern part of 
the City) to Santa Maria Way (near the southeast City boundary).  The facility now provides an alternative 
to traveling on U.S. 101.  

McCoy Lane:  Extending between Blosser Road and U.S. 101, McCoy Lane is a 4-lane minor arterial.  
The City and Caltrans are planning to construct an interchange at McCoy Lane and U.S. 101.  Upon 
completion, McCoy Lane will handle increased east-west traffic volume.  Similar to the addition of Union 
Valley Parkway to the CMP network in 1993, staff is proposing McCoy Lane be added to the CMP 
network in anticipation of future roadway improvements. 
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Map 2.1     Santa Barbara County - Regional Location 



 

 
 

 

 

 

Map 2.2     Santa Barbara County State Highway System 



 

 
 

 

 

 

Map 2.3     Santa Maria Valley CMP Network 



 

 
 

 

 

 

Map 2.4     Lompoc Valley CMP Network 



 

 
 

 

 

 

Map 2.5     Santa Ynez Valley CMP Network 



 

 
 

 

 

 

Map 2.6     Goleta Valley CMP Network 



 

 
 

 

 

 

Map 2.7     Santa Barbara (City) CMP Network 



 

 
 

 

 

 

Map 2.8     Carpinteria CMP Network 
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CHAPTER 3 – LEVEL OF SERVICE STANDARDS 

 

The Congestion Management Program utilizes level of service (LOS) measurements to determine 
congestion levels.  The LOS standards form the basis for determining when improvement plans need to 
be implemented.  The CMP level of service standards were established in 1991.  This Chapter includes a 
description of the CMP level of service standards and methodologies used to calculate LOS on CMP 
facilities. 

CMP LEVEL OF SERVICE MEASUREMENT AND STANDARD 

Legislation requires that SBCAG, the Congestion Management Agency (CMA) for Santa Barbara County, 
establish LOS standards for measuring performance of the CMP network highways and local arterials.  
The CMP policy is to estimate LOS based on the facility type, as shown in the table below. 

 

TABLE 3.1     LOS METHODOLOGIES BY FACILITY TYPE 

CMP Facility Type Methodology Measure 

Freeways Highway Capacity Manual – Freeway 
Facilities (Chapter 22) 

Density (passenger cars per mile per 
lane) 

Multi-Lane State Highways Highway Capacity Manual – Multilane 
Highways (Chapter 21) 

Density (passenger cars per mile per 
lane) 

Two-Lane State Highways Highway Capacity Manual –  
Two-Lane Highways (Chapter 20) 

Percent time spent following 
Average Travel Speed 
Volume-to-Capacity Ratio 

Local Arterials 
Intersection Capacity Utilization 
(Signalized intersections only) Volume-to-Capacity ratio 

 

Level-of-service is a qualitative measure of traffic operating conditions or system adequacy.  A general 
scale for LOS has been defined using the letters “A” through “F” (best to worst).  LOS A is characterized 
by free-flow conditions with little or no delay.  LOS F represents forced flow where operating volumes 
exceed the capacity, resulting in greatly reduced travel speeds (on freeway, highway, or arterial 
segments) or excessive queues and delays (at intersections).  Thus, a poor LOS or a monitored 
deterioration in LOS is a good indication of congestion.  Additional descriptions of LOS for different 
roadway facility types are provided in Appendix E. 
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SBCAG and the local agencies selected a minimum acceptable LOS of “D” for intersections and 
roadways when the CMP was initiated in 1991.  The standard only applies to intersections and roadways 
outlined in the previous chapter (Chapter 2 – CMP Highway and Street Network).  If any facilities are 
found to be operating below this standard, a deficiency plan must be prepared.   

ANNUAL CONFORMANCE ASSESSMENT AND DEFICIENCY PLAN REQUIREMENTS 

The requirements for deficiency plans typically arise during SBCAG’s annual conformance assessment.  
For the annual assessment, SBCAG requires that each of the local agencies submit P.M. peak hour 
intersection count or level of service data for select intersections on an annual basis, according to the 
schedule outlined below. 

 

TABLE 3.2     TRAFFIC COUNT UPDATES FOR CMP INTERSECTIONS 

Current LOS Count Update Frequency 

D or worse 1 year 

C 2 years 

A or B 5 years 

 

SBCAG also requests that Caltrans provide their published estimates of annual average daily traffic 
(AADT) and count station data to determine traffic flow on the state highways.  The data provided by the 
local agencies and Caltrans is crucial in determining level of service and measuring performance for CMP 
facilities.  

Once the relevant data is obtained, staff conducts an analysis to determine if there are any facilities 
operating at LOS E or worse.  If a facility exceeds the CMP LOS standard (after excluding certain trip 
types according to the CMP statutes such as inter-regional trips, trips resulting from a construction 
project, ramp metering, and trips generated from high density housing or a mixed land use development 
in close proximity to transit), a deficiency plan is required.  According to the legislation, local agencies are 
obligated to prepare deficiency plans, or they risk being found in “non-conformance” with the CMP 
requirements.  If a local agency is found to be “non-conformance” for the CMP requirements, they’re at 
risk of losing gas tax funds that are normally apportioned to them under Section 2105 of the Streets and 
Highways Code. 

The flow chart below describes SBCAG’s deficiency plan process.  A full summary of SBCAG’s deficiency 
plan process for the CMP is contained in Appendix F. 
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EXHIBIT 3.1    PROCESS FOR DETERMINATION OF CMP DEFICIENCY AND 
PREPARATION OF DEFICIENCY PLAN 
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No
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CHAPTER 4 – PERFORMANCE ELEMENT 

 

This Chapter summarizes the performance measures that were developed to provide an indication of how 
the CMP network is performing for its users, specifically in terms of highway/roadway performance and 
transit and bikeway availability.  Section 65089(b)(2) states that the CMP shall contain: 

A performance element that includes performance measures to evaluate current and 
future multi-modal system performance for the movement of people and goods.  At a 
minimum, these performance measures shall incorporate highway and roadway system 
performance and measures for the frequency and routing of public transit, and for the 
coordination of transit service provided by separate operators.  These performance 
measures shall support mobility, air quality, land use, and economic objectives, and shall 
be used in the development of the capital improvement program, deficiency plans, and 
the land use analysis program. 

SBCAG adopted a set of performance measures in the 2008 Regional Transportation Plan.  The 
performance measures were developed to allow for a more objective/systematic rationale for decision-
making regarding planning and funding of transportation projects.  Some of these measures were 
selected for inclusion in the CMP, which allows the CMP to act as a reporting mechanism and track to 
what degree the RTP goals and policies are being accomplished. 

Descriptions of the types of performance measures developed for the CMP are outlined in Table 4.1. 

 

TABLE 4.1     CMP PERFORMANCE MEASURES 
Indicator Performance Measure 
System Performance Level of Service 

10-Year Traffic Volume Growth 
VMT 
VMT and Population Growth Rates Comparison 
VMT per Capita 

Mobility Journey to Work by Mode 
Safety Annual Totals of Collisions, Injuries, and Fatalities 
Equity/Accessibility % of Population Served by Frequent and Reliable Transit 

% of Jobs Served by Frequent and Reliable Transit 
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STATE HIGHWAY AND LOCAL ARTERIAL INTERSECTION LEVEL OF SERVICE 

The first set of performance measures are CMP facility level-of-service (LOS).  As discussed in the 
previous chapter, preparation of deficiency plans is largely based on a facility’s level-of-service (LOS).  
The CMP requires that a deficiency plan be prepared for facilities operating at LOS E or worse. 

2007 / 2008 LOS ESTIMATES 

Existing LOS for the County’s CMP facilities are shown in Exhibits 4.1 through 4.5.  CMP facilities that are 
operating at LOS E or worse are summarized in Table 4.2.  Tables detailing LOS for each highway 
segment and intersection are included in Appendix H. 

 

TABLE 4.2     CMP FACILITIES AT LOS E OR WORSE 

Location Measure LOS 
Deficiency or Other  
Improvement Plans? 

Freeways 
U.S. 101: Olive Mill to San Ysidro 
 
U.S. 101: San Ysidro to Sheffield 
 
U.S. 101: Sheffield to Evans 

 
SB= 35.8 pc/mi/ln a  
 
SB= 37.9 pc/mi/ln a 

 
SB= 35.4 pc/mi/ln a 

 
E 
 
E 
 
E 

 
Yes - 101 Operational 
Improvements 
- Widen to 6 lanes with HOV 
lanes 
- Caltrans Corridor System 
Management Plan 

a Freeway LOS is estimated using a measure of density; pc/mi/ln = passenger cars per mile per lane 
b %tsf = percent time spent following 
c Average travel speed, expressed in miles per hour (mph) 
d V/C = Volume-to-Capacity ratio 

 

 

 



 

 

 

 

 

Map 4.1     Existing P.M. Peak Hour Roadway & Intersection LOS - Santa Maria Valley 



 

 

 

 

 

Map 4.2     Existing P.M. Peak Hour Roadway & Intersection LOS - Lompoc Valley 



 

 

 

 

 

Map 4.3     Existing P.M. Peak Hour Roadway & Intersection LOS - Santa Ynez Valley 



 

 

 

 

 

 

Map 4.4     Existing P.M. Peak Hour Roadway & Intersection LOS - Goleta and Santa Barbara



 

 

 

 

 

Map 4.5     Existing P.M. Peak Hour Roadway & Intersection LOS - Montecito, Summerland, and 
Carpinteria 
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DESCRIPTION OF EXISTING DEFICIENCIES 

U.S. 101 / SOUTH COAST 

The 4-lane segment of U.S. 101 south of Milpas Street experiences congestion during the morning and 
evening rush hours and on weekend afternoons.  Some of the contributing factors to this situation: 

• A major contributor to the congestion on weekday mornings and evenings is the current jobs-
housing imbalance on the South Coast.  Many workers commute to worksites within the South 
Coast area from residences in Ventura County.  The resulting effect is heavy traffic northbound in 
the mornings and southbound in the evenings.  On weekends, the South Coast draws tourists, 
which causes congestion during weekend evenings in the southbound direction. 

• The northbound bottleneck at the Santa Barbara County line and southbound bottleneck south of 
Milpas Street, where the freeway transitions from three to two lanes in each direction, is a major 
factor.  Also, inadequately short acceleration lanes, insufficient ramp storage, left-side egress and 
entry locations, and missing interchange ramps and access points contribute to the stop-and-go 
conditions during peak hours. 

• There are limited opportunities for using parallel surface streets, particularly along the 4-lane 
segments between Milpas St. and the SB-Ventura County line.  In addition, there are limited 
opportunities to utilize alternative transportation modes within the corridor.  The Coastal Express 
regional transit service is currently over capacity with standing room only on some buses during 
peak hours. 

• The number and severity of accidents on the section of U.S. 101 from Milpas St. to the Ventura-
SB County line are high when compared with similar highways statewide.  Between 2003 and 
2006, the collision rate for this section of U.S. 101 was higher than the statewide average for 
similar facilities.  For the entire South Coast segment, there were a total of 525 accidents 
reported between March 2003 and April 2006.1  Congestion on U.S. 101 is a major contributor to 
these accidents and impedes access to accident scenes by emergency vehicles. 

In 2002, SBCAG joined with other local agencies and Caltrans to prepare the Highway 101 Deficiency 
Plan to address the growing congestion on the facility in the South Coast area.  The plan, which was 
adopted by local agencies and SBCAG, included short-term congestion relief improvements and 
committed adopting agencies to complete long-range solutions in the 101-In-Motion Plan.   

The status of some of the major congestion relief improvements planned for the South Coast U.S. 101 
corridor are summarized in Table 4.3. 

                                                                 

1  U.S. 101 Widening Project, Draft Existing Conditions Analysis, Caltrans & Dowling Associates, Inc., 
November 2008. 



 

 
Chapter 4 – Performance Measures  June 2009 
 26 

 

TABLE 4.3     STATUS OF U.S. 101 CONGESTION RELIEF PROJECTS 

Project / Description Lead Agency Funding Schedule 

Milpas to Cabrillo-Hot Springs 
Add third SB lane between Milpas St. and Cabrillo 
Blvd. interchanges. 

 
Add third NB lane between Milpas St. interchange 
and Salinas St. on-ramp. 

 
Add a NB auxiliary lane between Cabrillo Blvd. 
interchange and Salinas St. off-ramp. 

 
Re-configure Cabrillo Blvd. interchange and modify 
ramp intersections. 

Caltrans 
STIP 

Prop 1B 
Measure D 

Currently under 
construction, with 
completion by 2012 

Linden-Casitas Pass Interchange Improvements
Reconstruct Linden and Casitas Pass interchanges 
in Carpinteria to accommodate widening on U.S. 
101 and improve circulation at ramp intersections. 

 
Via Real extension 

Caltrans STIP 

Environmental and 
engineering complete in 
late 2009. 
 
Design and right-of-way 
complete in 2013. 
Construction complete by 
2016. 

Express Transit Service –101 Corridor 
Santa Barbara-Goleta (Rte. 12x) 
Santa Barbara-Carpinteria (Rte. 21x) 
Goleta-Santa Barbara-Ventura 
Santa Barbara-Lompoc-Santa Maria 
Santa Barbara-Buellton 

 
MTD 
MTD 

VCTC/SBCAG 
SBCAG 

MTD 

TDA/ 
Measure D/A 

 
On-going 

ITS Projects 
Regional Traffic Management Center 
CCTV 
Doppler Radar Sensors 
Side Fire Radar Speed Sensors 

 
Caltrans/CHP 

Caltrans 
VCTC/SBCAG 

Caltrans 

 
- 

SHOPP 
Local revenues 

SHOPP 

 
On-going 
Programmed 
Programmed 
Programmed 

101 South Coast HOV Lanes 
HOV Lane (Sycamore Creek to Carpinteria Creek) 
HOV Lane (Mussel Shoals to Carpinteria) 

Caltrans 
Caltrans 

STIP/Measure A 
Prop 1B 

 
Env. Review underway 
Construction in 2010 

Rail 
Re-time Amtrak for peak hour service 
 
New siding between Ventura and Santa Barbara 

 
Caltrans 

(Division of Rail) 

 
PTA 
 
STIP 
 

 
Requested by SBCAG 
 
Programmed/Design in 
2012 
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As mentioned above, the Deficiency Plan recommended that long-term improvements be developed for 
the corridor.  These long-term improvements were developed in what came to be known as the 101 In 
Motion.  The goal of the 101-In-Motion process was to develop long-term solutions for addressing 
congestion on 101 through a process that would include a broad range of public members.  A “package” 
of solutions was identified through this extensive public outreach process and was formally approved by 
the SBCAG board in October 2005.  The 101-In-Motion Plan incorporates the recommendations made 
through the public outreach process.  The major components of the Implementation Plan include: 

• Widening U.S. 101 between the Ventura County line and Milpas Street to provide HOV lanes 
on both sides of the freeway 

• A commuter rail service between Ventura County and Goleta, with connecting bus and 
shuttle services 

• Expanded transportation demand management programs 

• Expanding express transit service to North County and Ventura County 

• Adding capacity and installing meters at selected ramps 

• ITS improvements such as a 511 info line and changeable message signs 

• Phased improvements as needed (such as widening or auxiliary lanes) for the segments of 
U.S. 101 between Milpas Street and Winchester Canyon 

The Measure A expenditure plan includes a significant amount of funds for the Deficiency Plan and 101 In 
Motion projects.  However, Measure A does not include sufficient funding to implement the commuter rail 
project, as foreseen in the 101-In-Motion Plan.  The rail project being pursued now is to enhance 
commuter friendly inter-city rail service with Pacific Surfliner trains.  This would involve incremental 
adjustments to schedules to encompass peak commute periods, addition of new sidings, improvements 
to signal systems, and additional rail service as funding permits within the provisions of Measure A and 
available state and federal funding. 

The full package of operational improvements on U.S. 101 was evaluated in the Vision 2030 Regional 
Transportation Plan and is summarized below: 

• The congestion on 101 between Cabrillo and Casitas Pass would be substantially reduced due to 
the addition of one extra lane in each direction.  The treatment of the extra lane as an HOV lane 
during peak hours and as a general-purpose lane during off-peak hours provides approximately 
33% of additional person-trip capacity.  This would ease up the congestion substantially.  The 
implementation of most transportation planning package measures from the 101 IM Study could 
further lower the peak hour demand on the entire South Coast 101 corridor by approximately 
10%. 

• The lowering of demand on the freeway, coupled with the increase of the freeway capacity, would 
substantially improve the freeway’s LOS. 

• The HOV lane is expected to reduce additional single-occupant vehicles from the general-
purpose lanes because of the higher average travel speeds, which would attract drivers to 
carpool. 

• Daily commuters would now have a number of travel choices (general-purpose lanes, HOV lane, 
and additional alternative transportation modes including the inter-city commuter friendly 
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passenger rail, Express buses, and “flex-work” options).  The need to travel alone in a vehicle 
would be lessened, based on the availability and timesavings of an HOV lane. 

• Peak spreading is expected to diminish, if not disappear completely. 

 

101 SB RAMPS / MISSION ST. (SANTA BARBARA) 

The City of Santa Barbara adopted the Mission Street / Highway 101 SB-Ramp Deficiency Plan on 
January 6, 1999 and the plan was approved by SBCAG on February 18, 1999.  The plan identified two 
system-wide improvements: the Crosstown Shuttle Service and a Class II bikeway connecting Modoc 
Road and Castillo Street – a missing link on the regional bikeway system.  The Crosstown Shuttle Service 
was implemented in 2000.  The Mission Street bikeway improvements were completed in March 2009.  
With the completion of the system-wide improvements, the facility will no longer be considered deficient 
for the purposes of the CMP. 

The City recently began a process for identifying circulation improvements to the Las Positas and Mission 
interchanges at U.S. 101.  The intention is to relieve congestion at the interchanges and improve access 
to Cottage Hospital. 
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COUNTYWIDE PERFORMANCE MEASURES 

TRAFFIC VOLUME GROWTH 

Growth in traffic volumes can indicate areas where congestion relief measures may be needed in the 
future.  SBCAG receives data from Caltrans traffic operations staff at count stations throughout the 
County.  Staff then estimates the “Average Annual Daily Traffic” (AADT) volume for each of these 
segments.  Exhibit 4.8 highlights state highway segments where the average annual growth rate has 
exceeded 2% per year over the past ten years.  As shown, the following segments are experiencing 
higher growth rates in traffic volumes: 

• U.S. 101 north of the Santa Barbara-San Luis Obispo County line; 

• Route 246 east of the City of Lompoc, within the City of Buellton, and in Santa Ynez, west of 
Route 154; 

• Route 1 between Lompoc and U.S. 101, 

• Route 135 through the unincorporated area of Los Alamos, and; 

• Route 166 between the Cities of Guadalupe and Santa Maria. 

There are a number of factors that influence growth in traffic volumes.  The traffic volume growth in the 
areas outlined above indicates increased inter-city travel.  Economic conditions and fuel prices also have 
a major influence on travel patterns.  When fuel prices reached record highs in the Spring of 2008, the 
Federal Highway Administration reported that vehicle miles traveled (VMT) were down approximately 5%.  
Caltrans reported similar decreases statewide and locally.  The chart below indicates lower volumes on 
U.S. 101 at the Santa Barbara-Ventura County line in the first half of 2008.  As shown in Exhibit 4.7, daily 
volumes in 2008 declined by about 1,500-3,500 ADT, compared to 2006 and 2007. 

 

EXHIBIT 4.1    WEEKDAY VOLUMES AT THE SB-VENTURA COUNTY LINE 

 



 

 

 

 

 

Map 4.6     CMP State Highway Segments With Average Annual Growth Exceeding 2% per Year 
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VEHICLE MILES TRAVELED 

Vehicle miles traveled (VMT) are a function of the number of automobile trips times the length of the trips.  
VMT is a good indicator of the effectiveness of congestion management strategies and alternative 
transportation measures.  Oftentimes, a benefit of a new transit service or TDM program is expressed in 
terms of “VMT reduced”.  Also, VMT can indicate the effects of economic pressures in a region. 

VMT estimates for each County are published by Caltrans annually.  The estimates come from data 
collected from the Highway Performance Monitoring System (HPMS).  It’s important to note that 
Countywide VMT is an estimate.  It’s nearly impossible to collect data on every single roadway facility in a 
County.  VMT data is most useful when comparing an estimate from one year to that of another and 
noting the change.  Countywide VMT since 1990 is summarized below on Exhibit 4.9.  

 

EXHIBIT 4.2     DAILY VEHICLE MILES TRAVELED (DVMT) FOR SB COUNTY - 1990-2006 

 

 

Between 1990 and 2001, VMT increased approximately 20%, but has remained steady at 10.1 million 
since then. 

The performance measure adopted for the CMP is similar to a performance measure used by the 
California Air Resources Board (CARB) in Counties that are not attaining the State one-hour ozone 
standard.  In these areas, CARB requires a “substantial reduction” in VMT and vehicle trip growth.  For 
the purposes of the CMP, “substantial reduction” is defined as holding growth in VMT to the population 
growth rate.  The historic growth rates for population and VMT in Santa Barbara County are summarized 
in Exhibit 4.10. 
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EXHIBIT 4.3     HISTORICAL POPULATION GROWTH RATE VS DVMT GROWTH RATE 

 

 

The population growth rate has remained steady at 1% since the mid-1990s, while VMT increased 
significantly in the late 1990s.  However, since 2002 the VMT growth rate has been lower than the 
population growth rate. 

In order to put the VMT statistics into perspective, a measurement of DVMT per capita was developed to 
account for population growth.  Exhibit 4.11 illustrates Countywide VMT per person since 1990. 

 

EXHIBIT 4.4     DVMT PER PERSON FOR SB COUNTY - 1990-2006 

 

 

Similar to the previous exhibits, the trend here is an increase in DVMT per person in the late 1990s, 
peaking in 2001, with a slowdown since 2002.  The rate has actually been declining in recent years, since 
population has been increasing and DVMT has not. 
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JOURNEY TO WORK BY TRAVEL MODE 

A common cause of congestion in Santa Barbara County is the commute to work.  In many cases, the 
County’s workforce travels long distances (via U.S. 101, Route 1, Route 246) from their place of 
residence to job centers in urbanized areas.  In order to more effectively plan for alternative transportation 
strategies, the CMP will continue to report Journey to Work estimates from the Census Bureau and 
American Community Survey as they become available. 

As seen in recent years from the Census, American Community Survey (ACS), and SBCAG’s Commuter 
Profile Surveys, the most convenient method of travel for the County’s workforce is the “single-occupant 
vehicle” (SOV) trip.  However, there are other options available to commuters, such as regional transit 
services, carpools, vanpools, and working from home that help to reduce congestion.  According to the 
American Community Survey, the SB County workforce is starting to utilize these resources increasingly, 
as shown in Exhibit 4.12. 

 

EXHIBIT 4.5     JOURNEY TO WORK SURVEYS - 2000-2007 
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COLLISIONS, INJURIES, AND FATALITIES ON COUNTY ROAD SYSTEM 

This performance measure reports the total number of collisions, injuries, and fatalities on the County 
roadway system for each calendar year.  This information is collected by the California Highway Patrol 
and reported annually in their Statewide Integrated Traffic Records System.  The County’s incident 
information since 2000 is illustrated in Exhibit 4.13. 

 

EXHIBIT 4.6     COUNTYWIDE TRAFFIC COLLISIONS, INJURIES & FATALITIES 

 

 

TRANSIT ACCESSIBILITY 

Performance measures were developed for population and jobs proximity to “frequent and reliable” transit 
using demographic data from the 2000 Census and transit schedule data from 2007 for three major fixed-
route local transit providers; Santa Barbara Metropolitan Transportation District (SBMTD), Santa Maria 
Area Transit (SMAT), and City of Lompoc Transit (COLT).  Santa Ynez Valley Transit was not included, 
since their buses run on headways of one hour or more.  The performance measures that were selected 
for transit in the CMP were: 

• % of population within ¼ mile of frequent and reliable public transit, and 

• % of jobs within ¼ mile of frequent and reliable public transit 

These performance measures are listed in the Vision 2030 RTP list of performance measures.  Also, SB 
375 requires that RTPs include these measures for areas with a population of 200,000 or more. 

Measuring coverage of the local fixed route transit operators is ideal, since they provide frequent service 
within a defined urban area.  Regional transit services were excluded, since these tend to have no mid-
day service.  Criteria were established for “frequent and reliable” public transit.  For the purposes of this 
analysis, frequent and reliable was defined as 30-minute headways or less during morning (7:00-9:00 
A.M.) and evening (4:00-6:00 P.M.) peak periods.  This was a necessary starting point, since COLT and 
SMAT have no routes with less than 30-minute headways.  For MTD’s service area, the performance 
measure was broken down by routes with different headways (e.g. percentage of population within ¼ mile 
of bus stop with 15 minutes or less headways and 30 minutes or less headways).  Total population and 
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job estimates for each of the sub-regions are described in Table 4.4 below.  The transit accessibility 
performance measure results are shown in Table 4.5 and on Exhibits 4.14 through 4.17. 

 

TABLE 4.4     POPULATION AND JOB ESTIMATES BY REGION 

Sub-Region Population Assumptions Job Assumptions 

South Coast 2000 Census totals for urbanized TAZs.  
Includes unincorporated urban areas in 
Santa Barbara, Montecito, Summerland 
and Carpinteria 

“Total Employment” from 2000 Census 
for urbanized TAZs.  Includes 
unincorporated urban areas in Santa 
Barbara, Montecito, Summerland and 
Carpinteria 

Santa Maria-Orcutt 2000 Census totals for urbanized TAZs.  
Includes unincorporated urban areas in 
Orcutt 

“Total Employment” from 2000 Census 
for urbanized TAZs.  Includes 
unincorporated urban areas in Orcutt 

Lompoc 2000 Census totals for City of Lompoc 
only.  Does not include unincorporated 
areas 

“Total Employment” from 2000 Census 
for City of Lompoc only.  Does not 
include unincorporated areas 

 

 

TABLE 4.5     TRANSIT ACCESSIBILITY FOR MTD, SMAT, AND COLT SERVICE AREAS 

 

Geographic Area Total 

Within ¼ Mile of Transit Route or Stop With: 

15-Minute or Less Headways 30-Minute or Less Headways 

Total % Total % 

South Coast (MTD Service Area) 

Population 186,200 63,100 34% 103,100 55% 

Jobs 116,000 67,600 58% 86,200 74% 

Santa Maria-Orcutt (SMAT Service Area)

Population 106,300 0 - 73,300 69% 

Jobs 38,500 0 - 27,100 70% 

City of Lompoc (COLT Service Area)

Population 41,100 0 - 32,500 79% 

Jobs 14,600 0 - 8,500 58% 

 



 

 

 

 

 

Map 4.7     Transit Accessibility - Santa Maria/Orcutt (SMAT) 



 

 

 

 

 

Map 4.8     Transit Accessibility - Lompoc (COLT) 



 

 

 

 

 

Map 4.9   Transit Accessibility - South Coast (MTD) - 15-Minute Headways 



 

 

 

 

 

Map 4.10   Transit Accessibility - South Coast (MTD) - 30-Minute Headways 
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BIKEWAY COMPLETION RATIO 

This measure is the ratio of completed regional bikeway miles relative to total system mileage.  SBCAG’s 
2007 Regional Bicycle Plan states that a regional bikeway system should link major population centers 
and major trip origins and destinations that bridge two or more jurisdictions.  As missing segments are 
completed, the completion fraction will increase.  However, the ratio does not directly measure actual 
performance or utilization of bike lanes.  The CMP typically relies on the Census/American Community 
Survey Journey-to-Work data and the Traffic Solutions Commuter Profile Survey to determine bicycle 
utilization trends.  Rather, the purpose of the Bikeway Completion Ratio measure is to gauge the 
availability of regional bikeways. 

The bikeway completion ratio is derived by computing the fraction of existing regional bikeway miles to 
the sum of existing and proposed regional bikeway miles.  The 2007 Regional Bicycle Plan contains both 
the existing and proposed regional bikeways and represents the “baseline” level for which future 
completion will be measured.  Existing jurisdictional boundaries were used to distribute regional bikeway 
miles, so percentages may change if future annexations occur.  The ratios are summarized in Table 4.6. 

 

 

TABLE 4.6     BIKEWAY COMPLETION RATIO 

Jurisdiction Regional Bike Lane Mileage Bikeway Completion Ratio 
Existing Proposed 

Buellton 0.52 5.39 9% 
Carpinteria 5.43 3.40 61% 
Goleta 31.6 4.12 88% 
Guadalupe 0 1.84 0 
Lompoc 11.82 14.51 45% 
Santa Barbara 24.51 15.11 62% 
Santa Maria 46.94 18.0 72% 
Solvang 0.94 2.99 24% 
Unincorporated 

Lompoc Valley 
Santa Maria Valley 
Santa Ynez Valley 

South Coast 
SUBTOTAL 

 
2.71 
22.6 
7.4 

24.53 
57.24 

 
22.65 
34.2 

23.98 
7.66 

88.49 

 
11% 
40% 
24% 
76% 
39% 

 



 

 
Chapter 4 – Performance Measures  June 2009 
 43 

 

NEW POLICY RECOMMENDATIONS 

ADDITIONAL FIELD SURVEYS FOR FACILITIES AT LOS D OR WORSE:  There are some 
shortcomings to the current practice of estimating LOS for state highways and intersections.  For 
example, the HCM method for calculating LOS on 2-lane highways is largely based on the peak hour 
volumes and SBCAG’s best estimates of peak hour factor and free-flow speed.  As a result, in some 
cases, it’s difficult to get an accurate measurement that is representative of physical conditions on the 
facility during peak hours.  This is particularly an issue when a facility is at or approaching LOS E, at 
which point deficiency plan requirements take effect. 

SBCAG is proposing to conduct additional surveys when a LOS D or worse is identified at a CMP facility.  
The type of survey selected will depend on the facility.  For example, if a freeway segment were 
identified, a floating car or speed survey would be a good measurement.  For a 2-lane highway, a point-
to-point travel time survey may be more appropriate.  For an intersection, an additional count or a 
different calculation method (such as the Highway Capacity Manual method) may be more appropriate.  
Additional information on the process is described below: 

1. Submit traffic count data to SBCAG; 

2. SBCAG staff will calculate the level of service for the facilities and identify those operating at LOS 
D or worse; 

3. SBCAG staff will then bring these areas to the attention of the relevant local agencies on an 
individual basis and/or through the Technical Transportation Advisory Committee; 

4. SBCAG will work with the facility owner to determine the appropriate measurement; 

5. SBCAG and/or local agency staff will conduct the surveys as necessary and report the results to 
the facility owner individually or within the annual CMP monitoring report.
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CHAPTER 5 – LAND USE ELEMENT 

 

Major decisions to approve new development (whether residential or commercial) made by the County 
Board of Supervisors or the City Councils directly impact the transportation system.  The land uses 
planned in local General Plans and the County’s Comprehensive Plan, as well as other policy documents, 
result in changes to transportation demand and potential impacts to infrastructure.  Circulation Elements 
attempt to address the additional travel demand generated by associated growth in General Plans or the 
Comprehensive Plan.  The severity of the impact is determined by the size and location of the project and 
any mitigating actions approved by the policy body as part of the process. 

In addition to influencing the transportation system, land use also affects travel behavior.  Historically, the 
pattern of predominantly low-density land use development in the region and throughout California, 
coupled with strict parking requirements for commercial and office development sites, has encouraged 
use of automobiles.  This echoes the development trend that has been seen nationally over the past 
several decades – decentralization and low-density suburban development.  In these suburban areas, 
getting from point “A” to point “B” takes a while, consumes more fuel, and makes travelers reliant on the 
automobile.  Intermodal connections are less attractive because they are far from neighborhoods.  Bus 
stops, for example, may exist along an arterial adjacent to a new development project, but are not easily 
accessible from within the development. 

As a result, cities everywhere are facing similar problems-increasing traffic congestion and commute 
times, worsening air pollution, inefficient energy consumption (including an increasing reliance on foreign 
oil), the continuing loss of open space, the need for costly improvements to roads and public services, the 
inequitable distribution of economic resources, and the loss of a sense of community. 

Local land use planning and development decisions are to a large degree influenced by market forces 
that respond to what the market believes people want and can afford.  A good example is the South 
Coast region, where high numbers of employees work, but can’t afford a place to live.  Development of 
living spaces for South Coast workers has not kept pace with job demand.  As a result, many South 
Coast employees have re-located to North Santa Barbara County and Ventura County, where rents and 
home prices are more affordable.  This issue is common in many areas of California, and the statewide 
situation is clarified clearly in SBCAG’s Inter-Regional Partnership for Jobs, Housing and Mobility report: 

“Due to current zoning laws, land use patterns, and housing affordability constraints, a 
smaller percentage of the newly constructed housing units each year are being built close 
to current job centers.  In general, we are creating jobs in what are already job-rich areas, 
mostly on the Coast, and we are creating new housing in what are already housing-rich 
areas, mostly farther inland, on top of prime agricultural soils.”2 

On occasion, SBCAG will attempt to quantify inter-county commute trips, as this data can provide an 
indication of jobs-housing balance.  Based on the Traffic Solutions 2007 Commuter Profile Survey, 
approximately 4% of Ventura County’s residents commute regularly to jobs in the South Coast and 2% of 

                                                                 
2  Inter‐Regional Partnership for Jobs, Housing, & Mobility (Appendix B), Interactive Planning and 

Management/SBCAG, June 2004. 
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Santa Barbara County’s residents commute regularly to jobs in Ventura County.  Exhibit 1 illustrates 
SBCAG’s best estimate of daily inter-County commute trips between Ventura and Santa Barbara 
Counties.  As shown, there is a heavy directional split between inter-county commute trips in and out.  
This is directly attributable to the lack of affordable housing on the South Coast of Santa Barbara County. 

 

 

Source: 2007 Commuter Profile Survey, Traffic Solutions 

 

Map 5.1     Live/Work Trip Map - Santa Barbara/Ventura Counties 

 

Approximately 8% of San Luis Obispo County residents commute regularly to jobs in Santa Barbara 
County and 5% of Santa Barbara County residents commute regularly to jobs in San Luis Obispo County.  
Exhibit 5.2 illustrates SBCAG’s best estimate of daily inter-County commute trips between San Luis 
Obispo and Santa Barbara Counties.  As shown, there is a relatively even split between inter-County 
commute trips in and out. 
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MAP 5.2  LIVE/WORK TRIP MAP – SANTA BARBARA/SAN LUIS OBISPO COUNTIES 

 

Source: 2007 Commuter Profile Survey, Traffic Solutions 

 

Map 5.2     Live/Work Trip Map - Santa Barbara/San Luis Obispo Counties 

 

Most of the commute trips occur during morning and evening peak periods, which can exacerbate traffic 
congestion.  As shown in Exhibit 5.1, there is a heavy directional split between Ventura and Santa 
Barbara Counties, which is a contributing factor to the traffic congestion on the South Coast U.S. 101.  
The data indicates that traffic congestion can be seen as a symptom of the South Coast jobs-housing 
imbalance. 

There have been some major initiatives undertaken to reverse the suburban development pattern.  Local 
government agencies and private developers have determined that a market exists for mixed-use and 
higher-density residential projects.  Pursuing these types of projects can be a challenging effort, as many 
of these projects come under close scrutiny from community groups and adjacent neighbors concerned 
about the impacts of growth and higher residential densities. 

The state CMP legislation enacted in 1991 attempted to reduce future congestion by addressing directly 
the issue of land use and transportation.  It required CMAs to develop a mechanism to determine and 
mitigate impacts from new land uses to the regional road network.  In addition, this legislation intended to 
incentivize land use strategies that reduce vehicle trips and VMT, such as infill housing, transit-oriented 
development, and mixed land uses.  
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SBCAG’s CMP land use program was designed to address transportation impacts associated with land 
use development decisions and to promote regional information sharing, while at the same time, 
acknowledging that land use decisions are the purview of local jurisdictions.  This is accomplished in a 
number of ways, but the two most effective elements to the land use analysis program are the CMP 
impact thresholds, which are used in the CEQA review process, and the semi-annual submittal of 
development activity from local agency planning staff.  Also, SBCAG periodically reviews traffic models 
utilized by local agencies in order to ensure consistency with SBCAG’s regional traffic model.  These 
components of the land use program are described briefly below. 

CEQA REVIEW PROCESS 

The CMP land use program focuses on proposed development rather than existing land uses.  Potential 
impacts to CMP network facilities are assessed through the CEQA review process.  Guidelines pertaining 
to project size and study area determine the extent to which a development project’s impacts to the CMP 
network should be assessed.  As part of its annual CMP report, SBCAG evaluates the efforts made by 
each jurisdiction to ensure that negative declarations and environmental impact reports comply with these 
guidelines.  

GUIDELINES FOR CEQA PROJECT LEVEL ANALYSIS OF CMP NETWORK IMPACTS 

PROJECT SIZE 

A project should be evaluated for potential impacts to the “off site” CMP system if total trip generation 
exceeds 50 peak hour trips or 500 average daily trips.  Examples of projects at this threshold would be a 
50 lot single-family residential project or a 20,000 square-foot office building. 

TRAFFIC ASSIGNMENT 

Assignment of trips to the CMP system normally should be carried out no further than two signalized 
intersections from the project site (excluding signals at non-arterial streets), or to the nearest freeway 
interchange, regardless of jurisdictional boundaries.  The study area may be extended at the discretion of 
the traffic engineer or SBCAG.  In no case should project-added volumes less than 10 peak hour trips be 
considered in analysis of a CMP system impact. 

SIGNIFICANT IMPACTS 

The following are guidelines as to what constitutes a significant impact to the CMP network: 

1) For any roadway or intersection operating at LOS A or B, a decrease of two levels of service from 
project-added traffic; 

2) For any roadway or intersection operating at LOS C, project-added traffic that results in a LOS D 
or worse; 

3) For intersections on the CMP network with existing congestion, the following will define 
significant impacts, 
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Intersection 
Level of Service

Project-Added 
Peak Hour Trips 

D 
E or F 

20 
10 

 

4) For freeway or highway segments with existing congestion, the following table will define 
significant impacts, 

Highway 
Level of Service

Project-Added 
Peak Hour Trips 

D 
E or F 

100 
50 

 

It should be noted that all of the local agencies, with the exception of Guadalupe, have adopted their own 
project-specific impact thresholds for roadways and intersections within their own jurisdictions.  All of 
these local adopted thresholds are more stringent than the CMP thresholds 1, 2, and 3 above.  This 
ensures that project-specific impacts are addressed directly at the local level, where the community can 
determine the appropriate mitigation.  Threshold #4 is related to impacts to State Highway facilities.  At 
this time, Caltrans does not have any quantitative guidelines related to project-specific impacts on State 
facilities.  Therefore, the CMP serves as an effective tool for monitoring impacts on State Highways. 

LEVEL OF SERVICE METHODOLOGY 

The type of methodology used to calculate LOS depends on the type of facility.  The preferred LOS 
methodologies for CMP facilities are shown in Chapter 3, Table 3.1.  CEQA level analyses of CMP 
facilities should also utilize the methodologies shown in Table 3.1. 

Traffic impact studies that include a CMP analysis of intersections on a State Highway should also 
calculate LOS using the HCM Operations method, which is consistent with the Caltrans Guide for the 
Preparation of Traffic Impact Studies.  The HCM Operations method should also be used for facilities that 
are shown to be operating at LOS E or worse with the ICU method, in order to determine appropriate 
mitigation measures. 

CUMULATIVE SCENARIOS 

The CMP also requires cumulative impacts to the CMP network be addressed through the CEQA analysis 
process.  The CEQA cumulative project analysis of traffic impacts to the CMP network must reflect the 
most recently approved projects from adjacent jurisdictions.  To satisfy this requirement, trip ends 
associated with permitted uses in the vicinity of the project site must be quantified (via published trip 
generation rates) and manually assigned to the CMP network using existing circulation information and 
sound engineering judgment.  A jurisdiction may use its own local network transportation model to 
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analyze cumulative impacts as long as the model incorporates the most recent land use data that has 
been provided to SBCAG. 

CEQA MITIGATION MEASURES 

Capital projects identified as mitigation measures for approved projects will be incorporated in the biennial 
CMP Capital Improvement Program.  The Capital Improvement Program will need to establish anticipated 
development schedules and expected revenues from impact fees and other local sources.  The Capital 
Improvement Program is included as the next chapter of this document. 

INFILL OPPORTUNITY ZONES 

A local agency may designate an infill opportunity zone by adopting a resolution after determining that the 
infill opportunity zone meets the CMP requirements for such and is consistent with the local agency 
general plan and any applicable specific plan.  The “infill opportunity zones” clause was established to 
incentivize mixed-use and higher density residential projects within CMA areas.  The idea being that if a 
development project were to be contained within an infill opportunity zone, it would be exempt from the 
CMA’s project-specific impact thresholds.  To date, there are no infill opportunity zones within Santa 
Barbara County, largely due to the fact that the CMP impact thresholds are generally not as stringent as 
the local agencies’ impact thresholds.  As a result, the incentive is not there for development of these 
types of projects.  It should be noted that, the recently enacted California Senate Bill 375 has adopted a 
similar strategy, stating that certain types of transit oriented development projects would be exempt from 
CEQA impacts. 

To meet the CMP requirements for an infill opportunity zone pursuant to subdivision “c” Section 65088.4, 
a specific site must be: 

• Zoned for compact residential or mixed use development, 

• Within one-third of a mile of a site with an existing or future rail transit station, a ferry terminal 
served by either a bus or rail transit service, an intersection of at least two major bus routes or 
within 300 feet of a bus rapid transit corridor in Counties with a population of 400,000 or more. 

• Consist of three or more land uses with residential use as the primary land use supported by 
other land uses that facilitate significant human interaction in close proximity (for example, office, 
hotel, restaurant, retail, entertainment, etc.), and, 

• Transit service shall have maximum scheduled headways of 15 minutes for at least 5 hours per 
day. 

A local agency in which the infill opportunity zone is located shall ensure that a development project shall 
be completed within the infill opportunity zone not more than four years after the date on which the City or 
County adopted its resolution.  If a development project is not completed within an infill opportunity zone 
within the four-year limit, the infill opportunity zone designation shall be removed. 

SBCAG will review the CEQA analysis for consistency with these guidelines and reasonableness of 
assumptions.  Any assumptions regarding use of alternative travel modes to reduce project impacts will 
need to be fully documented.  Comments from transit operators regarding feasibility of these assumptions 
and required improvements to transit service must be submitted by the preparer of the traffic analysis. 
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DEVELOPMENT ACTIVITY SUBMITTALS 

The CMP requires local agency planning staff to submit development activity information (i.e. approved 
projects, building permits issued) annually to SBCAG and neighboring jurisdictions.  This process ensures 
that regional impacts are being considered through the CEQA review process and that bordering cities 
and unincorporated areas are not adversely affected by larger development projects. 

SBCAG has received land use data from all jurisdictions in the required format through January 2008.  
This information has also been forwarded on to neighboring jurisdictions.  Exhibits 5.3 and 5.4 summarize 
commercial and residential development projects that have been approved, but for which occupancy 
certificates have not been issued.  It should be noted that the CMP only contains data for projects 
consisting of 1,000 or more square feet and 5 or more dwelling units. 

 

EXHIBIT 5.1     COMMERCIAL SQUARE FOOTAGE APPROVED AND AWAITING 
CERTIFICATE OF OCCUPANCY (AS OF DECEMBER 2008) 

 

 

EXHIBIT 5.2     RESIDENTIAL UNITS APPROVED AND AWAITING CERTIFICATE OF 
OCCUPANCY (AS OF DECEMBER 2008) 
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TRAVEL DEMAND FORECASTING 

Federal and state law has given the authority for development of regional travel models to MPOs.  
SBCAG has additional authority under the state CMP legislation as well.  California Government Code 
Section 65089(c) states that: 

“The agency (CMA), in consultation with the cities and the county, shall develop a uniform 
database on traffic impacts for use in a countywide transportation computer model and 
shall approve transportation computer models of specific areas within the county that will 
be used by local jurisdictions to determine the quantitative impacts of development on the 
circulation system.” 

SBCAG maintains a countywide regional travel model to forecast changes in trips and traffic growth, 
assess demand for roadway and intersection improvements, and determine consistency between 
transportation and air quality plans.  The sections below briefly summarize SBCAG’s current travel model, 
as well as efforts that are being undertaken to improve consistency between the SBCAG regional model 
and the numerous local agency traffic models that are in place. 

DESCRIPTION OF SBCAG REGIONAL TRAVEL MODEL 

Since completion of the last Congestion Management Plan (November 2003), a significant amount of 
work has been completed updating the SBCAG regional travel model.  SBCAG initiated the Model 
Replacement and Update project in October 2001 and the model was fully complete by early 2004.  The 
SBCAG travel model provides significant improvements and utility over the last regional travel model and 
is fully calibrated in accordance with federal and state guidelines and performance standards for model 
accuracy.  The model development process ensured calibration based on the best available data 
sources, such as the 2001 Caltrans Households Travel Survey, SBCAG’s 2002 Commuter Survey, the 
2000 Census Transportation Planning Package (CTPP) Journey-to-Work data, the 2000 Statewide Travel 
Model Update, and our neighboring counties’ model forecasts. 

A major step leading to the model accuracy is the model validation process.  Some of the important 
elements include validation of roadway links by functional classification, vehicle miles traveled, and 
regional screenline volumes.  The regional model volumes were compared against ground counts for 
each sub-area to ensure a higher level of model accuracy.  The model has gone through a thorough 
review process in which the model assumptions, output, and preliminary forecasts were presented to 
TTAC, local jurisdictions, the 101 In Motion Travel Forecast Subcommittee, and the South Coast Sub-
Regional Planning Committee for review and comments.  SBCAG staff responded to all comments and 
worked with the model development consultant to further refine and update the model and subsequent 
forecasts. 

Between 2004 and 2007, the SBCAG travel model was improved for application in the 101 In Motion 
Program and the 2008 Regional Transportation Plan.  In May 2008, the model was also provided to 
Caltrans District 5 for use in analyzing and evaluating state highway improvements for the Corridor 
System Management Plan, the Congestion Management Improvement Account, and the South Coast 
Highway 101 High Occupancy Vehicle Lane Project. 
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The most recent model runs were completed for the 2008 RTP.  The model forecasted travel demand out 
to the year 2030 for three different scenarios; 1) a “No Build” scenario, for which no transportation 
improvements were assumed, 2) a “Program” scenario for which only projects with financial backing were 
assumed to be in place and, 3) a “Plan” scenario which assumed implementation of funded and planned 
projects for which funding has not been secured, but has a reasonable chance of being implemented 
before 2030.  The traffic demand forecasts were based on socioeconomic data contained in SBCAG’s 
2002 Regional Growth Forecast.  The traffic model forecasts and measures of performance can be found 
in the 2008 RTP, which can be obtained from SBCAG’s website at the following address: 
http://www.sbcag.org/publications. 

RELATIONSHIP TO LOCAL AGENCY TRAFFIC MODELS 

In addition to the SBCAG regional model, there are a number of local models that have been utilized in 
the County, such as the County, and the Cities of Santa Maria, Santa Barbara, Goleta, and Lompoc.  The 
SBCAG model provides coverage of the major freeways, arterials, and secondary roads in Santa Barbara 
County, as well as portions of San Luis Obispo County and Ventura County.  Geographically, the SBCAG 
model provides a macro-level perspective with larger traffic analysis zones (TAZs).  Because of its 
regional coverage, the SBCAG model is able to provide detailed inter-county, inter-regional, and inter-
community travel information.  Travel demand is forecast using socioeconomic factors, such as 
population, households, and employment. 

Local models have a finer grained level of geography within a city boundary.  They have more refined 
TAZs and networks in order to identify local circulation and project-related impacts.  With local models, 
travel demand is forecast using land use factors, such as residential dwelling units and commercial 
building square footage. 

Due to some of these fundamental differences, there may be inconsistencies between output from the 
SBCAG model and output from local models.  Different travel demand forecasts can result in a good deal 
of confusion and may over- or underestimate the need of a particular transportation improvement project.  
The State statutes attempt to address this consistency issue by requiring that local traffic models be 
consistent, to the maximum extent feasible, with the regional model.  Currently there is no formal process 
in place for approval of these models.  Instead, the SBCAG/CMA policy has been and will continue to be 
to work with the local agencies individually as models are being developed or updated to ensure some 
degree of consistency, to the maximum extent feasible, between SBCAG’s regional model and local 
models. 

To supplement this policy, SBCAG staff is currently working on developing a peer review process for local 
model review.  This would give SBCAG the opportunity to review the validity of local models and their 
performance, particularly on regionally significant roadways.  Conversely, local agencies would be able to 
streamline their modeling efforts to address their general plan land use issues while at the same time 
minimize development and maintenance costs.  The peer review process would also provide a great 
opportunity to ensure long-term model consistency between the SBCAG model and local models.  It 
should be noted that the peer review process would be handled separately from the other local agency 
requirements for the CMP, so local agencies would not be subject to losing gas tax funding if issues arise 
during the peer review process. 

Staff has identified some of the key areas where consistency between regional and local models should 
be achieved to the maximum extent feasible.  These key areas are summarized below. 
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1. Geography and network (TAZs) 

The uniform geographical base for any travel demand model data is the traffic analysis zones (TAZs).  As 
mentioned previously, regional models generally have larger TAZs for purposes of modeling the entire 
geographical region.  Regional model TAZs also include sub-regional TAZs, but they are usually at a 
coarser level.  Each TAZ in a sub-region may include an area of several street blocks.  Local models are 
usually city or subarea models that have fine-grained TAZs within each city boundary domain.  For 
example, local model TAZs in a downtown Central Business District (CBD) can be down to city street 
blocks.  

In general, local model TAZs should be subsets of the regional TAZs for consistency with Census data 
and the federal requirements.  Many of the local models that have been developed in Santa Barbara 
County have utilized TAZs and networks based on the SBCAG model, such as the Goleta and Santa 
Maria/Orcutt models.  More recently, consultants and staff at the Cities of Lompoc and Santa Barbara 
have requested SBCAG model information for consistency with models that are being developed in those 
areas. 

2. External Vehicle Trips 

External trips refer to incoming trips that are outside a model domain.  These include “external to internal” 
trips (such as a trip to work in Santa Barbara from Ventura County) and “external to external” trips (such 
as an individual traveling from San Luis Obispo to Los Angeles, making no stops in Santa Barbara 
County).  An example of external vehicle trips within SBCAG’s model would be those entering and exiting 
Santa Barbara County to San Luis Obispo County via Route 1 or U.S. 101.  Within local model networks, 
external trips would be those at external stations of the city or study-area boundary, for example, at 
freeway and arterial entry and exit points of the local domain.  External traffic feeding into local models 
from the SBCAG model would ensure the necessary consistency with local model output and traffic 
circulation within a subarea.  Therefore, traffic forecasts at external stations for local models are 
recommended to employ adopted regional model forecasts as part of their model input and validation. 

3. Regional Growth Forecast and Model Database 

As mentioned previously, SBCAG utilizes socioeconomic data (population, housing, income, and 
employment) from its regional growth forecast as model input for the regional traffic model.  All of the local 
agency models generally employ land use data from their respective general plans.  Consequently, the 
local model land use databases may not necessarily correlate with socioeconomic trends nor are they 
consistent between adjacent jurisdictions.  In addition, ongoing land use updates from general plans and 
periodic revisions of regional growth forecasts for regional models often present additional challenges in 
database consistency between regional and local models. 

SBCAG staff is currently looking into developing a broad database conversion process whereby the 
similar land use databases employed by local models could yield (as close as possible) the “control 
totals” of the regional model.  For example, residential land use categories would be converted to 
“occupied dwelling units”, and non-residential land uses would be converted to “employment totals” with 
ranges of values reflecting variations in occupancy rates and land use categories.  This option would 
allow a “two-way street” comparison enhancing the aggregation of socioeconomic data for comparison.  It 
is recommended that local models should incorporate a broad database conversion spreadsheet as part 
of the local model development process for review by SBCAG staff to ensure database consistency to the 
extent possible. 
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4. Software Platforms and Capabilities 

A number of travel model software platforms are available in the marketplace and each software platform 
provides varying degrees of modeling capability and utility.  Utilization of the features within each software 
platform can also vary, depending upon the expertise of the model development consultant.  There is no 
federal, state, or MPO requirement for selecting a particular software platform for use by local agencies.  
However, different software platforms do add complexity in achieving model consistency between 
regional and local models.  For example, transfer of data files, re-formatting, and costs associated with 
resolving model database differences may become an issue.  In addition, as traffic micro-simulation 
emerges from testing to application, the associated data needs and complexity in modeling will intensify.  
As this occurs, uniform software and standardized protocols will become more important. 

In order to deal with the issues related to use of different model software platforms, efforts should be 
made to apply universal file transfer protocols (such as a GIS shape file format for graphics, excel 
spreadsheet or dbase formats for datasets) that would enhance efficiency in file sharing and minimize 
complications in file transfers.  
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CHAPTER 6 – CAPITAL IMPROVEMENT PROGRAM 

 

Section 65089(b)(5) of the CMP statute requires the creation of a Capital Improvement Program to: 

“Maintain or improve the traffic level of service and transit performance standards and to 
mitigate the regional transportation impacts identified through the land use analysis 
program which conforms to transportation-related vehicle emissions and air quality 
mitigation measures.” 

The goal of the Capital Improvement Program is to develop a program of projects that will provide 
congestion relief to the County’s regional roadway network.  It includes projects that improve traffic 
operations, transportation demand management programs, and new or expanded transit services that 
have been identified in SBCAG’s Regional Transportation Plan and Regional Transportation Improvement 
Program.  State law requires that the program only include projects that have a reasonable expectation of 
construction or implementation within seven years of adoption of the biennial CMP. 

The criteria for projects to be included in the Capital Improvement Program are that the project should be: 

• On or influence the CMP system; 

• A capital improvement to address an identified congestion problem; 

• Planned for construction within the seven-year term of the Capital Improvement Program (2009-
2016); and, 

• Defined as a regionally-significant project. 

Projects not on the designated CMP system that may contribute to improving the level of service and 
performance of the system may be included.  Every effort is made to identify projects that provide 
congestion relief as the CMP focuses attention on these types of projects. 

There are a number of projects from the 2003 CMP Capital Improvement Program that have been 
implemented.  Of those that have been built and are in operation, the following projects were selected for 
evaluation in determining their effectiveness in providing congestion relief and meeting the goals of the 
CMP: 

• U.S. 101 6-Lane Widening Project 

• U.S. 101 Auxiliary Lane and Class I Bike Path on Ortega Hill 

• Freeway Service Patrol 

• Traffic Solutions Online Commuter Matching Database 

• SBCAG/Vista Coastal Express 

Figures 6.1 through 6.5 provide additional information and evaluation of the projects listed above. 

As discussed in Chapter 1, State law requires the CMP to be consistent with the programs and projects 
contained in the County’s Regional Transportation Plan (California Government Code §65089.2(a).  
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SBCAG’s Vision 2030 Regional Transportation Plan, which was approved by the SBCAG Board in 
September 2008, established policies and goals for the investment of federal, state, regional, and local 
transportation funds.  The CMP strives for consistency with the RTP in two areas: 

1. Conformance with RTP goals and, 

2. Consistency of CMP Capital Improvement Projects with RTP projects.   

Some of the RTP goals have been incorporated into this CMP update and are described in Table 6.1 
below. 

 

TABLE 6.1     CONGESTION MANAGEMENT PROGRAM GOALS 

Component Goal 

Systems Integration 
Promote a coordinated and equitable multi-modal system designed to serve 
the travel requirements of the region, integrating elements of systems 
management, technology, and land use. 

Highways and Roadways Promote the maintenance and enhancement of the roadway system, 
emphasizing safety, mobility, and congestion relief. 

Bicycle Promote bicycling as a commute alternative, providing bicycle access to 
activity and employment centers, and interregional connectivity 

Transit 
Promote the expansion of public transit services within the County to meet 
the mobility needs of residents and visitors and to reduce traffic and parking 
congestion. 

Rail Promote rail infrastructure and programs to maximize rail use. 

Pedestrian Facilities 
Promote the provision of pedestrian facilities to encourage walking as an 
alternative form of transportation and as an element of an integrated multi-
modal transportation system. 

Funding Promote efficient use of funding and strategies for identifying new funding 
sources. 

 

The goals stated above serve as a guide for planning and funding improvements in the Regional 
Transportation Plan.  By adopting these goals in the CMP, the CMP serves as a supporting mechanism to 
assist in implementing the goals and policies set in SBCAG’s Regional Transportation Plan. 

The list of projects included in the 2009 CMP Capital Improvement Program is provided in Table 6.2. 



 

 

TABLE 6.2     CAPITAL IMPROVEMENT PROGRAM 

Project Name RTP Project # Project Description Project Purpose (Strategy) Action Year 2008 RTP Cost Estimate 
($000s)

Mussel Shoals-Casitas Pass 
HOV Lane on U.S. 101 CT8

Highway widening with High Occupancy Vehicle Lanes between Mobile Pier 
Road undercrossing in Ventura Co. to south of Casitas Pass Rd. in Santa 

Will alleviate peak hour defiencies on segment of U.S. 101 between Mussel Shoals 
and Casitas Pass Rd. 2011 $63,710

SR 246 Passing Lanes - Purisima 
to Domingos CTPL4 SR 246 Operational Improvements (PM 11.8-20.9)  - Passing lanes The project will provide additional opportunities for motorists to manuever around 

slower moving vehicles.  The project is also included in the 2008 RTIP. 2011 $                         57,043 

ITS Improvements on U.S. 101 - 
Ventura Co. Line to Winchester CT12 & 13

Operational Service Improvements on Highway 101 (Ventura County Line to 
Winchester Cyn): PM 0 to 27.5 - Install TMS Field Elements VCL to 

Will provide traveler information for the corridor, resulting in more informed decisions 
for commuters during peak hours.  Operationally, the project will result in a more 2010 $6,322

U.S. 101 Widening over Santa 
Maria River Bridge CTPL2 Widen Santa Maria Bridge over Santa Maria river

The project will continue the six lane segment south of the bridge to the SB/SLO 
County line.  The additional capacity will alleviate a forecast deficiency at the bridge 
segment of U.S. 101.  The project is also included in the 2008 RTIP and Measure A 
Investment Plan.

2010 $                         17,548 

U.S. 101/Hollister Ave. I/C 
Improvements CT5

Interchange at Hollister Avenue on Hwy 101: Relocate existing interchange 
and OH to join extension of Cathedral Oaks Rd to Highway 101, add Class II 
bike lanes and sidewalks.  Includes Ellwood Overhead. 

Realignment needed to improve north/south circulation. Class II bike lanes installed 
on the bridge will be a part of regional bikeway system.  Project also included in 2008 
RTIP.

2009-12 $10,400

U.S. 101/Linden-Casitas I/C 
Improvements CT4

Highway 101 - Linden and Casitas Pass Interchanges in Carpinteria
Reconstruct existing Interchanges - Extend Via Real to connect between 
Bailard Ave and Linden Avenue.   

Will improve existing overcrossings to safely accommodate forecasted traffic growth, 
provide a continuous arterial parallel to Hwy 101 and improve bicycle and pedestrian 
circulation.  Project also included in 2008 RTIP.

2011 $72,000

U.S. 101/UVP I/C CT7 Construct Interchange on Hwy 101 at Union Valley Parkway
Will provide freeway access for new East/West arterial.  Will improve LOS on 
segment of U.S. 101 between the Santa Maria Way and Clark Ave. interchanges.  
The project was also included in the 2008 RTIP and the Measure A Investment Plan.

2012 $17,000

U.S. 101/Hwy 150 I/C 
improvements CPL6 Modification project to provide direct access to Via Real Project will improve access to 101, reduce delays through the interchange, and 

reduce emergency vehicle response time. 2009-10 $                           1,000 

U.S. 101/Los Carneros I/C Imps. Go4 Location: Hwy 101 and Los Carneros Rd Interchange: Widen approach to 
southbound ramp and replace R.R. Bridge

Project will emliminate a forecasted deficiency at the Los Carneros/U.S. 101 SB 
Ramps (source: 2008 RTP) 2010 $6,547

Ekwill/Fowler Road 
Improvements Go1 Local road improvements & interchange modifications  at Ekwill and Fowler 

Roads

Will provide an alternate east/west route and reduce travel demand on Hollister Ave., 
resulting in better operations along the Hollister corridor between Fairview Ave. and 
Route 217.  Project was also included in the 2008 RTIP.

2011 $17,955

Hollister/Los Carneros 
Intersection Imps. n/a Lane additions and capacity improvements to intersection This project was developed to mitigate a short-term cumulative impact from the 

Cabrillo Business Park project.  The project will improve the LOS to D or better. unknown n/a 

H St./Central Ave. lane additions n/a Will provide additional NB/SB left-turn lanes The project was developed to mitigate a short-term cumulative impact from the Wye 
Specific Plan.  The project will improve the LOS to D or better. unknown n/a 

Las Positas/Cliff Dr. Roundabout SB1 Construct roundabout at SR 225/Las Positas & Cliff Dr. Intersection The project will reduce delay through the south Las Positas Rd. and Cliff Dr. 
corridors.  Will P.M. peak hour congestion on southbound Las Positas Rd.-Rte. 225. 2012 $750

STATE HIGHWAY SYSTEM

CARPINTERIA

GOLETA
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LOMPOC

 

 



 

 

TABLE 6.2 CAPITAL IMPROVEMENT PROGRAM (continued) 

Project Name RTP Project # Project Description Project Purpose (Strategy) Action Year 2008 RTP Cost Estimate 
($000s)

Union Valley Parkway Extension SM1

Construction of two lane road with Class II bike lane on Union Valley Parkway: 
Hummel to Blosser & Bradley (Location: A. California to Blosser B. Frontage to 
California C. Hummel to Frontage (City Segment) D. Hummel to Frontage 
(County segment))

The project will provide an additional east-west route through Orcutt, resulting in 
reduced travel demand on other east-west streets, such as Foster Rd. and Clark 
Ave.  The project will eliminate a forecasted deficiency at the Foster Rd. / Rte. 135 
intersection (source: 2008 RTP).

2009 $12,583

SR 135/UVP Intersection SM4 Construct at-grade intersection on SR 135 @ Union Valley Parkway (in 
conjunction w/Santa Maria Projects 1 & CT-7)

The project will provide an additional east-west route through Orcutt, resulting in 
reduced travel demand on other east-west streets, such as Foster Rd. and Clark 
Ave.  The project will eliminate a forecasted deficiency at the Foster Rd. / Rte. 135 
intersection (source: 2008 RTP).

2010 $4,342

U.S. 101/SR 135 I/C Imps. SMPL1
Location:  US Highway 101 & SR 135 (interchanges) - Reconstruct IC and 
extend Broadway East. revise N/B ramps, widen overcrossing, add Park and 
Ride

Interchange needs to be modified to accommodate improvements to U.S. 101 and 
the Santa Maria River Bridge 2010 $                         25,872 

U.S. 101/Betteravia Rd. I/C Imps. SMPL3 Modify Betteravia at U.S. 101 to accommodate semi-truck turn movements
Project will modify northbound ramps to alleviate semi-truck stacking at the existing 
left turn movement from eastbound Betteravia to northbound Hwy. 101.  This project 
is included in the Measure A Investment Plan.

2010 $                           5,624 

Depot/Railroad/Fesler 
Roundabout Imp. SMPL6 Construct roundabouts at Intersections of Depot, Railroad and Fesler The roundabout projects will reduce delay and improve circulation in these areas. 2010 $                           1,687 

Miller St. Widening SM3 Widen Miller Street Will increase capacity of Miller St. between Stowell Rd. and Cook St. 2010 $2,600

West Betteravia Rd. Imps. SMPL7 Location:  Betteravia Rd between Blosser and SR 135 - Purchase ROW, widen 
to 6 lanes, signalize intersections

The project will increase capacity and reduce travel delay on the Betteravia corridor 
between Rte. 135 and Blosser Rd.  The project will alleviate a forecasted deficiency 
at the Betteravia/Rte. 135 intersection.  The project is contained in the City's 
Circulation Element.

2010 $                           4,500 

U.S. 101 /Clark Ave. Imps. SBCPL5 Install traffic signals on Clark Avenue at U.S. 101 interchange
The project will relocate the U.S. 101 on and off ramps and install signals at each of 
the two ramp junctures.  The SB ramp intersection will operate at LOS C and the NB 2010 $                           1,575 

Hollister Ave. Widening SBCPL1 Widen Hollister Ave between San Antonio Rd and U.S. 101

The project will widen Hollister Ave. to 4 lanes with channelization and bike lanes and 
reconstruct the U.P.R.R. overcrossing.  The project will add capacity to the segment 
and reduce delays on the mainline and side streets.  Bike path completes missing 
segment in the regional system

2011 $                         21,057 

South Coast ITS project SBCAG2 South Coast ITS improvements on Hwy 101

Project will include: Development of a web-based traveler information system to allow 
travelers to make informed decisions on when and how they take their trip; traffic 
signal synchronization to improve flow and reduce delay on mainline corridors 
(unknown locations at this time) and bus signal priority to reduce delay for bus 
passengers (initial pilot project on Upper State St.).  

2009/10 $2,437

Traffic Solutions SBCAGTS2 Continued operation of Transportation Demand Management programs

Project will continue expansion of Traffic Solutions Programs: van & car pools, rider 
rebates, flex work, bicycle outreach, employer, employee outreach.  The Curb Your 
Commute program will reduce travel demand on U.S. 101 between Goleta/Santa 
Barbara and Ventura County.  Additional funding for the Traffic Solutions program 
was included in the Measure A Investment Plan.

Ongoing $1,905

Freeway Service Patrol n/a Incident management service on the South Coast corridor of U.S. 101 The FSP will continue to provide lane clearance and roadside assistance to stranded 
motorists, resulting in reduced congestion and a safer corridor. Ongoing n/a

Hwy. 246/Alamo Pintado 
Intersection Improvements SolPL1

Widen highway, install roundabout or signals, and widen Alamo Pintado 
Bridge. Construct bicycle/pedestrian bridge at Alamo Pintado Creek to extend 
existing bikeway along Hwy 246 from Santa Ynez to Solvang.

The roundabout will reduce delays on Route 246 in the area and will eliminate a 
forecasted deficiency at the Alamon Pintado intersection (source: 2008 RTP).  The 
project will also provide access for bicyclists across Alamo Pintado Creek. and 
complete a missing segment of the regional bikeway system.

2013 $                         11,802 
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TABLE 6.2 CAPITAL IMPROVEMENT PROGRAM (continued) 

Project Name RTP Project # Project Description Project Purpose (Strategy) Action Year 2008 RTP Cost Estimate 
($000s)

SLORTA Route 10 SLORTA1 Operating Assistance for Route 10 bus runs from San Luis Obispo to Santa 
Maria.

The project provides service between SLO County and Santa Maria, reducing travel 
demand on the U.S. 101 corridor between these areas. 2009 $1,401

MTD AVL Project MTDPL4 Automated Vehicle Location (AVL)

The project will provide information to passengers regarding bus arrival and 
departure status.  The project is in the CIP because there is a provision that would 
allow for buses traversing U.S. 101 and other major arterials to monitor travel times 
during peak periods.

2013 $                           2,025 

Coastal Express - Continued operation and potential expansion of Coastal Express service The transit service reduces travel demand on U.S. 101 between Ventura County and 
the South Coast Santa Barbara region Ongoing n/a 

Commuter Friendly Intercity Rail 
Pilot Program SBCAGPL1 Will re-time Pacific Surfliner service to operate during peak commute periods

The project will reduce travel demand on U.S. 101 between Ventura County and the 
South Coast Santa Barbara region.  Funding for development of a rail project 
between Ventura and Santa Barbara Counties was included in the Measure A 
Investment Plan.

2011-2020 $18,809

RAIL
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EXHIBIT 6.1     SUMMARY OF U.S. 101 SIX-LANE WIDENING PROJECT IN SANTA MARIA 



 

 

 

 

 

 

EXHIBIT 6.2     SUMMARY OF ORTEGA HILL AUXILIARY LANE ON U.S. 101 AND CLASS I BIKE PATH 



 

 

 

NAME CMP GOALS MET
South Coast U.S. 101 Freeway Service Patrol Systems Integration
DESCRIPTION Highways and Roadways x
Incident management service funded by SBCAG.  Between the hours of 6:30 and 9:30 AM and 4:00 to Bicycle
7:00 PM, one tow truck and one service vehicle are available to assist motorists with flat tires, jump Transit
starts, extra fuel, and clearance of vehicles and debris from lanes when necessary. Rail
COMPLETED Pedestrian Facilities
Program initiated in 2006 Funding
BENEFITS
Reduces traffic jams and chances of additional accidents by quickly clearing stalled vehicles and reduces stop‐and‐go traffic, resulting in reduced
fuel use and air polluting emissions.  In its first two years, there more than 3,100 assists made by the contractor.  A 2006 analysis found that
SBCAG's FSP had a benefit/cost ratio of 11.1.  The current service contract runs through June 2009.

 

 

EXHIBIT 6.3     SUMMARY OF SOUTH COAST U.S. 101 FREEWAY SERVICE PATROL 



 

 

 

NAME CMP GOALS MET
Traffic Solutions Online Systems Integration x
DESCRIPTION Highways and Roadways
Offers commuter matching services, commuter savings calculator, Emergency Ride Home, commute Bicycle x
calendar and employer tools for administering employee commuter benefits and promotions.  Traffic Transit x
Solutions Online is being used to administer commuter benefits programs by most of the largest Rail x
employers in the County.  As of October 2008, there were over 110 employers and 7,300 commuters Pedestrian Facilities x
registered in the system. Funding
COMPLETED
July 2007

 

 

 

EXHIBIT 6.4     SUMMARY OF TRAFFIC SOLUTIONS ONLINE 



 

 

 

 

 

 

EXHIBIT 6.5     SUMMARY OF VISTA COASTAL EXPRESS REGIONAL TRANSIT SERVICE 
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APPENDIX A ‐ LIST OF COMMONLY USED ACRONYMS 

 

AADT  Average Annual Daily Traffic 

ACS  American Community Survey 

CARB  California Air Resources Board 

CBD  Central Business District 

CMA  Congestion Management Agency 

CMP  Congestion Management Program 

COLT  City of Lompoc Transit 

CTPP  Census Transportation Planning Package 

DVMT  Daily Vehicle Miles Traveled 

FTIP  Federal Transportation Improvement Program 

GIS  Geographic Information Systems 

HCM  Highway Capacity Manual 

HPMS  Highway Performance Monitoring System 

ICU  Intersection Capacity Utilization 

ITS  Intelligent Transportation Systems 

LOS  Level of Service 

PTA  Public Transportation Account 

RTIP  Regional Transportation Improvement Program 

RTP  Regional Transportation Plan 

SBCAG  Santa Barbara County Association of Governments 

SBMTD  Santa Barbara Metropolitan Transit District 

SHOPP  State Highway Operation and Protection Plan 

SMAT  Santa Maria Area Transit 

SOV  Single Occupant Vehicle 

STIP  Surface Transportation Improvement Program 

STP  Surface Transportation Program 

TAZ  Traffic Analysis Zone 

TDA  Transportation Development Act 

VMT  Vehicle Miles Traveled
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GOVERNMENT CODE SECTION 65088-65089.10  

 
65088.  The Legislature finds and declares all of the following: 
   (a) Although California's economy is critically dependent upon 
transportation, its current transportation system relies primarily 
upon a street and highway system designed to accommodate far fewer 
vehicles than are currently using the system. 
   (b) California's transportation system is characterized by 
fragmented planning, both among jurisdictions involved and among the 
means of available transport. 
   (c) The lack of an integrated system and the increase in the 
number of vehicles are causing traffic congestion that each day 
results in 400,000 hours lost in traffic, 200 tons of pollutants 
released into the air we breathe, and three million one hundred 
thousand dollars ($3,100,000) added costs to the motoring public. 
   (d) To keep California moving, all methods and means of transport 
between major destinations must be coordinated to connect our vital 
economic and population centers. 
   (e) In order to develop the California economy to its full 
potential, it is intended that federal, state, and local agencies 
join with transit districts, business, private and environmental 
interests to develop and implement comprehensive strategies needed to 
develop appropriate responses to transportation needs. 
   (f) In addition to solving California's traffic congestion crisis, 
rebuilding California's cities and suburbs, particularly with 
affordable housing and more walkable neighborhoods, is an important 
part of accommodating future increases in the state's population 
because homeownership is only now available to most Californians who 
are on the fringes of metropolitan areas and far from employment 
centers. 
   (g) The Legislature intends to do everything within its power to 
remove regulatory barriers around the development of infill housing, 
transit-oriented development, and mixed use commercial development in 
order to reduce regional traffic congestion and provide more housing 
choices for all Californians. 
   (h) The removal of regulatory barriers to promote infill housing, 
transit-oriented development, or mixed use commercial development 
does not preclude a city or county from holding a public hearing nor 
finding that an individual infill project would be adversely impacted 
by the surrounding environment or transportation patterns. 
 
65088.1.  As used in this chapter the following terms have the 
following meanings: 
   (a) Unless the context requires otherwise, "regional agency" means 
the agency responsible for preparation of the regional 
transportation improvement program. 
   (b) Unless the context requires otherwise, "agency" means the 
agency responsible for the preparation and adoption of the congestion 
management program. 
   (c) "Commission" means the California Transportation Commission. 
   (d) "Department" means the Department of Transportation. 



   (e) "Local jurisdiction" means a city, a county, or a city and 
county. 
   (f) "Parking cash-out program" means an employer-funded program 
under which an employer offers to provide a cash allowance to an 
employee equivalent to the parking subsidy that the employer would 
otherwise pay to provide the employee with a parking space.  "Parking 
subsidy" means the difference between the out-of-pocket amount paid 
by an employer on a regular basis in order to secure the availability 
of an employee parking space not owned by the employer and the 
price, if any, charged to an employee for use of that space. 
   A parking cash-out program may include a requirement that employee 
participants certify that they will comply with guidelines 
established by the employer designed to avoid neighborhood parking 
problems, with a provision that employees not complying with the 
guidelines will no longer be eligible for the parking cash-out 
program. 
   (g) "Infill opportunity zone" means a specific area designated by 
a city or county, pursuant to subdivision (c) of Section 65088.4, 
zoned for new compact residential or mixed use development within 
one-third mile of a site with an existing or future rail transit 
station, a ferry terminal served by either a bus or rail transit 
service, an intersection of at least two major bus routes, or within 
300 feet of a bus rapid transit corridor, in counties with a 
population over 400,000.  The mixed use development zoning shall 
consist of three or more land uses that facilitate significant human 
interaction in close proximity, with residential use as the primary 
land use supported by other land uses such as office, hotel, health 
care, hospital, entertainment, restaurant, retail, and service uses. 
The transit service shall have maximum scheduled headways of 15 
minutes for at least 5 hours per day.  A qualifying future rail 
station shall have broken ground on construction of the station and 
programmed operational funds to provide maximum scheduled headways of 
15 minutes for at least 5 hours per day. 
   (h) "Interregional travel" means any trips that originate outside 
the boundary of the agency.  A "trip" means a one-direction vehicle 
movement.  The origin of any trip is the starting point of that trip. 
  A roundtrip consists of two individual trips. 
   (i) "Level of service standard" is a threshold that defines a 
deficiency on the congestion management program highway and roadway 
system which requires the preparation of a deficiency plan.  It is 
the intent of the Legislature that the agency shall use all elements 
of the program to implement strategies and actions that avoid the 
creation of deficiencies and to improve multimodal mobility. 
   (j) "Multimodal" means the utilization of all available modes of 
travel that enhance the movement of people and goods, including, but 
not limited to, highway, transit, nonmotorized, and demand management 
strategies including, but not limited to, telecommuting.  The 
availability and practicality of specific multimodal systems, 
projects, and strategies may vary by county and region in accordance 
with the size and complexity of different urbanized areas. 
   (k) "Performance measure" is an analytical planning tool that is 
used to quantitatively evaluate transportation improvements and to 
assist in determining effective implementation actions, considering 
all modes and strategies.  Use of a performance measure as part of 
the program does not trigger the requirement for the preparation of 
deficiency plans. 
   (l) "Urbanized area" has the same meaning as is defined in the 
1990 federal census for urbanized areas of more than 50,000 
population. 
   (m) "Bus rapid transit corridor" means a bus service that includes 
at least four of the following attributes: 



   (1) Coordination with land use planning. 
   (2) Exclusive right-of-way. 
   (3) Improved passenger boarding facilities. 
   (4) Limited stops. 
   (5) Passenger boarding at the same height as the bus. 
   (6) Prepaid fares. 
   (7) Real-time passenger information. 
   (8) Traffic priority at intersections. 
   (9) Signal priority. 
   (10) Unique vehicles. 
 
65088.3.  This chapter does not apply in a county in which a 
majority of local governments, collectively comprised of the city 
councils and the county board of supervisors, which in total also 
represent a majority of the population in the county, each adopt 
resolutions electing to be exempt from the congestion management 
program. 
 
65088.4.  (a) It is the intent of the Legislature to balance the 
need for level of service standards for traffic with the need to 
build infill housing and mixed use commercial developments within 
walking distance of mass transit facilities, downtowns, and town 
centers and to provide greater flexibility to local governments to 
balance these sometimes competing needs. 
   (b) Notwithstanding any other provision of law, level of service 
standards described in Section 65089 shall not apply to the streets 
and highways within an infill opportunity zone.  The city or county 
shall do either of the following: 
   (1) Include these streets and highways under an alternative 
areawide level of service standard or multimodal composite or 
personal level of service standard that takes into account both of 
the following: 
   (A) The broader benefits of regional traffic congestion reduction 
by siting new residential development within walking distance of, and 
no more than one-third mile from, mass transit stations, shops, and 
services, in a manner that reduces the need for long vehicle commutes 
and improves the jobs-housing balance. 
   (B) Increased use of alternative transportation modes, such as 
mass transit, bicycling, and walking. 
   (2) Approve a list of flexible level of service mitigation options 
that includes roadway expansion and investments in alternate modes 
of transportation that may include, but are not limited to, transit 
infrastructure, pedestrian infrastructure, and ridesharing, vanpool, 
or shuttle programs. 
   (c) The city or county may designate an infill opportunity zone by 
adopting a resolution after determining that the infill opportunity 
zone is consistent with the general plan and any applicable specific 
plan.  A city or county may not designate an infill opportunity zone 
after December 31, 2009. 
   (d) The city or county in which the infill opportunity zone is 
located shall ensure that a development project shall be completed 
within the infill opportunity zone not more than four years after the 
date on which the city or county adopted its resolution pursuant to 
subdivision (c).  If no development project is completed within an 
infill opportunity zone by the time limit imposed by this 
subdivision, the infill opportunity zone shall automatically 
terminate. 
 
65088.5.  Congestion management programs, if prepared by county 
transportation commissions and transportation authorities created 
pursuant to Division 12 (commencing with Section 130000) of the 



Public Utilities Code, shall be used by the regional transportation 
planning agency to meet federal requirements for a congestion 
management system, and shall be incorporated into the congestion 
management system. 
 
65089.  (a) A congestion management program shall be developed, 
adopted, and updated biennially, consistent with the schedule for 
adopting and updating the regional transportation improvement 
program, for every county that includes an urbanized area, and shall 
include every city and the county.  The program shall be adopted at a 
noticed public hearing of the agency.  The program shall be 
developed in consultation with, and with the cooperation of, the 
transportation planning agency, regional transportation providers, 
local governments, the department, and the air pollution control 
district or the air quality management district, either by the county 
transportation commission, or by another public agency, as 
designated by resolutions adopted by the county board of supervisors 
and the city councils of a majority of the cities representing a 
majority of the population in the incorporated area of the county. 
   (b) The program shall contain all of the following elements: 
   (1) (A) Traffic level of service standards established for a 
system of highways and roadways designated by the agency.  The 
highway and roadway system shall include at a minimum all state 
highways and principal arterials.  No highway or roadway designated 
as a part of the system shall be removed from the system.  All new 
state highways and principal arterials shall be designated as part of 
the system, except when it is within an infill opportunity zone. 
Level of service (LOS) shall be measured by Circular 212, by the most 
recent version of the Highway Capacity Manual, or by a uniform 
methodology adopted by the agency that is consistent with the Highway 
Capacity Manual.  The determination as to whether an alternative 
method is consistent with the Highway Capacity Manual shall be made 
by the regional agency, except that the department instead shall make 
this determination if either (i) the regional agency is also the 
agency, as those terms are defined in Section 65088.1, or (ii) the 
department is responsible for preparing the regional transportation 
improvement plan for the county. 
   (B) In no case shall the LOS standards established be below the 
level of service E or the current level, whichever is farthest from 
level of service A except when the area is in an infill opportunity 
zone.  When the level of service on a segment or at an intersection 
fails to attain the established level of service standard outside an 
infill opportunity zone, a deficiency plan shall be adopted pursuant 
to Section 65089.4. 
   (2) A performance element that includes performance measures to 
evaluate current and future multimodal system performance for the 
movement of people and goods.  At a minimum, these performance 
measures shall incorporate highway and roadway system performance, 
and measures established for the frequency and routing of public 
transit, and for the coordination of transit service provided by 
separate operators.  These performance measures shall support 
mobility, air quality, land use, and economic objectives, and shall 
be used in the development of the capital improvement program 
required pursuant to paragraph (5), deficiency plans required 
pursuant to Section 65089.4, and the land use analysis program 
required pursuant to paragraph (4). 
   (3) A travel demand element that promotes alternative 
transportation methods, including, but not limited to, carpools, 
vanpools, transit, bicycles, and park-and-ride lots; improvements in 
the balance between jobs and housing; and other strategies, 
including, but not limited to, flexible work hours, telecommuting, 



and parking management programs.  The agency shall consider parking 
cash-out programs during the development and update of the travel 
demand element. 
   (4) A program to analyze the impacts of land use decisions made by 
local jurisdictions on regional transportation systems, including an 
estimate of the costs associated with mitigating those impacts. 
This program shall measure, to the extent possible, the impact to the 
transportation system using the performance measures described in 
paragraph (2).  In no case shall the program include an estimate of 
the costs of mitigating the impacts of interregional travel.  The 
program shall provide credit for local public and private 
contributions to improvements to regional transportation systems. 
However, in the case of toll road facilities, credit shall only be 
allowed for local public and private contributions which are 
unreimbursed from toll revenues or other state or federal sources. 
The agency shall calculate the amount of the credit to be provided. 
The program defined under this section may require implementation 
through the requirements and analysis of the California Environmental 
Quality Act, in order to avoid duplication. 
   (5) A seven-year capital improvement program, developed using the 
performance measures described in paragraph (2) to determine 
effective projects that maintain or improve the performance of the 
multimodal system for the movement of people and goods, to mitigate 
regional transportation impacts identified pursuant to paragraph (4). 
  The program shall conform to transportation-related vehicle 
emission air quality mitigation measures, and include any project 
that will increase the capacity of the multimodal system.  It is the 
intent of the Legislature that, when roadway projects are identified 
in the program, consideration be given for maintaining bicycle access 
and safety at a level comparable to that which existed prior to the 
improvement or alteration.  The capital improvement program may also 
include safety, maintenance, and rehabilitation projects that do not 
enhance the capacity of the system but are necessary to preserve the 
investment in existing facilities. 
   (c) The agency, in consultation with the regional agency, cities, 
and the county, shall develop a uniform data base on traffic impacts 
for use in a countywide transportation computer model and shall 
approve transportation computer models of specific areas within the 
county that will be used by local jurisdictions to determine the 
quantitative impacts of development on the circulation system that 
are based on the countywide model and standardized modeling 
assumptions and conventions.  The computer models shall be consistent 
with the modeling methodology adopted by the regional planning 
agency.  The data bases used in the models shall be consistent with 
the data bases used by the regional planning agency.  Where the 
regional agency has jurisdiction over two or more counties, the data 
bases used by the agency shall be consistent with the data bases used 
by the regional agency. 
   (d) (1) The city or county in which a commercial development will 
implement a parking cash-out program that is included in a congestion 
management program pursuant to subdivision (b), or in a deficiency 
plan pursuant to Section 65089.4, shall grant to that development an 
appropriate reduction in the parking requirements otherwise in effect 
for new commercial development. 
   (2) At the request of an existing commercial development that has 
implemented a parking cash-out program, the city or county shall 
grant an appropriate reduction in the parking requirements otherwise 
applicable based on the demonstrated reduced need for parking, and 
the space no longer needed for parking purposes may be used for other 
appropriate purposes. 
   (e) Pursuant to the federal Intermodal Surface Transportation 



Efficiency Act of 1991 and regulations adopted pursuant to the act, 
the department shall submit a request to the Federal Highway 
Administration Division Administrator to accept the congestion 
management program in lieu of development of a new congestion 
management system otherwise required by the act. 
 
65089.1.  (a) For purposes of this section, "plan" means a trip 
reduction plan or a related or similar proposal submitted by an 
employer to a local public agency for adoption or approval that is 
designed to facilitate employee ridesharing, the use of public 
transit, and other means of travel that do not employ a 
single-occupant vehicle. 
   (b) An agency may require an employer to provide rideshare data 
bases; an emergency ride program; a preferential parking program; a 
transportation information program; a parking cash-out program, as 
defined in subdivision (f) of Section 65088.1; a public transit 
subsidy in an amount to be determined by the employer; bicycle 
parking areas; and other noncash value programs which encourage or 
facilitate the use of alternatives to driving alone.  An employer may 
offer, but no agency shall require an employer to offer, cash, 
prizes, or items with cash value to employees to encourage 
participation in a trip reduction program as a condition of approving 
a plan. 
   (c) Employers shall provide employees reasonable notice of the 
content of a proposed plan and shall provide the employees an 
opportunity to comment prior to submittal of the plan to the agency 
for adoption. 
   (d) Each agency shall modify existing programs to conform to this 
section not later than June 30, 1995.  Any plan adopted by an agency 
prior to January 1, 1994, shall remain in effect until adoption by 
the agency of a modified plan pursuant to this section. 
   (e) Employers may include disincentives in their plans that do not 
create a widespread and substantial disproportionate impact on 
ethnic or racial minorities, women, or low-income or disabled 
employees. 
   (f) This section shall not be interpreted to relieve any employer 
of the responsibility to prepare a plan that conforms with trip 
reduction goals specified in Division 26 (commencing with Section 
39000) of the Health and Safety Code, or the Clean Air Act (42 U.S.C. 
Sec. 7401 et seq.). 
   (g) This section only applies to agencies and employers within the 
South Coast Air Quality Management District. 
 
65089.2.  (a) Congestion management programs shall be submitted to 
the regional agency.  The regional agency shall evaluate the 
consistency between the program and the regional transportation plans 
required pursuant to Section 65080.  In the case of a multicounty 
regional transportation planning agency, that agency shall evaluate 
the consistency and compatibility of the programs within the region. 
 
   (b) The regional agency, upon finding that the program is 
consistent, shall incorporate the program into the regional 
transportation improvement program as provided for in Section 65082. 
If the regional agency finds the program is inconsistent, it may 
exclude any project in the congestion management program from 
inclusion in the regional transportation improvement program. 
   (c) (1) The regional agency shall not program any surface 
transportation program funds and congestion mitigation and air 
quality funds pursuant to Section 182.6 and 182.7 of the Streets and 
Highways Code in a county unless a congestion management program has 
been adopted by December 31, 1992, as required pursuant to Section 



65089.  No surface transportation program funds or congestion 
mitigation and air quality funds shall be programmed for a project in 
a local jurisdiction that has been found to be in nonconformance 
with a congestion management program pursuant to Section 65089.5 
unless the agency finds that the project is of regional significance. 
 
   (2) Notwithstanding any other provision of law, upon the 
designation of an urbanized area, pursuant to the 1990 federal census 
or a subsequent federal census, within a county which previously did 
not include an urbanized area, a congestion management program as 
required pursuant to Section 65089 shall be adopted within a period 
of 18 months after designation by the Governor. 
   (d) (1) It is the intent of the Legislature that the regional 
agency, when its boundaries include areas in more than one county, 
should resolve inconsistencies and mediate disputes which arise 
between agencies related to congestion management programs adopted 
for those areas. 
   (2) It is the further intent of the Legislature that disputes 
which may arise between regional agencies, or agencies which are not 
within the boundaries of a multicounty regional transportation 
planning agency, should be mediated and resolved by the Secretary of 
Business, Housing and Transportation Agency, or an employee of that 
agency designated by the secretary, in consultation with the air 
pollution control district or air quality management district within 
whose boundaries the regional agency or agencies are located. 
   (e) At the request of the agency, a local jurisdiction that owns, 
or is responsible for operation of, a trip-generating facility in 
another county shall participate in the congestion management program 
of the county where the facility is located.  If a dispute arises 
involving a local jurisdiction, the agency may request the regional 
agency to mediate the dispute through procedures pursuant to 
subdivision (d) of Section 65089.2.  Failure to resolve the dispute 
does not invalidate the congestion management program. 
 
65089.3.  The agency shall monitor the implementation of all 
elements of the congestion management program.  The department is 
responsible for data collection and analysis on state highways, 
unless the agency designates that responsibility to another entity. 
The agency may also assign data collection and analysis 
responsibilities to other owners and operators of facilities or 
services if the responsibilities are specified in its adopted 
program.  The agency shall consult with the department and other 
affected owners and operators in developing data collection and 
analysis procedures and schedules prior to program adoption.  At 
least biennially, the agency shall determine if the county and cities 
are conforming to the congestion management program, including, but 
not limited to, all of the following: 
   (a) Consistency with levels of service standards, except as 
provided in Section 65089.4. 
   (b) Adoption and implementation of a program to analyze the 
impacts of land use decisions, including the estimate of the costs 
associated with mitigating these impacts. 
   (c) Adoption and implementation of a deficiency plan pursuant to 
Section 65089.4 when highway and roadway level of service standards 
are not maintained on portions of the designated system. 
 
65089.4.  (a) A local jurisdiction shall prepare a deficiency plan 
when highway or roadway level of service standards are not maintained 
on segments or intersections of the designated system.  The 
deficiency plan shall be adopted by the city or county at a noticed 
public hearing. 



   (b) The agency shall calculate the impacts subject to exclusion 
pursuant to subdivision (f) of this section, after consultation with 
the regional agency, the department, and the local air quality 
management district or air pollution control district.  If the 
calculated traffic level of service following exclusion of these 
impacts is consistent with the level of service standard, the agency 
shall make a finding at a publicly noticed meeting that no deficiency 
plan is required and so notify the affected local jurisdiction. 
   (c) The agency shall be responsible for preparing and adopting 
procedures for local deficiency plan development and implementation 
responsibilities, consistent with the requirements of this section. 
The deficiency plan shall include all of the following: 
   (1) An analysis of the cause of the deficiency.  This analysis 
shall include the following: 
   (A) Identification of the cause of the deficiency. 
   (B) Identification of the impacts of those local jurisdictions 
within the jurisdiction of the agency that contribute to the 
deficiency.  These impacts shall be identified only if the calculated 
traffic level of service following exclusion of impacts pursuant to 
subdivision (f) indicates that the level of service standard has not 
been maintained, and shall be limited to impacts not subject to 
exclusion. 
   (2) A list of improvements necessary for the deficient segment or 
intersection to maintain the minimum level of service otherwise 
required and the estimated costs of the improvements. 
   (3) A list of improvements, programs, or actions, and estimates of 
costs, that will (A) measurably improve multimodal performance, 
using measures defined in paragraphs (1) and (2) of subdivision (b) 
of Section 65089, and (B) contribute to significant improvements in 
air quality, such as improved public transit service and facilities, 
improved nonmotorized transportation facilities, high occupancy 
vehicle facilities, parking cash-out programs, and transportation 
control measures.  The air quality management district or the air 
pollution control district shall establish and periodically revise a 
list of approved improvements, programs, and actions that meet the 
scope of this paragraph.  If an improvement, program, or action on 
the approved list has not been fully implemented, it shall be deemed 
to contribute to significant improvements in air quality.  If an 
improvement, program, or action is not on the approved list, it shall 
not be implemented unless approved by the local air quality 
management district or air pollution control district. 
   (4) An action plan, consistent with the provisions of Chapter 5 
(commencing with Section 66000), that shall be implemented, 
consisting of improvements identified in paragraph (2), or 
improvements, programs, or actions identified in paragraph (3), that 
are found by the agency to be in the interest of the public health, 
safety, and welfare.  The action plan shall include a specific 
implementation schedule.  The action plan shall include 
implementation strategies for those jurisdictions that have 
contributed to the cause of the deficiency in accordance with the 
agency's deficiency plan procedures.  The action plan need not 
mitigate the impacts of any exclusions identified in subdivision (f). 
  Action plan strategies shall identify the most effective 
implementation strategies for improving current and future system 
performance. 
   (d) A local jurisdiction shall forward its adopted deficiency plan 
to the agency within 12 months of the identification of a 
deficiency.  The agency shall hold a noticed public hearing within 60 
days of receiving the deficiency plan.  Following that hearing, the 
agency shall either accept or reject the deficiency plan in its 
entirety, but the agency may not modify the deficiency plan.  If the 



agency rejects the plan, it shall notify the local jurisdiction of 
the reasons for that rejection, and the local jurisdiction shall 
submit a revised plan within 90 days addressing the agency's 
concerns.  Failure of a local jurisdiction to comply with the 
schedule and requirements of this section shall be considered to be 
nonconformance for the purposes of Section 65089.5. 
   (e) The agency shall incorporate into its deficiency plan 
procedures, a methodology for determining if deficiency impacts are 
caused by more than one local jurisdiction within the boundaries of 
the agency. 
   (1) If, according to the agency's methodology, it is determined 
that more than one local jurisdiction is responsible for causing a 
deficient segment or intersection, all responsible local 
jurisdictions shall participate in the development of a deficiency 
plan to be adopted by all participating local jurisdictions. 
   (2) The local jurisdiction in which the deficiency occurs shall 
have lead responsibility for developing the deficiency plan and for 
coordinating with other impacting local jurisdictions.  If a local 
jurisdiction responsible for participating in a multi-jurisdictional 
deficiency plan does not adopt the deficiency plan in accordance with 
the schedule and requirements of paragraph (a) of this section, that 
jurisdiction shall be considered in nonconformance with the program 
for purposes of Section 65089.5. 
   (3) The agency shall establish a conflict resolution process for 
addressing conflicts or disputes between local jurisdictions in 
meeting the multi-jurisdictional deficiency plan responsibilities of 
this section. 
   (f) The analysis of the cause of the deficiency prepared pursuant 
to paragraph (1) of subdivision (c) shall exclude the following: 
   (1) Interregional travel. 
   (2) Construction, rehabilitation, or maintenance of facilities 
that impact the system. 
   (3) Freeway ramp metering. 
   (4) Traffic signal coordination by the state or 
multi-jurisdictional agencies. 
   (5) Traffic generated by the provision of low-income and very low 
income housing. 
   (6) (A) Traffic generated by high-density residential development 
located within one-fourth mile of a fixed rail passenger station, and 
 
   (B) Traffic generated by any mixed use development located within 
one-fourth mile of a fixed rail passenger station, if more than half 
of the land area, or floor area, of the mixed use development is used 
for high density residential housing, as determined by the agency. 
   (g) For the purposes of this section, the following terms have the 
following meanings: 
   (1) "High density" means residential density development which 
contains a minimum of 24 dwelling units per acre and a minimum 
density per acre which is equal to or greater than 120 percent of the 
maximum residential density allowed under the local general plan and 
zoning ordinance.  A project providing a minimum of 75 dwelling 
units per acre shall automatically be considered high density. 
   (2) "Mixed use development" means development which integrates 
compatible commercial or retail uses, or both, with residential uses, 
and which, due to the proximity of job locations, shopping 
opportunities, and residences, will discourage new trip generation. 
 
65089.5.  (a) If, pursuant to the monitoring provided for in Section 
65089.3, the agency determines, following a noticed public hearing, 
that a city or county is not conforming with the requirements of the 
congestion management program, the agency shall notify the city or 



county in writing of the specific areas of nonconformance.  If, 
within 90 days of the receipt of the written notice of 
nonconformance, the city or county has not come into conformance with 
the congestion management program, the governing body of the agency 
shall make a finding of nonconformance and shall submit the finding 
to the commission and to the Controller. 
   (b) (1) Upon receiving notice from the agency of nonconformance, 
the Controller shall withhold apportionments of funds required to be 
apportioned to that nonconforming city or county by Section 2105 of 
the Streets and Highways Code. 
   (2) If, within the 12-month period following the receipt of a 
notice of nonconformance, the Controller is notified by the agency 
that the city or county is in conformance, the Controller shall 
allocate the apportionments withheld pursuant to this section to the 
city or county. 
   (3) If the Controller is not notified by the agency that the city 
or county is in conformance pursuant to paragraph (2), the Controller 
shall allocate the apportionments withheld pursuant to this section 
to the agency. 
   (c) The agency shall use funds apportioned under this section for 
projects of regional significance which are included in the capital 
improvement program required by paragraph (5) of subdivision (b) of 
Section 65089, or in a deficiency plan which has been adopted by the 
agency.  The agency shall not use these funds for administration or 
planning purposes. 
 
65089.6.  Failure to complete or implement a congestion management 
program shall not give rise to a cause of action against a city or 
county for failing to conform with its general plan, unless the city 
or county incorporates the congestion management program into the 
circulation element of its general plan. 
 
65089.7.  A proposed development specified in a development 
agreement entered into prior to July 10, 1989, shall not be subject 
to any action taken to comply with this chapter, except actions 
required to be taken with respect to the trip reduction and travel 
demand element of a congestion management program pursuant to 
paragraph (3) of subdivision (b) of Section 65089. 
 
65089.9.  The study steering committee established pursuant to 
Section 6 of Chapter 444 of the Statutes of 1992 may designate at 
least two congestion management agencies to participate in a 
demonstration study comparing multimodal performance standards to 
highway level of service standards.  The department shall make 
available, from existing resources, fifty thousand dollars ($50,000) 
from the Transportation Planning and Development Account in the State 
Transportation Fund to fund each of the demonstration projects.  The 
designated agencies shall submit a report to the Legislature not 
later than June 30, 1997, regarding the findings of each 
demonstration project. 
 
65089.10.  Any congestion management agency that is located in the 
Bay Area Air Quality Management District and receives funds pursuant 
to Section 44241 of the Health and Safety Code for the purpose of 
implementing paragraph (3) of subdivision (b) of Section 65089 shall 
ensure that those funds are expended as part of an overall program 
for improving air quality and for the purposes of this chapter.



 

APPENDIX C ‐ FEDERAL CMS REQUIREMENTS AND CHECKLIST 

§ 450.320 Congestion 
management 
process in transportation 
management 
areas. 
(a) The transportation planning 
process in a TMA shall address 
congestion management through a 
process that provides for safe and 
effective integrated management 
and operation of the multimodal 
transportation system, based on a 
cooperatively developed and 
implemented metropolitan-wide 
strategy, of new and existing 
transportation facilities eligible for 
funding under title 23 U.S.C. and 
title 49 U.S.C. Chapter 53 through 
the use of travel demand reduction 
and operational management 
strategies. 
(b) The development of a 
congestion management process 
should result in multimodal system 
performance measures and 
strategies that can be reflected in the 
metropolitan transportation plan and 
the TIP. The level of system 
performance deemed 
acceptable by State and local 
transportation officials may vary by 
type of transportation facility, 
geographic location (metropolitan 
area or subarea), and/or time of day. 
In addition, consideration should be 
given to strategies that manage 
demand, reduce single occupant 
vehicle (SOV) travel, and improve 
transportation system management 
and operations. Where the addition 
of general purpose lanes is 
determined to be an appropriate 
congestion management strategy, 
explicit consideration is to be given 
to the incorporation of appropriate 
features into the SOV project to 
facilitate future demand 
management strategies and 
operational improvements that will 
maintain the functional integrity and 
safety of those lanes. 
(c) The congestion management 
process shall be developed, 
established, and implemented as 
part of the metropolitan 
transportation planning process that 
includes coordination with 
transportation system management 
and operations activities. The 
congestion management process 
shall include: 

(1) Methods to monitor and evaluate 
the performance of the multimodal 
transportation system, identify the 
causes of recurring and non 
recurring congestion, identify and 
evaluate alternative strategies, 
provide information supporting the 
implementation of actions, and 
evaluate the effectiveness of 
implemented actions; 
(2) Definition of congestion 
management objectives and 
appropriate performance measures 
to assess the extent of congestion 
and support the evaluation of the 
effectiveness of congestion 
reduction and mobility enhancement 
strategies for the movement of 
people and goods. Since levels of 
acceptable system performance 
may vary among local communities, 
performance measures should be 
tailored to the specific needs of the 
area and established cooperatively 
by the State(s), affected MPO(s), 
and local officials in consultation 
with the operators of major modes 
of transportation in the coverage 
area; 
(3) Establishment of a coordinated 
program for data collection and 
system performance monitoring to 
define the extent and duration of 
congestion, to contribute in 
determining the causes of 
congestion, and evaluate the 
efficiency and effectiveness of 
implemented actions. To the extent 
possible, this data collection 
program should be coordinated with 
existing data sources (including 
archived operational/ITS data) and 
coordinated with operations 
managers in the metropolitan area; 
 (4) Identification and evaluation of 

the anticipated performance and 
expected benefits of appropriate 
congestion management strategies 
that will contribute to the more 
effective use and improved safety of 
existing and future transportation 
systems based on the established 
performance measures. The 
following categories of strategies, or 
combinations of strategies, are some 
examples of what should be 
appropriately considered for each 
area: 
(i) Demand management measures, 
including growth management and 
congestion pricing; 

(ii) Traffic operational 
improvements; 
(iii) Public transportation 
improvements; 
(iv) ITS technologies as related to 
the regional ITS architecture; and 
(v) Where necessary, additional 
system capacity; 
(5) Identification of an 
implementation schedule, 
implementation responsibilities, and 
possible funding sources for each 
strategy (or combination of 
strategies) proposed for 
implementation; and 
(6) Implementation of a process for 
periodic assessment of the 
effectiveness of implemented 
strategies, in terms of the area’s 
established performance 
measures. The results of this 
evaluation shall be provided to 
decisionmakers and the public to 
provide guidance on selection of 
effective strategies for future 
implementation. 
(d) In a TMA designated as 
nonattainment area for ozone or 
carbon monoxide pursuant to the 
Clean Air Act, Federal funds may 
not be programmed for any project 
that will result in a significant 
increase in the carrying capacity for 
SOVs (i.e., a new general purpose 
highway on a new location or 
adding general purpose lanes, with 
the exception of safety 
improvements or the elimination of 
bottlenecks), unless the project is 
addressed through a congestion 
management process meeting the 
requirements of this section. 
(e) In TMAs designated as 
nonattainment for ozone or carbon 
monoxide, the congestion 
management process shall provide 
an appropriate analysis of 
reasonable (including multimodal) 
travel demand reduction and 
operational management strategies 
for the corridor in which a project 
that will result in a significant 
increase in capacity for SOVs (as 
described in paragraph (d) of this 
section) is proposed to be advanced 
with Federal funds. If the analysis 
demonstrates that travel demand 
reduction and operational 
management strategies cannot fully 
satisfy the need for 



additional capacity in the corridor 
and additional SOV capacity is 
warranted, then the congestion 
management process shall identify 
all reasonable strategies to manage 
the SOV facility safely and 
effectively (or to facilitate its 
management in the future). Other 
travel demand reduction and 
operational management strategies 
appropriate for the corridor, but not 
appropriate for incorporation into 
the SOV facility itself, shall also be 
identified through the congestion 
management process. All identified 
reasonable travel demand reduction 
and operational management 
strategies shall be incorporated into 
the SOV project or committed to by 
the State and MPO for 
implementation. 
(f) State laws, rules, or regulations 
pertaining to congestion 
management systems or programs 
may constitute the congestion 
management process, if the 
FHWA and the FTA find that the 
State laws, rules, or regulations are 
consistent with, and fulfill the intent 
of, the purposes of 23 U.S.C. 134 
and 49 U.S.C. 5303. 



 

FEDERAL CMS REQUIREMENTS CHECKLIST 

Federal Requirement Covered? Location in CMP Plan 
Multimodal system performance measures and 
strategies that can be reflected in the RTP and the TIP  Chapter 4 – Performance Measures 

Consideration given to strategies that manage demand, 
reduce single occupant vehicle (SOV) travel, and 
improve transportation system management and 
operations 

 
Chapter 1 (Table 1.1) 
Chapter 6 – Capital Improvement Program 

Include methods to monitor and evaluate the 
performance of the multimodal transportation system, 
identify the causes of recurring and non recurring 
congestion, identify and evaluate alternative strategies, 
provide information supporting the implementation of 
actions, and evaluate the effectiveness of implemented 
actions 

 
Chapter 3 – Level of Service Standards 
(Deficiency Plan Requirements) 

Define congestion management objectives and 
appropriate performance measures to assess the extent 
of congestion 

 
Chapter 1 (Table 1.1) 
Chapter 4 – Performance Measures 

Establishment of a coordinated program for data 
collection and system performance monitoring  

Chapter 3 – Level of Service Standards 
Chapter 4 – Performance Measures 

Identification of an implementation schedule, 
implementation responsibilities, and possible funding 
sources for each strategy (or combination of strategies) 
proposed for implementation 

 Chapter 6 – Capital Improvement Program 

Implementation of a process for periodic assessment of 
the effectiveness of implemented strategies, in terms of 
the area’s established performance measures 

 Chapter 6 (Exhibits 6.1-6.5) 

 



 

 

APPENDIX D – CMP NETWORK CORRIDORS 

 

CMP Network Corridor Segment (From/To) Jurisdiction 

State Highways 

U.S. 101 San Luis Obispo County line to Ventura County line Caltrans 

Route 1 San Luis Obispo County line to U.S. 101 (near Gaviota) Caltrans 

Route 135 U.S. 101 (Santa Maria Valley) to U.S. 101 (in Los Alamos) Caltrans 

Route 150 U.S. 101 to Ventura County line Caltrans 

Route 154 U.S. 101 (near Buellton) to Route 192 (Santa Barbara) Caltrans 

Route 166 U.S. 101 (in Santa Maria) to Route 1 (in Guadalupe) Caltrans 

Route 192 Rte. 154 to Rte. 150 Caltrans 

Route 217 U.S. 101 to Sandspit Rd. Caltrans 

Route 225 U.S. 101 (Las Positas interchange) to U.S. 101 (Castillo St. 
interchange) Caltrans 

Route 246 V St. (Lompoc) to Route 154 (Santa Ynez) Caltrans 

Principal/Minor Arterials – Santa Maria Valley 

Blosser Rd. Donovan Rd. to Betteravia Rd. City of Santa Maria 

Skyway Dr. Betteravia Rd. to Rte. 135-Orcutt Expwy. City of Santa Maria 

Miller St. Rte. 166-W. Main St. to Rte. 135-Orcutt Expwy. City of Santa Maria 

Santa Maria Way Rte. 135-Orcutt Expwy. to U.S. 101 City of Santa Maria 

Donovan Rd. Blosser Rd. to U.S. 101 City of Santa Maria 

Stowell Rd. Blosser Rd. to U.S. 101 City of Santa Maria 

Betteravia Rd. Blosser Rd. to U.S. 101 City of Santa Maria 

Bradley Rd. Santa Maria Way to Clark Ave. County of Santa Barbara 

Clark Ave. Rte. 1 to U.S. 101 County of Santa Barbara 



 

CMP Network Corridor Segment (From/To) Jurisdiction 

Union Valley Pkwy.* Blosser Rd. to U.S. 101 County of Santa Barbara 

Principal/Minor Arterials – Lompoc Valley 

La Purisima Rd. Rte. 1 to Rte. 246 County of Santa Barbara 

Central Ave. O St. to A St. City of Lompoc 

Ocean Ave. Surf to Lompoc City limit County of Santa Barbara 

Principal/Minor Arterials – South Coast 

Glen Annie-Storke Rd. Cathedral Oaks Rd. to El Colegio Rd. City of Goleta 

Los Carneros Rd. Cathedral Oaks Rd. to El Colegio Rd. City of Goleta 

Fairview Ave. Cathedral Oaks Rd. to Olney St. City of Goleta 

Patterson Ave. Cathedral Oaks Rd. to Hollister Ave. County of Santa Barbara / 
City of Goleta 

Turnpike Rd. Cathedral Oaks Rd. to Hollister Ave. County of Santa Barbara 

Cathedral Oaks Rd. Calle Real to Rte. 154 
City of Goleta / 

County of Santa Barbara 

Hollister Ave. U.S. 101 to State St. 
City of Goleta /  

County of Santa Barbara 

El Colegio Rd. Storke Rd. to UCSB Campus County of Santa Barbara 

Las Positas Rd. State St. to U.S. 101 City of Santa Barbara 

De La Vina St. State St. to Mission St. City of Santa Barbara 

Mission St. Anacapa St. to U.S. 101 City of Santa Barbara 

Carrillo St.-Meigs Rd. Anacapa St. to Rte. 225-Cliff Dr. City of Santa Barbara 

Haley St. Milpas St. to U.S. 101 City of Santa Barbara 

Gutierrez St. Milpas St. to Bath St. City of Santa Barbara 

State St. Hollister Ave. to De La Vina St. City of Santa Barbara 

Anacapa St. Mission St. to U.S. 101 City of Santa Barbara 

Chapala St. Mission St. to Gutierrez St. City of Santa Barbara 



 

CMP Network Corridor Segment (From/To) Jurisdiction 

Milpas St. Haley St. to Cabrillo Blvd. City of Santa Barbara 

Garden St. Haley St. to Cabrillo Blvd. City of Santa Barbara 

Cabrillo Blvd. Castillo St. to U.S. 101 City of Santa Barbara 

Carpinteria Ave. U.S. 101 to Rte. 150 City of Carpinteria 



 

 

APPENDIX E ‐ LEVEL OF SERVICE DEFINITIONS AND PROCEDURES 

 

LEVEL-OF-SERVICE DEFINITIONS 

Roadway level-of-service (LOS) is a qualitative measure describing operational conditions within a traffic 
stream, and their perception by motorists and/or passengers.   A LOS definition generally describes these 
conditions in terms of such factors as speed, and travel time, freedom to maneuver, traffic interruptions, 
comfort and convenience, and safety. 

LOS is measured for two types of traffic facilities, uninterrupted flow facilities and interrupted flow 
facilities.  Uninterrupted flow facilities have no fixed elements, such as traffic signals, external to the traffic 
stream that cause interruptions to traffic flow.  Traffic flow conditions are the result of interactions among 
vehicles in the traffic stream, and between vehicles and the geometric and environmental characteristics 
of the roadway.  Interrupted flow facilities have fixed elements causing periodic interruptions to traffic flow.  
Such elements include traffic signals, stop signs, and other types of controls.  These devices cause traffic 
to periodically stop (or significantly slow) irrespective of how much traffic exists. 

Six levels of service are defined for each type of facility for which analysis procedures are available. They 
are given letter designations, from A to F, with LOS A representing the best operating conditions and LOS 
F the worst. 

General definitions of LOS for different types of facilities analyzed in this report, and as described in the 
2000 Highway Capacity Manual (Transportation Research Board, National Research Council, 2000), are 
provided on the following pages. 

ROADWAY LEVEL-OF-SERVICE DEFINITIONS 

LOS INTERRUPTED FLOW FACILITIES 

 

A Represents excellent flow conditions through the intersection.  A large 
portion of the flow is not interrupted by signalization with only slight 
delays experienced by those which are.  Given the maximum efficiency 
conditions at this LOS, driver dissatisfaction will be at a minimum. 

B Quality of service is comparable to LOS A except for a larger portion of 
total traffic volume will be subject to delay.  Though delay time is short, 
small queues may form, lowering the quality of service perceived by 
motorists.  All vehicles however, are able to clear the intersection during 
a single cycle. 



 

C At this level of service, moderate sized queues will form during each 
signalized cycle.  Although the percentage of delay-free utilization has 
greatly diminished, all vehicles should clear the intersection during the 
green phase for their approach. 

D At this stage, queues will begin to become extensive in length.  They will 
form for every cycle with a small number of vehicles being delayed for 
more than one cycle.  This is considered unacceptable to most motorists 
and will significantly increase their frustration.  Queues should not 
however, extend beyond the allocated space provided for vehicle storage 
(e.g., off-ramps, distance from upstream intersection). 

E An intersection operating at this LOS will have long queues and a large 
amount of delay for most vehicles.  A significant number of motorists will 
require more than one complete cycle to clear the intersection.  Queues 
may extend beyond the available vehicle storage.  An increase in traffic 
can cause intersection failure (LOS F). 

F This LOS is indicative of intersection failure, characteristics of which 
include: excessive vehicle delay; excessive queue lengths which extend 
beyond the available storage; and, a large percentage of vehicles 
delayed for multiple signal cycles.  

LOS UNINTERRUPTED FLOW FACILITIES 

 

A Represents free flow.  Vehicles are almost completely unimpeded in their 
ability to maneuver within the traffic stream.  

B Within the range of free flow.  The ability to maneuver within the traffic 
stream is only slightly restricted, and the level of physical and 
psychological comfort provided to drivers is still high. 

C Provides for flow with speeds still at or near the free flow speed.  
Freedom to maneuver within the traffic stream is noticeably restricted, 
and lane changes require more vigilance. 

D Speeds begin to decline slightly with increasing flows.  Freedom to 
maneuver within the traffic stream is more noticeably restricted  

E Represents operating conditions at or near the capacity level.  Vehicles 
are spaced at approximately six car lengths, leaving little room to 
maneuver within the traffic stream at speeds that still exceed 50 mph.  
Maneuverability within the traffic stream is extremely limited, and the 
level of physical and psychological comfort afforded the driver is 
extremely poor. 



 

F Defined as forced or breakdown flow.  This condition exists wherever the 
amount of traffic approaching a point exceeds the amount which can 
traverse the point.  Vehicles may progress at reasonable speeds for 
several hundred feet or more, than be required to stop in a cyclic fashion.  

LOS ARTERIALS 

 

A Primarily free flow-operations.  Vehicles are completely unimpeded in 
their ability to maneuver within the traffic stream.  Stopped delay at 
signalized intersections is minimal. 

B Reasonably unimpeded operations.  The ability to maneuver within the 
traffic stream is only slightly restricted and stopped delays are not 
bothersome. 

C Represents stable operations.  However, ability to maneuver and change 
lanes in mid-block locations may be more restricted than in LOS B. 

D Borders on a range on which small increases in flow may cause 
substantial increases in approach delay and decreases in arterial speed. 

E Characterized by significant approach delays and average travel speeds 
of one-third the free low speed or lower. 

F Characterizes arterial flow at extremely low speeds below one-third to 
one-quarter of the free flow speed.  Intersection congestion is likely at 
critical signalized intersections, which high approach delays resulting. 

 



 

 

RECOMMENDED PROCEDURES FOR LOS MEASUREMENT 

 

For basic freeway segments:  Measure/estimate hourly traffic volumes.  Use the 2000 Highway 
Capacity Manual (HCM) Operational Analysis Method for Basic Freeway Segments (Chapter 23) to 
estimate LOS.  Allow for field measurement of travel speeds to verify deficient (LOS E/F) segments.   

Freeway Level of Service Analysis Description 

Traffic Volume 

Use most recent ADT volumes published in Traffic Volume on California State Highways, Caltrans traffic 
count station data.  Adjust ADT volumes to reflect 1-hour flow rates for a single direction of travel. 

Peak Hour Directional Volume Estimation 

Estimate directional split and peak hour factors directly from Caltrans hourly traffic counts or use 
directional split and peak hour factors published in the most recent Caltrans Annual Traffic Volume 
Report.  

If directional split and peak hour factors are derived from count data, exclude Fridays, Saturdays, 
Sundays and holidays from consideration.  Derive weekday evening peak hour and directional split 
factors by comparing the highest volume hour of the evening peak period (4:00 pm - 7:00 pm) relative to 
ADT.  Compute average over all monitoring days and months for each count location.  Use the highest 
volume hour to derive directional splits and average for each month at each count location.  

Physical Roadway Characteristics 

Roadway characteristics/conditions pertaining to lane width, shoulder width, grades etc., should be taken 
from field observations or the most recent publication of Caltrans' Route Segment Report. 

Percent of Truck Traffic and Other Heavy Duty Vehicles 

Percent of truck traffic volume data should be taken from the most recent publication of Caltrans' Annual 
Average Daily Truck Traffic on California State Highways.  Bus and recreational vehicles taken together 
should be assumed to comprise 2 percent of total traffic during the weekday evening peak period. 

Highway Capacity Manual Operational Analysis 

Compute level of service (LOS) for each direction of travel based on Exhibit 23-2 from the 2000 HCM 
using the McTrans Highway Capacity Software.  

For multi-lane highways:   Measure hourly traffic volumes.  Use 2000 HCM Operational Analysis 
Method (Chapter 21) to estimate LOS.  Allow for field measurement of travel speeds to verify deficient 
(LOS E/F) segments.   



 

Multi-Lane Highway Level of Service Analysis Description 

Traffic Volume 

Use most recent ADT volumes published in Traffic Volume on California State Highways, Caltrans.  
Adjust ADT volumes to reflect 1-hour flow rates for a single direction of travel. 

Peak Hour Directional Volume Estimation 

Estimate directional split and peak hour factors directly from Caltrans hourly traffic counts or use 
directional split and peak hour factors published in the most recent Caltrans Annual Traffic Volume 
Report.  

If directional split and peak hour factors are derived from count data, exclude Fridays, Saturdays, 
Sundays and holidays from consideration.  Derive weekday evening peak hour and directional split 
factors by comparing the highest volume hour of the evening peak period (4:00 pm - 7:00 pm) relative to 
ADT.  Average over all monitoring days and months for each count location.  Use the highest volume 
hour to derive directional splits and average for each month at each count location.  

Physical Roadway Characteristics 

Roadway characteristics/conditions pertaining to lane width, shoulder width, grades etc., should be taken 
from field observations or the most recent publication of Caltrans' Route Segment Report. 

Percent of Truck Traffic and Other Heavy Duty Vehicles             

Percent of truck traffic volume data should be taken from the most recent publication of Caltrans' Annual 
Average Daily Truck Traffic on California State Highways.  Bus and recreational vehicles taken together, 
should be assumed to comprise 2 percent of total traffic during the weekday evening peak period. 

Highway Capacity Manual Operational Analysis 

Compute level of service (LOS) for each direction of travel based on Exhibit 21-2 from the 2000 HCM 
using the McTrans Highway Capacity Software.  

For two lane highways:  The 2000 HCM is a guideline for approximating LOS from average daily traffic 
counts.  LOS for two-lane highway sections can be determined by estimating "percent time spent 
following" and average travel speed measures based on Exhibit 20-3 and 20-4 of the 2000 HCM.  Given 
the complexity of this analysis – LOS results must be computer generated using software based on the 
2000 HCM methodology.  Speed and delay studies will be undertaken only if the following conditions 
being met: 

1) Measured ADT exceeds the minimum threshold for LOS D as specified by Exhibit 20-3. 

2) The local traffic engineer has evidence of regular speed reductions on the segment in 
question. 

3) The uninterrupted segment is at least three miles in length.  For shorter segments, 
individual intersection standards shall apply. 



 

4) The uninterrupted segments are not in mountainous terrain with grades of 3 percent or 
more over a length of 0.6 miles or more.  If such conditions apply, performance must be 
analyzed as specific upgrades or downgrades. 

Two-Lane Highway Level of Service Analysis Description 

Traffic Volume 

Use most recent ADT volumes published in Traffic Volume on California State Highways, Caltrans.  
Adjust ADT volumes to reflect 1-hour flow rates for both directions of travel. 

Peak Hour Directional Volume Estimation 

Estimate directional split and peak hour factors directly from Caltrans hourly traffic counts or use 
directional split and peak hour factors published in the most recent Caltrans Annual Traffic Volume 
Report.  

If directional split and peak hour factors are derived from count data, exclude Fridays, Saturdays, 
Sundays and holidays from consideration.  Derive weekday evening peak hour and directional split 
factors by comparing the highest volume hour of the evening peak period (4:00 pm - 7:00 pm) relative to 
ADT.  Average over all monitoring days and months for each count location.  Use the highest volume 
hour to derive directional splits and average for each month at each count location.  The latter reflects the 
characteristic of two-lane highways in which normal traffic flow in one direction influences flow in the 
opposite direction.     

Physical Roadway Characteristics 

Roadway characteristics/conditions pertaining to lane width, shoulder width, grades, sight restriction for 
passing etc., should be taken from field observations or the most recent publication of Caltrans' Route 
Segment Report.  In lieu of adequate sight restriction information, the following default assumptions 
should be used: 1) the percent of no passing zones on Route 154 between the junctures at Route 246 
and 192 is 40 percent; 2) for all two-lane highway segments the percent of no passing zones is assumed 
to be 20 percent.   

Percent of Truck Traffic and Other Heavy Duty Vehicles 

Percent of truck traffic volume data should be taken from the most recent publication of Caltrans' Annual 
Average Daily Truck Traffic on California State Highways.  Bus and recreational vehicles taken together, 
should be assumed to comprise 2.1 percent of total traffic during the weekday evening peak period.             

Highway Capacity Manual Operational Analysis 

Given the peak hour volume estimate and the directional split ratio combined with the percent of truck and 
other heavy duty vehicle traffic data and physical attribute information (e.g., free flow speed, lane width, 
terrain type, percent grade), level of service (LOS) calculations using the 2000 HCM Operational Analysis 
Method for Two-Lane Highways (Chapter 20) can be made using the McTrans Highway Capacity 
Software.  



 

For intersections:  Measure peak period turning movements.  Based on the following parameter ranges, 
use Intersection Capacity Utilization (ICU) to compute intersection v/c and equate to LOS.  Allow for field 
measurement of delay to verify LOS. 

 

LOS V/C Ratio Range Avg. Seconds of Delay per Vehicle 
 

A 
 

0.00 - 0.60 0.0 – 10.0 
 

B 
 

0.61 - 0.70 10.1 – 20.0 
 

C 
 

0.71 - 0.80 20.1 - 35.0 
 

D 
 

0.81 - 0.90 35.1 – 55.0 
 

E 
 

0.91 - 1.00 55.1 - 80.0 
 

F 
 

1.01 + 80.1 + 

 

Traffic counts that reflect the peak hour of travel are required.  The peak hour typically falls between 4:00-
6:00 PM but occasionally a facility can experience greater utilization during the morning peak (7:00-9:00 
AM).   

The ICU method calculates an intersection’s LOS by taking the sum of each pair of intersection critical 
movements (conflicting turning movements) and dividing that value by the intersection’s saturation flow 
rate (capacity).  The saturation flow rate for all CMP intersections is 1,600 vehicles per lane per hour.  
Each critical movement’s volume to capacity ratio is then summed and a ten percent lost time (.10) 
adjustment is added to this sum to derive the intersection volume to capacity ratio for the peak hour.   
Right-Turn-On-Red (RTOR) counts are recommended.  If this data is not counted or available, a 30 
percent default reduction should be applied.   

LOS measurement for state highway ramp intersections may potentially "trigger" further analysis of a 
congestion problem (e.g., a scoping study for a capital improvement and/or Project Study Report).   In 
consultation with Caltrans, subsequent analysis of the congestion problem using the HCM Operational 
Analysis methodology may be needed.   

LOS Monitoring Guidance 

In conformance with the methodology outlined in the previous section the following guidance is given: 

1. Locations to Monitor 

For Route 101:  Caltrans control stations will be the continuing source of count data.  
Additional locations would be subject to the ability of Caltrans to collect the counts. 

For Route 101 interchanges:  At signalized intersections with arterials, the local 
jurisdiction will provide turning movement counts. 



 

For other State Highways:  Caltrans control stations will provide "link" count data.  At 
signalized intersections with arterials, the local jurisdiction will provide turning movement 
counts. 

For other principal arterials:  At signalized intersections with arterials, the local 
jurisdiction will provide turning movement counts. 

2. Frequency of Intersection Counts 

A list of all intersections to be counted has been forwarded to the traffic engineer of the 
responsible jurisdiction.  Updates to the initial counts should be done according to the 
following schedule: 

 

Current LOS Count Update Frequency 

D or worse 1 year 

C 2 years 

A or B 5 years 

 

Counts can be conducted more frequently subject to the judgement of the local engineer 
and SBCAG. 

Intersections forecasted to operate at LOS E or below within three years despite 
proposed capital improvements shall be monitored annually.  The source of these 
forecasts may include local Circulation Elements for General Plan updates or SBCAG's 
CMP Forecasting Analysis.  The forecast must be derived from SBCAG's TRANSCAD 
model or an approved local jurisdiction's transportation model. 

Additional monitoring to verify a CMP LOS measurement must be performed within 60 
days from the time the existing CMP count was performed.  The local jurisdiction must 
notify the CMA of its' intent to perform additional monitoring.  For intersections, HCM 
operational analysis or a methodology consistent with the HCM analysis must be used.  
These procedures more closely examine signal design issues, and other traffic factors 
that may affect intersection performance.  Travel speeds and delay studies may be 
appropriate to confirm the findings when LOS standards are exceeded.  If additional 
monitoring is not performed within 60 days from the time of the CMP LOS measurement, 
and the facility exceeds the CMP LOS standards, a deficiency plan must be developed 
for the facility. 



 

3. Peak Traffic Periods 

Peak traffic periods for conducting turning movement counts will be determined by the most 
recently available machine counts for the road segment (i.e., the peak will not have a standard 
4:30 - 5:30 definition).  Turning movement counts will be conducted for a 90 minute - 120 minute 
period. LOS will be determined from the peak continuous one hour period (not a peak 15 minutes, 
or any other duration). 

4. Count Variability 

Turning movement counts should be done Tuesdays to Thursdays, on normal work days 
only.  Either the fall or spring months are desired for conducting the counts, but other 
seasons could be acceptable, subject to the limitations outlined here.  Total directional 
approach volumes for the intersection will be compared to available machine counts.  
SBCAG will have machine counts available for some locations close to its' count program 
control stations, but other local counts may be required.  The machine counts need not 
necessarily be done for all four intersection approaches (e.g., counts on the major street 
only could be acceptable).  Should any approach volume vary by more than +/- 15% from 
machine count data, further turning movement counts and/or machine counts will be 
required to determine what volume data is most representative of the location. 

 

The need for consistent and reliable count data extends beyond the CMP, and should be applied to any 
counts that are done for traffic studies.  At their discretion, local jurisdictions may wish to apply a similar 
standard to counts used by consultants in traffic studies (or have traffic studies be one source for CMP 
counts when possible).  In this manner, it is hoped a better assessment of LOS will be presented in these 
documents.  



 

 

APPENDIX F ‐ DEFICIENCY PLAN GUIDELINES AND CRITERIA 

 

CRITERIA AND GUIDELINES FOR DEVELOPING DEFICIENCY PLANS 

 

BACKGROUND 

The Congestion Management Program (CMP) legislation requires member agencies to prepare 
deficiency plans for CMP system facilities located within their jurisdictions that exceed the CMP traffic 
LOS standard.  Santa Barbara County's CMP LOS standard is LOS D.  The legislation requires that 
deficiency plans to either mitigate the deficiency at its location through capital improvements or 
alternatively, implement systemwide improvements which benefit circulation and air quality.  If a CMP 
facility exceeds the LOS standard and does not have a CMA-approved deficiency plan, then the local 
jurisdiction in which the facility is located is at risk of losing new gas tax revenues provided by Proposition 
111.   

PURPOSE OF DEFICIENCY PLANS 

There are two primary purposes deficiency plans serve in the CMP process.  First, they ensure a 
jurisdiction will not be found in nonconformance with the CMP for exceeding the CMP traffic LOS 
standard.  Secondly, they serve to increase the funding priority of any improvement identified through the 
deficiency planning process.  This greatly increases the likelihood that a local jurisdiction will obtain 
funding to implement congestion relief or air quality benefiting projects.  Some of the competitive funding 
programs which explicitly consider, as part of the project selection criteria, whether proposed projects are 
identified in a CMP deficiency plan include: the federal STP program; the federal CMAQ program; the 
State Regional Improvement Program and, Santa Barbara County's vehicle registration fee program 
administered by the Air Pollution Control District.  

DEFICIENCY PLANS AND LAND USE 

Although deficiency plans are developed as a result of poor system performance, they are inextricably 
tied to the land use planning process.  Development projects which cause a deficiency must as a 
condition of approval, ensure that all feasible and reasonable physical improvements are made so that 
the CMP traffic LOS standard violation is minimized.  This requirement is consistent with the normal 
CEQA process for requiring mitigation measures.  The planning body could also decide to delay the 
project until a deficiency plan is developed and approved.  For development projects which impact a 
facility with an approved deficiency plan, the project sponsor, as a condition of approval, must participate 
in the implementation of the deficiency plan's action list.   



 

DEFICIENCY PLANNING PROCESS 
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CMP EXEMPT TRIPS 

When an intersection or roadway segment is monitored as operating at LOS E or lower, SBCAG, after 
consultation with the affected local jurisdiction and the APCD, shall exclude from the determination of 
conformance with level of service standards the impacts of any of the following: 

1) Interregional travel1; 
 

2) Construction, rehabilitation, or maintenance of facilities that impact the CMP system; 
 

3) Ramp metering; 
 

4) Traffic signal coordination by the state or multi-jurisdictional agencies; 
 

5) Traffic generated by the provision of low and very low income housing2; 
 

6) Traffic generated by high density3 residential development located within one-fourth mile of a 
fixed rail passenger station; and, 
 

7) Traffic generated by any mixed use development located within one-fourth mile of a fixed rail 
passenger station, if more than half the land area, or floor area, of the mixed use development is 
used for high density residential housing, as determined by the CMA. 

                                                      
1 For purposes of implementing the provisions of the CMP legislation, the impacts of a trip which originates in one 
county and which terminates in another county shall be included in the determination of conformance with the level of 
service standards with respect to the originating county only.  A round trip shall be considered to consist of two 
individual trips. 
 

2 The CMP legislation does not define low income housing.  To ensure countywide consistency, SBCAG will use the 
same definition of low income housing defined in each local jurisdiction's adopted General Plan's housing element.  
The low income housing exemption only applies to low income housing approved after July 10, 1989 (AB1963).  

 For purposes of implementing the above provisions, the following terms have been defined by the CMP statute: 
"High Density" means residential development which contains a minimum of 24 dwelling units per acre and a 
minimum density per acre which is equal to or greater than 120 percent of the maximum residential density allowed 
under the local general plan and zoning ordinance - a project providing a minimum of 75 units per acre shall 
automatically be considered high density; "Mixed Use Development" means development which integrates 
compatible commercial or retail uses, or both, with residential uses, and which, due to the proximity of job locations, 
shopping opportunities, and residences, will discourage new trip generation. 



 

Examples of how these exempt trip types as follows: 

Interregional travel: Analysis of external through trips using CMA's regional network transportation model 
and/or origin-destination survey data. 

Construction, rehabilitation, or maintenance of facilities:  Acquisition of information on detours used during 
construction and analysis of traffic volume data (peak hour ADT for road segments (peak hour approach 
volumes for intersections) before improvement effort began relative to current volumes. 

Ramp metering: Monitoring of peak hour traffic queuing caused by ramp meter.  

Traffic signal coordination:  Monitoring of peak hour signal coordination between highway off ramp signals 
with local signals and its impact on traffic approach progression.  

Low income housing:  Remove post-1989 low income housing from CMA approved network 
transportation model socio-economic (trip production) input files and re-run model; or, manually remove 
estimated trips using ITE trip generation rates or other published trip rates before assigning trips to 
assess CMP impacts. 

High density housing:  Remove post-1989 high density housing within one mile of an existing 
passenger rail station from the CMA approved network transportation model socio-economic (trip 
production) input files and re-run model; or, manually remove estimated trips using ITE trip generation 
rates or other published trip rates before manually assigning trips to assess CMP impacts. 

Mixed use development:  Remove post-1989 mixed use development within one mile of an existing 
passenger rail station from the CMA approved network transportation model socio-economic (trip 
production) input files and re-run model; or, manually remove estimated trips using ITE trip generation 
rates or other published trip rates before manually assigning trips to assess CMP impacts. 

Upon request by a local jurisdiction for which the deficiency is located, the CMA will initiate an analysis to 
ascertain the relative impact of the aforementioned exempt trips.  The methodology and assumptions 
used by the CMA will be developed through a consultative process with the affected jurisdiction/s.  Within 
one month, the CMA will present its' findings to the Technical Transportation Advisory Committee (TTAC).  
If it is determined that one or more of the exempt trip categories are causing the facility to violate the CMP 
LOS standard, the CMA will notify the local jurisdiction that a deficiency plan is not required.  The CMA 
must then hold a public hearing within 60 days finding that a deficiency plan is not required.   

If a facility exceeds the CMP LOS standard after excluding the above trip types, a deficiency plan will be 
required.  The deficiency plan must be adopted at a noticed public hearing.   



 

The deficiency plan is required by statute to include: 

1) an analysis of the "cause" of the deficiency; 

2) a list of improvements required to maintain the minimum LOS standard in the future; 

3) cost estimates for the improvements; 

4) alternatively, other actions that "contribute to significant improvements" in air quality 
(subject to the approval of the SBCAPCD); and,  

5) an action plan with a specific implementation schedule. 

The deficiency plan is to be submitted to SBCAG for its review and approval.  If a jurisdiction has a 
location on the CMP system which does not meet LOS standards, and the jurisdiction fails to prepare a 
deficiency plan and receive SBCAG approval for that plan, the jurisdiction can be found to be in non-
compliance with the CMP.  In the event of a multi-jurisdictional deficiency, a multi-jurisdictional deficiency 
plan may be warranted.  

FORMAT AND CRITERIA/GUIDELINES 

The CMP requires the development of criteria and guidelines for preparation of deficiency plans. The 
criteria/guidelines were to be developed to: 1) streamline the development of deficiency plans; 2) ensure 
consistency of deficiency plans among all jurisdictions; 3) ensure the technical adequacy of the deficiency 
plan process; and, 4) provide enough information so that government officials and policy makers can 
make informed decisions.   

I. INTRODUCTION 

This section provides the legislative context of the deficiency plan process and identifies the deficiency.  
The following information should be included in this section: 

 brief description of the CMP and its purpose; 

 the CMP deficiency plan requirements (listed above); 

 the CMP LOS standards; 

 identification of the deficient intersection or roadway; 

 the local jurisdiction's General Plan policies violated by the deficiency;  

 post-2000 monitoring history of the deficient intersection or roadway including any non-CMP 
related monitoring if available and a brief discussion of monitoring experience; and, 

 a brief description of the deficiency plan format/structure.  



 

II. ANALYSIS OF CAUSE 

This section provides a discussion of the current deficiency as analyzed by the CMP monitoring program. 

If the deficiency is a road segment, reference and documentation to the speed survey or traffic volume 
count with the 2000 Highway Capacity Manual (HCM) operational analysis methodology must be 
described and provided in this section or as an attachment.  If the deficiency is an intersection, the 
Intersection Capacity Utilization (ICU) analysis worksheet must be provided in this section or as an 
attachment.   

The most significant critical turning movements, geometric properties of the deficient section of the facility, 
signalization phases/properties which contribute to the deficiency, travel demand markets (e.g., specific 
commuters, shoppers etc.) which place the greatest burden on the facility during the peak period must be 
described.  Travel demand markets can either be derived from a CMP approved network traffic model or 
professional judgment. 

III. NEAR TERM PLANNED CAPITAL IMPROVEMENTS 

This section describes any programmed improvements that have authorized funding or an identified 
funding source and are anticipated to be completed within five years from the time of the LOS evaluation.  
A cost estimate and the funding source for the identified improvements must be provided.  If physical 
roadway improvements are not going to be pursued as part of the deficiency plan, proceed to Section VI. 

IV. LONG TERM PLANNED CAPITAL IMPROVEMENTS 

This section describes any programmed improvements that have authorized funding or an identified 
funding source and are not anticipated to be completed within five years from the time of the LOS 
evaluation.  A cost estimate and the funding source for the identified improvements must be provided.  If 
physical roadway improvements are not going to be pursued as part of the deficiency plan, proceed to 
Section VI. 

V. FORECAST ANALYSIS OF CAPITAL IMPROVEMENTS 

SHORT TERM 

For road segments, the LOS analysis shall include a forecast of traffic growth out five years from the most 
recent CMP LOS evaluation.  The LOS analysis methodology will be based on the HCM operational 
analysis method for either: basic freeway; multi-lane highway; or, two-lane highway segments as 
appropriate.  The forecast can be generated by either: a CMP approved network transportation model or 
traffic growth factors approved by the CMA. 

For intersections, the LOS analysis shall include a forecast of traffic growth out five years from the most 
recent CMP LOS evaluation.  The analysis methodology will be based on an LOS approximation using 
the Intersection Capacity Utilization (ICU) analysis method for signalized intersections4.  However, if 
formally requested by the CMA, a neighboring jurisdiction, or Caltrans, the local agency must also include 
an HCM Operational Analysis methodology analysis of any capital improvements proposed to the state 
highway system as part of the plan. Consistent with the Caltrans Guide for the Preparation of Traffic 
                                                      
4 Given its computational ease and minimal data input requirements, the Intersection Capacity Utilization (ICU) was 
formally adopted as the CMP LOS methodology by the SBCAG board in November 2002.   This amendment to the 
CMP replaced Circular 212 and the Highway Capacity Manual (HCM) Operations Method for estimating LOS at 
signalized CMP intersections.  The decision to replace Circular 212 and the HCM with the ICU Method was the result 
of year long comprehensive study by SBCAG’s Transportation Technical Advisory Committee (TTAC).  The study 
included a comparative analysis between the Circular 212, ICU, and the HCM methodologies and surveys of 39 CMP 
intersections throughout the county to estimate saturation flow rates and lost time that reflect “local” conditions. 



 

Impact Studies, local agencies must consult with Caltrans on the application of the ICU method when 
traffic analyses involve state facilities.  The HCM Operations Method will continue to be used for Project 
Study Reports (PSRs) and to evaluate proposed mitigation projects on state facilities.   

The traffic forecast may be generated by either: a CMP approved network transportation model; trip 
generation method (based on ITE or other applicable published factors) applied to generate peak period 
trips from approved land use development anticipated to be completed in five years and assigned to 
specific turning movements of the intersection; or, traffic growth factors approved by the CMA and applied 
to all legs of the intersection. 

All parameter values, growth factors and assumptions must be disclosed and the results of this analysis 
described.   

LONG TERM 

For road segments, the LOS analysis shall include a forecast of traffic growth out ten years from the most 
recent CMP LOS evaluation or to a build-out assessment (as defined in either: the Land Use Plan, 
Circulation Element, or accompanying EIRs).  The LOS analysis methodology will be based on the HCM 
operational analysis method for either: freeway, multi-lane highway, or two-lane highway segments as 
appropriate.  The forecast can be generated by either: a CMP approved network transportation model or 
traffic growth factors approved by the CMA. 

For intersections, the LOS analysis shall include a forecast of traffic growth out ten years from the most 
recent CMP LOS evaluation or to a buildout assessment (as defined in either: the Land Use Plan, 
Circulation Element, or accompanying EIRs).  The analysis methodology will be based on an LOS 
approximation using the ICU analysis method for signalized intersections.  The traffic forecast may be 
generated by either: a CMP approved network transportation model; trip generation method (based on 
ITE or other applicable factors) applied to approved land use development anticipated to be completed in 
the selected forecast horizon (ten years or buildout) and assigned to specific turning movements of the 
intersection; or, traffic growth factors approved by the CMA. 

Long term capital improvements must be analyzed excluding short term improvements discussed in the 
previous section.  If applicable, an LOS analysis reflecting both short and long term capital improvements 
must also be performed.  If an LOS of D can not be achieved for either the near term or the long term, 
additional improvements must be identified to address these deficiencies.  If the latter improvements are 
capital improvements, an LOS D must be demonstrated using the long-term forecast LOS methodology.  
If additional measures are taken from the less capital intensive list of measures described in the following 
section, a quantitative analysis is not required. 

All parameter values, growth factors and assumptions must be disclosed and the results of this analysis 
described.   

VI. OTHER IMPROVEMENTS TO IMPROVE LOS AND AIR QUALITY 

If a jurisdiction is either precluded from pursuing capital improvements or chooses not to make physical 
improvements to a deficient facility, it may allow the facility to remain deficient if system-wide strategies to 
improve circulation or air quality are implemented instead of roadway improvements.  This section 
describes the less-capital intensive system-wide strategies that can be applied in the near term.  Twelve 
strategies developed by the Air Pollution Control District are provided below (See Also Appendix K). 

1. Require, as part of the land use planning process, that new development impacting the affected 
roadway, appropriately design the development to be pedestrian, bicycle, and transit-friendly. 



 

2. Require, as part of the land use planning process, that new business parks impacting the affected 
roadway, provide amenities, such as cafeterias, postal centers, banking services and child care 
centers.   

3. Require that existing and new employers implement parking management and pricing policies for 
employee parking areas.  This could include preferential parking and financial incentives 
(bonus/vacation) for carpoolers. 

4. Require existing and new employers with 50 employees or more to provide an employee Parking 
Cash-out Program.   

5. Implement parking restrictions during peak hours on congested arterials. 

6. Restrict truck traffic during peak hours on congested arterials. 

7. Establish shuttle service between major trip destinations along heavily traveled corridors (e.g., 
between downtown Goleta, Calle Real, and major employment centers in Goleta).  This could be 
accomplished through negotiations with the transit agency. 

8. Require employers with 50 employees or more in the area to purchase/lease and operate 
alternatively fueled vanpools and make this a land use requirement for new large businesses. 

9. Implement signal coordination on congested arterials. 

10. Fund construction and maintenance of the Regional Bikeway Network. 

11. Install bicycle lockers at park-and-ride lots. 

12. Provide monetary operating subsidies for new transit services that meet the needs in the 
congested area. 

Other strategies include Transportation Demand Management strategies implemented through each 
jurisdiction's Tier I, II, or III CMP requirements, and/or peak period transit service/frequency 
improvements which may better serve the deficient facility.    

If possible, reduction in vehicle trips, vehicle miles of travel, and on-road vehicle emissions should be 
quantified.  In addition, the selected improvements should be analyzed using the performance measures 
described in Chapter VI.  The analysis should be restricted to a corridor analysis scale. 

All parameter values and assumptions must be disclosed and the results of this analysis described.   

VII. ACTION PLAN AND SCHEDULE 

This section describes the schedule for correcting the deficiency.  The steps identified in this section must 
be consistent with those measures identified in Sections V and VI.   

Capital improvement schedules must address the following:  

Funding Stream - Cash Flow 

Environmental Clearance 

R-O-W Acquisition  

Final Design 



 

Begin Construction 

Project Completion 

Any formal agreements, MOUs, or plan amendments needed to implement Section VI 
improvements/strategies must also be identified and discussed.  In the case of deficient intersections or 
segments which exist near another jurisdiction, the lead agency must consult with the CMA and adjoining 
jurisdiction.  Joint adoption of the plan may be advisable. 



 

 

APPENDIX G ‐ APCD DEFICIENCY PLAN MEASURES 

 

DEFICIENCY PLAN MEASURES PREPARED BY THE SANTA BARBARA COUNTY 
AIR POLLUTION CONTROL DISTRICT 

 

The following list is intended to be used by cities and the county when developing deficiency plans.  
According to state law, if site-specific capital improvements are not pursued to improve the LOS on the 
deficient facility, alternative programs, actions or improvements to improve system-wide congestion or 
regional air quality must be taken from the list below or be approved by the Air Pollution Control District 
(APCD).  If a local jurisdiction chooses to implement a measure not on the list, they should contact the 
APCD early in the process.  The APCD will evaluate the potential of the measure to reduce congestion 
and improve air quality.   

1. Require, as part of the land use planning process, that new development impacting the affected 
roadway, appropriately design the development to be pedestrian, bicycle, and transit-friendly. 

2. Require, as part of the land use planning process, that new business parks impacting the affected 
roadway provide amenities, such as cafeterias, postal centers, banking services and child care 
centers.   

3. Require that existing and new employers implement parking management and pricing policies for 
employee parking areas.  This could include preferential parking and financial incentives 
(bonus/vacation) for carpoolers. 

4. Require existing and new employers with 50 employees or more to provide an employee Parking 
Cash-out Program.   

5. Implement parking restrictions during peak hours on congested arterials. 

6. Restrict truck traffic during peak hours on congested arterials. 

7. Establish shuttle service between major trip destinations along heavily traveled corridors (e.g., 
between downtown Goleta, Calle Real, and major employment centers in Goleta).  This could be 
accomplished through negotiations with the transit agency. 

8. Require employers with 50 employees or more in the area to purchase/lease and operate 
alternatively fueled vanpools and make this a land use requirement for new large businesses. 

9. Implement signal coordination on congested arterials. 

10. Fund construction and maintenance of the Regional Bikeway Network. 

11. Install bicycle lockers at park-and-ride lots. 

12. Provide monetary operating subsidies for new transit services that meet the needs in the 
congested area. 

Proposed traffic flow improvements will be evaluated SBCAG and the APCD. 



 

 

APPENDIX H ‐ EXISTING LEVEL OF SERVICE FOR CMP FACILITIES 

 



 

YEAR 2007 LOS ON STATE HIGHWAYS 

RTE. 1

# OF LANES (ONE 
DIRECTION) PHF TERRAIN % TRUCK % BUS % RV

NB SB NB SB
101/Las Cruces‐Jalama Rd 8,000 725 132 1 0.88 Rolling 0.08 0.01 0.01
Jalama Rd‐Lompoc/Rte. 246 8,211 748 132 1 0.88 Rolling 0.08 0.01 0.01
N. Rte. 246‐SY River Bridge 15,400 638 752 2 0.92 Flat 0.05 0.01 0.01
SY River Bridge‐Casmalia‐Purisima Rd. 29,274 818 681 2 0.88 Flat 0.05 0.01 0.01
Purisima Rd.‐Pine Cyn. Rd. 20,600 925 860 9.5 / A 8.9 / A 2 0.88 Rolling 0.04 0.01 0.01
Pine Cyn. Rd.‐VAFB Main Gate 15,300 1,200 1,486 14.7 / B 18.2 / C 2 0.88 Rolling 0.03 0.01 0.01
VAFB Main Gate‐Rte. 135 15,500 613 704 7.5 / A 8.6 / A 2 0.88 Rolling 0.03 0.01 0.01
Rte. 135 (VAFB)‐Rte. 135 (Orcutt) 17,100 1,182 550 14.2 / B 6.6 / A 2 0.88 Rolling 0.03 0.01 0.01
Rte. 135 (Orcutt)‐Clark Ave. 2,248 109 90 1 0.88 Flat 0.04 0.01 0.01
Clark Ave.‐Casmalia Rd. 3,474 169 138 1 0.88 Flat 0.04 0 0.01
Casmalia Rd.‐Rte. 166 2,350 115 93 1 0.88 Flat 0.04 0 0.01
Rte. 166‐Guad. City Limit 6,233 303 248 1 0.88 Flat 0.05 0 0.01
Guad. City Limit‐SB/SLO County line 6,335 308 252 1 0.88 Flat 0.05 0 0.01
* These are areas that contain traffic signals.  When signals are present, intersection LOS is the preferred method of operational measurement.
** 2‐lane highway LOS measure is volume‐capacity ratio and % time spent following.

HEAVY VEHICLES

PEAK HOUR TRIPS DENSITY/LOS

84.1% / 0.51 / D**
82.3 % / 0.53 / D**

42.9% / 0.08 / B**

57.0% / 0.21 / C**

n/a *
n/a *

SEGMENT

AVG. 
WEEKDAY 

TRIPS

P.M. PEAK HOUR

33.9% / 0.08 / A**
42.5% / 0.12 / B**
50.7% / 0.20 / B**

 



 

 

U.S. 101

# OF LANES (ONE 
DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS LANE WIDTH

SHOULDER 
CLEARANCE INT. DENSITY

NB SB NB SB NB SB NB SB

South Coast

Bates‐150 65,197 3,041 760 16.8 / B 4.2 / A 1,613 2,996 8.9 / A 16.6 / B 3 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.67

150‐Bailard 66,200 3,090 770 26.4 / D 4.3 / A 1,720 2,960 9.5 / A 16.4 / B 2 NB / 3 SB 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.67

Bailard‐Casitas Pass 70,212 3,070 1,023 26.2 / D 8.7 / A 1,985 2,978 16.9 / B 25.3 / C 2 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.67

Casitas Pass‐Linden 70,212 3,070 1,023 26.5 / D 8.8 / A 1,985 2,978 17.1 / B 25.6 / C 2 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.83

Linden‐Santa Monica 75,227 3,070 1,316 26.5 / D 11.3 / B 2,127 3,191 18.3 / C 27.7 / D 2 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.83

Santa Monica‐Padaro (North) 75,227 3,070 1,316 26.2 / D 11.2 / B 2,127 3,191 18.0 / C 27.4 / D 2 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.67

Padaro (North)‐Padaro (South) 78,236 3,193 1,369 27.1 / D 11.5 / B 2,212 3,319 18.5 / C 28.4 / D 2 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.5

Padaro (South)‐Evans 79,239 3,234 1,386 27.8 / D 11.6 / B 2,241 3,361 19.0 / C 29.2 / D 2 0.95 Flat 0.076 0.01 0.01 70 mph 12' 6' 0.67

Evans‐Sheffield 83,252 3,301 1,553 19.8 / C 14.3 / B 2,354 3,531 14.1 / B 35.4 / E 3 NB / 2 SB 0.95 Rolling 0.07 0.01 0.01 70 mph 12' 6' 0.67

Sheffield‐San Ysidro 86,261 3,420 1,610 33.6 / D 14.8 / B 2,439 3,659 22.5 / C 37.9 / E 2 0.95 Rolling 0.07 0.01 0.01 70 mph 12' 6' 0.67

San Ysidro‐Olive Mill 91,276 3,459 1,863 30.1 / D 15.7 / B 2,581 3,872 21.8 / C 35.8 / E 2 0.95 Flat 0.06 0.01 0.01 70 mph 12' 6' 0.67

Olive Mill‐Cabrillo 86,915 3,524 2,349 31.2 / D 20.1 / C 2,581 3,564 22.1 / C 31.7 / D 2 0.95 Flat 0.06 0.01 0.01 70 mph 12' 6' 0.83

Cabrillo‐Milpas 95,000 3,290 3,130 28.5 / D 27.0 / D 3,350 3,430 29.1 / D 30.0 / D 2 0.95 Flat 0.04 0.01 0.01 70 mph 12' 6' 1.17

Milpas‐Castillo 106,117 3,657 3,514 21.0 / C 20.2 / C 3,711 3,862 21.3 / C 22.2 / C 3 0.92 Flat 0.03 0.01 0.01 70 mph 12' 6' 1

Castillo‐Carrillo 118,454 4,297 4,129 24.7 / C 23.7 / C 4,142 4,311 23.8 / C 24.8 / C 3 0.92 Flat 0.03 0.01 0.01 70 mph 12' 6' 1

Carrillo‐Mission 134,461 4,878 4,687 28.6 / D 27.3 / D 4,702 4,894 27.4 / D 28.7 / D 3 0.92 Flat 0.025 0.01 0.01 70 mph 12' 6' 1.17

Mission‐Las Positas 147,267 5,343 5,133 32.5 / D 30.7 / D 5,255 5,255 31.7 / D 31.7 / D 3 0.92 Flat 0.02 0.01 0.01 70 mph 12' 6' 1.3

Las Positas‐La Cumbre 146,200 5,000 5,400 29.5 / D 32.7 / D 5,500 5,300 33.6 / D 31.8 / D 3 0.92 Flat 0.01 0.01 0.005 70 mph 12' 6' 1.17

La Cumbre‐154 140,864 4,810 5,211 19.8 / C 21.4 / C 5,203 5,203 21.4 / C 21.4 / C 4 0.92 Flat 0.01 0.01 0.005 70 mph 12' 6' 0.83

154‐Turnpike 128,058 4,646 4,464 26.4 / D 25.3 / C 4,825 4,635 27.6 / D 26.4 / D 3 0.92 Flat 0.02 0.01 0.01 70 mph 12' 6' 0.83

Turnpike‐Rte 217 120,588 3,860 4,718 21.8 / C 26.9 / D 4,543 4,365 25.8 / C 24.7 / C 3 0.92 Flat 0.02 0.01 0.01 70 mph 12' 6' 0.83

Rte 217‐Fairview 96,044 3,074 3,758 17.4 / B 21.3 / C 3,760 3,335 21.3 / C 18.9 / C 3 0.92 Flat 0.03 0.01 0.01 70 mph 12' 6' 0.83

Fairview‐Los Carneros 82,171 2,338 3,507 20.5 / C 32.2 / D 3,521 2,549 32.4 / D 22.4 / C 2 0.92 Flat 0.05 0.01 0.01 70 mph 12' 6' 0.83

Los Carneros‐Storke 67,231 1,674 3,109 14.9 / B 18.0 / B 2,881 2,086 25.6 / C 12.1 / B 2 NB / 3 SB 0.92 Flat 0.07 0.01 0.01 70 mph 12' 6' 0.83

Storke‐Hollister 35,216 877 1,628 6.7 / A 12.4 / B 1,509 1,093 11.5 / B 8.3 / A 2 0.92 Flat 0.09 0.01 0.01 75 mph 12' 6' 0.5

Hollister‐El Capitan 33,082 753 1,600 6.6 / A 14.1 / B 1,466 978 12.9 / B 8.6 / A 2 0.88 Rolling 0.09 0.01 0.01 75 mph 12' 6' 0.29

El Capitan‐Rte. 1 29,200 400 1,590 3.6 / A 14.3 / B 1,550 680 14.0 / B 6.1 / A 2 0.88 Rolling 0.11 0.01 0.01 75 mph 12' 6' 0.13

North County

Rte. 1‐La Lata Pl. 22,387 940 769 6.9 / A 8.5 / A 3 NB / 2 SB 0.88 Mountainous 0.11 0.01 0.01 75 mph 12' 6' 0.29

La Lata Pl.‐Santa Rosa 22,387 940 769 10.3 / A 5.6 / A 2 NB / 3 SB 0.88 Mountainous 0.11 0.01 0.01 75 mph 12' 6' 0.29

Santa Rosa‐Rte. 246 21,121 887 726 8.1 / A 6.6 / A 2 0.88 Rolling 0.12 0.01 0.01 75 mph 12' 6' 0.5

Rte 246‐N. Buellton I/C 19,175 805 659 7.3 / A 6.0 / A 2 0.88 Rolling 0.12 0.01 0.01 75 mph 12' 6' 0.5

N. Buellton I/C‐Rte. 154 22,387 940 769 8.6 / A 7.0 / A 2 0.88 Rolling 0.12 0.01 0.01 75 mph 12' 6' 0.2

Rte. 154‐Rte. 135 30,512 1,380 1,129 12.4 / B 10.2 / A 2 0.88 Rolling 0.11 0.01 0.01 75 mph 12' 6' 0.24

Rte. 135‐Clark 31,529 1,478 1,115 13.2 / B 9.9 / A 2 0.88 Rolling 0.1 0.01 0.01 75 mph 12' 6' 0.185

Clark‐Santa Maria Way 41,700 1,980 1,450 16.0 / B 11.7 / B 2 0.92 Rolling 0.06 0.01 0.01 75 mph 12' 6' 0.33

Santa Maria Way‐Betteravia 47,802 2,163 1,769 20.8 / C 17.0 / B 2 0.92 Rolling 0.07 0.01 0.01 70 mph 12' 6' 0.5

Betteravia‐Stowell 61,000 2,790 2,250 24.6 / C 19.9 / C 2 0.92 Flat 0.055 0.01 0.01 70 mph 12' 6' 0.83

Stowell‐Rte. 166 66,169 3,007 2,460 26.7 / D 26.7 / D 2 0.92 Flat 0.055 0.01 0.01 70 mph 12' 6' 0.83

Rte. 166‐Donovan 63,068 2,866 2,345 25.3 / C 20.7 / C 2 0.92 Flat 0.055 0.01 0.01 70 mph 12' 6' 0.83

Donovan‐Rte. 135 59,966 2,576 2,378 22.8 / C 21.0 / C 2 0.92 Flat 0.055 0.01 0.01 70 mph 12' 6' 0.83

Rte. 135‐SB/SLO County Line 71,339 2,888 3,006 25.3 / C 26.4 / D 2 0.92 Flat 0.055 0.01 0.01 70 mph 12' 6' 0.67

A.M. PEAK HOUR P.M. PEAK HOUR

SEGMENT
AVG. WEEKDAY 

TRIPS

HEAVY VEHICLES

PEAK HOUR TRIPS DENSITY/LOSPEAK HOUR TRIPS DENSITY/LOS

 



 

RTE. 135

# OF LANES (ONE 
DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS

LANE 
WIDTH

SHOULDER 
CLEARANCE

 ACCESS 
PTS./MI

NB SB NB SB
Los Alamos/US 101 to Old State Hwy. 5700 205 155 1 0.88 Flat 0.045 0 0.01 35 12 6 8
Old State Hwy. to Jct. Old Rte. 1 3000 176 76 1 0.88 Flat 0.045 0 0.01 45 12 6 0.5
Jct. Old Rte. 1 to San Antonio Rd. 3100 214 92 1 0.88 Rolling 0.092 0 0.01 45 12 6 0.5
San Antonio Rd. to South Jct. Rte. 1 3100 190 128 2.5 / A 1.7 / A 2 0.88 Rolling 0.105 0 0.01 50 12 6 0.5
North Jct. Rte. 1 to Clark Ave. 15500 1113 509 11.7 / B 5.4 / A 2 0.88 Flat 0.035 0 0.01 50 12 6 1
Clark Ave. to Foster Rd. 19840 1121 955 12.5 / B 10.6 / A 2 0.92 Flat 0.02 0.01 0.01 50 12 6 1.6
Foster Rd. to Lakeview/Skyway Dr. 26350 1324 1434 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 50 12 6 2.5
Lakeview/Skyway Dr. to Miller St. 38233 1920 2080 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 50 12 6 4
Miller St. to Santa Maria Way 26350 1324 1434 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 50 12 6 8
Santa Maria Way to Betteravia Rd. 29815 1196 1296 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 40 12 6 10
Betteravia Rd. to Stowell Rd. 32954 1432 1322 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 40 12 6 9
Stowell Rd. to Rte. 166 30208 1313 1212 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 40 12 6 19
Rte. 166 to Donovan Rd. 25500 1149 982 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 40 12 6 17
Donovan Rd. to U.S. 101 24715 1115 950 N/A* N/A* 2 0.92 Flat 0.02 0.01 0.01 40 12 6 9
* These are areas that contain traffic signals.  When signals are present, intersection LOS is the preferred method of operational measurement.
** 2‐lane highway LOS measure is volume‐capacity ratio and % time spent following.

HEAVY VEHICLES

PEAK HOUR TRIPS DENSITY/LOS

0.14 / 33.3% / LOS A**
0.12 / 47.0% / LOS B**
0.15 / 56.6% / LOS C**

SEGMENT

AVG. 
WEEKDAY 

TRIPS

P.M. PEAK HOUR

 

 

RTE. 150

PTSF / V/C / LOS
# OF LANES (ONE 

DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS
LANE 

WIDTH
SHOULDER 
CLEARANCE

ACCESS 
PTS. / MI.

NB SB
U.S. 101 to RTE. 192 5,500 230 316 64% / 0.23 / C 1 0.88 Rolling 0.08 0 0.01 50 12 6 2

SEGMENT

AVG. 
WEEKDAY 

TRIPS

HEAVY VEHICLES

PEAK HOUR TRIPS

P.M. PEAK HOUR

 

 

RTE. 154

# OF LANES (ONE 
DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS

LANE 
WIDTH

SHOULDER 
CLEARANCE

 ACCESS 
PTS./MI

NB SB NB SB
Zaca, US 101 to Los Olivos, Calkins Rd. 10,332 297 551 1 0.88 Rolling 0.06 0.01 0.01 50 12 6 2.3
Calkins Rd. to Rte. 246 8,656 248 461 1 0.88 Rolling 0.06 0.01 0.01 50 12 6 1.6
Rte. 246 to Lake Cachuma Park 14,892 427 794 1 0.92 Rolling 0.04 0.01 0.01 50 12 6 0.8
Lake Cachuma Park to Stagecoach Rd. 12,100 342 646 1 0.92 Mountainous 0.04 0.01 0.01 50 12 6 0.6
Stagecoach Rd. to E. Camino Cielo 15,823 454 843 6.2 / A 11.5 / B 2 0.92 Mountainous 0.04 0.01 0.01 50 12 6 2
E. Camino Cielo to Rte. 192 15,900 460 850 1 0.92 Mountainous 0.03 0.01 0.01 50 12 6 0.7
Rte. 192 to US 101 19,546 561 1,042 6.9 / A 12.8 / B 1 0.92 Rolling 0.03 0.01 0.01 50 12 6 3
* These are areas that contain traffic signals.  When signals are present, intersection LOS is the preferred method of operational measurement.
** 2‐lane highway LOS measure is volume‐capacity ratio and % time spent following.

73% / 0.37 / D**

80% / 0.48 / D**

SEGMENT

AVG. 
WEEKDAY 

TRIPS

P.M. PEAK HOUR HEAVY VEHICLES

PEAK HOUR TRIPS DENSITY/LOS

72% / 0.34 / D**
66% / 0.28 / C**
78% / 0.44 / D**

 



 

RTE. 166

# OF LANES (ONE 
DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS

LANE 
WIDTH

SHOULDER 
CLEARANCE

 ACCESS 
PTS./MI

EB WB NB SB
Guad./Rte. 1 to Bonita School Rd. 11,200 1,061 835 1 0.88 Flat 0.1 0.01 0.01 50 12 6 1.3
Bonita School Rd. to Black Rd. 11,407 1,062 869 1 0.88 Flat 0.1 0.01 0.01 50 12 6 3
Black Rd. to Blosser Rd. 12,963 1,069 875 1 0.88 Flat 0.1 0.01 0.01 50 12 6 2
Blosser Rd. to Rte. 135 22,296 1,104 903 Signalized Segment 2
Rte. 135 to Jct. US 101 23,333 1,155 945 Signalized Segment 2
* These are areas that contain traffic signals.  When signals are present, intersection LOS is the preferred method of operational measurement.
** 2‐lane highway LOS measure is volume‐capacity ratio and % time spent following.

SEGMENT

AVG. 
WEEKDAY 

TRIPS

P.M. PEAK HOUR HEAVY VEHICLES

PEAK HOUR TRIPS DENSITY/LOS

73% / 0.34 / D
73% / 0.34 / D
72% / 0.34 / D

 

 

RTE. 192

PTSF/ V/C / LOS
# OF LANES (ONE 

DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS
LANE 

WIDTH
SHOULDER 
CLEARANCE

 ACCESS 
PTS./MI

NB SB
Rte. 154 to Cieneguitas Ave. 15,120 832 680 Signalized Segment 1 0.92 Rolling 0.02 0 0.01 45 12 6
Cieneguitas Ave. to Ontare 15,120 832 680 Signalized Segment 1 0.92 Rolling 0.02 0 0.01 45 12 6
Ontare to Mountain Dr. 11,950 657 538 77% / 0.41 / D 1 0.92 Rolling 0.02 0 0.01 45 12 6
Mountain Dr. to Rte. 144 3,120 203 109 55% / 0.15 / B 1 0.92 Rolling 0.02 0 0.01 45 12 6
Rte. 144 to Hot Springs Rd. 3,952 257 138 61% / 0.15 / C 1 0.92 Rolling 0.02 0 0.01 45 12 6
Hot Springs Rd. to San Ysidro Rd. 10,662 527 274 69% / 0.30 / C 1 0.92 Rolling 0.02 0 0.01 45 12 6
San Ysidro Rd. to Sheffield Dr. 8,704 430 224 65% / 0.24 / C 1 0.92 Rolling 0.02 0 0.01 45 12 6
Sheffield Dr. to Toro Cyn. Rd. 2,753 179 96 52% / 0.14 / B 1 0.92 Rolling 0.02 0 0.01 45 12 6
Toro Cyn. Rd. to Linden Ave. 3,124 203 109 54% / 0.15 / B 1 0.92 Flat 0.02 0 0.01 45 12 6
Linden Ave. to Rte. 150 2,200 182 149 57% / 0.16 / C 1 0.92 Flat 0.02 0 0.01 45 12 6
* These are areas that contain traffic signals.  When signals are present, intersection LOS is the preferred method of operational measurement.
** 2‐lane highway LOS measure is volume‐capacity ratio and % time spent following.

P.M. PEAK HOUR

SEGMENT

AVG. 
WEEKDAY 

TRIPS

HEAVY VEHICLES

PEAK HOUR TRIPS

 

 

RTE. 217

# OF LANES (ONE 
DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS

LANE 
WIDTH

SHOULDER 
CLEARANCE

INT. 
DENSITY

NB SB NB SB
Sandspit Rd. to Hollister Ave. 20,880 1,354 608 12.0 / B 5.4 / A 2 0.92 Flat 0.01 0.01 0.01 70 mph 12' 6' 1.2
Hollister Ave. to US 101 29,580 1,730 932 15.3 / B 8.3 / A 2 0.92 Flat 0.01 0.01 0.01 70 mph 12' 6' 1.2

SEGMENT

AVG. 
WEEKDAY 

TRIPS

P.M. PEAK HOUR HEAVY VEHICLES

PEAK HOUR TRIPS DENSITY/LOS

 

 



 

RTE. 225

PTSF/ V/C / LOS
# OF LANES (ONE 

DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS
LANE 

WIDTH
SHOULDER 
CLEARANCE

 ACCESS 
PTS./MI

NB SB
U.S. 101 to Modoc Rd. 25,200 964 1178 Signalized Segment 2 0.92 Flat 0.02 0.01 0.01 45 12 6
Modoc Rd. to Veronica Springs Rd. 17,850 910 607 Signalized Segment 1 0.92 Flat 0.02 0.01 0.01 45 12 6
Veronica Springs Rd. to Cliff Dr. 12,600 643 428 70% / 0.41 / C 1 0.92 Flat 0.02 0.01 0.01 45 12 6 6.6
Cliff Dr. to Mesa Ln. 12,600 643 428 Signalized Segment 2 0.92 Rolling 0.02 0.01 0.01 45 12 6
Mesa Ln. to Santa Cruz Ave. 15,960 814 543 Signalized Segment 2 0.92 Flat 0.02 0.01 0.01 45 12 6
Santa Cruz Ave. to Loma Alta Dr. 12,600 643 428 Signalized Segment 2 0.92 Flat 0.02 0.01 0.01 45 12 6
Loma Alta Dr. to Rancheria St. 15,960 814 543 Signalized Segment 2 0.92 Flat 0.02 0.01 0.01 45 12 6
Rancheria St. to Castillo St. 25,935 1323 882 Signalized Segment 2 0.92 Flat 0.02 0.01 0.01 45 12 6
Castillo St. to U.S. 101 29,400 1374 1125 Signalized Segment 2 0.92 Flat 0.02 0.01 0.01 45 12 6
* These are areas that contain traffic signals.  When signals are present, intersection LOS is the preferred method of operational measurement.
** 2‐lane highway LOS measure is volume‐capacity ratio and % time spent following.

SEGMENT

AVG. 
WEEKDAY 

TRIPS

P.M. PEAK HOUR HEAVY VEHICLES

PEAK HOUR TRIPS

 

 

RTE. 246

# OF LANES (ONE 
DIRECTION) PHF TERRAIN % TRUCK % BUS % RV BASE FFS

LANE 
WIDTH

SHOULDER 
CLEARANCE

 ACCESS 
PTS./MI

EB WB NB SB
Lompoc, West CL to Lompoc West Rte. 1 12,100 474 613 Signalized Segment 2 0.92 Flat 0.04 0 0.01 45 12 6
Lompoc, East Rte. 1 to Domingus Rd. 10,200 373 602 1 0.88 Flat 0.04 0.01 0.01 50 12 6 1
Domingus Rd. to Riverview Dr. 10,200 373 602 4.3 / A 6.9 / A 2 0.88 Flat 0.075 0.01 0.01 50 12 6 2.4
Riverview Dr. to Ballard Cyn. Rd. 18,600 657 1,001 Signalized Segment
Ballard Cyn. Rd. to 5th St. 19,605 706 1,059 1 0.88 Rolling 0.04 0.01 0.01 50 12 6 1.7
5th St. to Alamo Pintado Rd. 23,325 840 1,260 Signalized Segment 1 0.92 Rolling 0.05 0.01 0.01 45 12 6
Alamo Pintado to Rte. 154 (a) 14,250 577 705 Signalized Segment 1 0.92 Rolling 0.05 0.01 0.01 50 12 6
* These are areas that contain traffic signals.  When signals are present, intersection LOS is the preferred method of operational measurement.
** 2‐lane highway LOS measure is volume‐capacity ratio and % time spent following.
*** LOS based on field surveys in March 2009.

73% / 0.35 / D

87% / 0.65 / B***

SEGMENT

AVG. 
WEEKDAY 

TRIPS

P.M. PEAK HOUR HEAVY VEHICLES

PEAK HOUR TRIPS DENSITY/LOS

 



 

 

CMP INTERSECTION LOS 1998-2008 

CMP Intersection LOS: County of Santa Barbara
Intersection        1997        1998        1999        2000        2001        2002        2003        2004        2005 2006 2007

  V/C  LOS   V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS   V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS V/C LOS
South County
State St. /  U.S. 101 SB Off Ramp 0.52       A 0.68 B
Turnpike Rd. /  U.S. 101 NB Ramps 0.72       C 0.69       B 0.62 B
Turnpike Rd. /  U.S. 101 SB Ramps 0.72       C 0.60       A
Rte. 154 / U.S. 101 SB On Ramp 0.32       A 0.46 A
Rte. 154 / State St. 0.59       A 0.55       A 0.67       B 0.52 A
Rte. 154 / Calle Real 0.68       B 0.63       B 0.56       A 0.60 A
La Cumbre Rd. /  Rte. 192 0.76       C 0.67       B 0.56 A
Hollister Ave. / Modoc Rd. 0.53       A 0.55 A
Hollister Ave. / Turnpike Rd. 0.76       C 0.69       B 0.72       C 0.72       C 0.61 B
Cathedral Oaks Rd. / Turnpike Rd. 0.58       A 0.55 A
Cathedral Oaks Rd. / Patterson Ave. 0.55       A 0.43 A
Calle Real / Turnpike Rd. 0.59       A 0.47 A
Foothill Rd.-Rte. 192 / San Ysidro Rd. (new) 0.54 A
North County
Betteravia Rd. / U.S. 101 NB Ramps 0.47       A 0.40       A 0.56 A
Rte. 1 / Purisima Rd. 0.69       B 0.62 B
Rte. 135 NB Ramps / Clark Ave. 0.46       A 0.52 A
Rte. 135 SB Ramps / Clark Ave. 0.48       A 0.55 A
Bradley Rd. / Clark Ave. 0.61       B 0.66       B 0.62 B
Bradley Rd. / Foster Rd. 0.49       A 0.74       C 0.51       A
Bradley Rd. / Lakeview Ave. 0.75       C 0.70       B 0.73 C
Bradley Rd. / Santa Maria Way 0.85       D 0.88       D 0.79       C 0.75       C 0.64 B
Rte. 135 / Foster Rd. 0.75       C 0.77       C 0.76       C 0.88       D 0.77 C 0.77 C
Rte. 135 / Lakeview Ave. 0.70       B 0.81       D 0.77       C 0.76       C 0.75       C 0.88 D 0.77 C
Rte. 246 / Refugio Rd. 0.64 B
Rte. 246 / Casino Dr. 0.41 A

CMP Intersection LOS: City of Goleta
Intersection        1997        1998        1999        2000        2001        2002        2003        2004        2005 2006 2007

  V/C  LOS   V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS   V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS V/C LOS
Storke Rd. / U.S. 101 NB Ramps-Calle Real 0.44       A 0.75       C 0.71       C 0.66 B
Storke Rd. / U.S. 101 SB Ramps 0.60       A 0.60       A 0.69       B 0.51 A
Patterson Ave. /  U.S. 101 NB Ramps 0.76       C 0.80       C 0.78       C 0.76       C 0.80       C 0.72 C 0.78 C
Patterson Ave. /  U.S. 101 SB Ramps 0.72       C 0.79       C 0.85       D 0.89       D 0.89       D 0.84 D 0.87 D 0.84 D 0.84 D
Fairview Ave. /  U.S. 101 NB Ramps 0.70       B 0.90       D 0.61       B 0.77 C 0.76 C
Fairview Ave. /  U.S. 101 SB Ramps 0.85       D 0.82       D 0.59       A 0.57       A 0.57       A 0.62 B
Los Carneros Rd. /  U.S. 101 NB Ramps 0.51       A 0.53       A 0.57       A 0.56       A 0.56 A
Los Carneros Rd. /  U.S. 101 SB Ramps 0.72       C 0.88       D 0.69       B 0.69       B 0.88       D 0.69       B 0.71 C 0.75 C
Hollister Ave. /  Rte. 217 NB Ramps 0.69       B 0.67       B 0.68 B
Hollister Ave. /  Rte. 217 SB Ramps 0.75       C 0.77       C 0.78       C 0.77       C 0.79 C 0.72 C 0.71 C
Hollister Ave. / Patterson Ave. 0.81       D 0.76       C 0.85       D 0.86       D 0.73       C 0.79       C 0.69 B
Hollister Ave. / Fairview Ave. 0.60       A 0.68 B 0.65 B
Hollister Ave. / Los Carneros Rd. 0.72       C 0.66       B 0.69 B
Hollister Ave. / Storke Rd. 0.83       D 0.79       C 0.80       C 0.79       C 0.77 C 0.77 C 0.73 C
Cathedral Oaks Rd. / Fairview Ave. 0.33       A 0.52       A 0.52 A
Calle Real / Fairview Ave. 0.83       D 0.83       D 0.82       D 0.82       D 0.74       C 0.94       E 0.86       D 0.81 D 0.77 C 0.76 C

2008

2008

 



 

 

CMP Intersection LOS: City of Santa Barbara
Intersection        1997        1998        1999        2000        2001        2002        2003        2004        2005 2006 2007

  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C   LOS   V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS V/C LOS
La Cumbre Rd. / Calle Real 0.67       B 0.59       A 0.65 B
La Cumbre Rd. / U.S. 101 SB Ramps 0.61       B 0.55       A 0.52 A
Milpas St. /  U.S. 101 NB Ramps-Carpinteria St. Roundabout
Milpas St. /  U.S. 101 SB Off Ramp 0.50       A 0.56 A 0.64 B
Garden St. /  U.S. 101 NB Ramps 0.78       C 0.87       D 0.87       D 0.69       B 0.79       C 0.79       C 0.71 C 0.72 C
Garden St. /  U.S. 101 SB Ramps 0.80       C 0.65       B 0.58       A 0.54 A
Castillo St. /  U.S. 101 NB Ramps - Haley St. 0.82       D 0.74       C 0.87       D 0.76 C 0.80 C
Castillo St. /  U.S. 101 SB Ramps 0.70       B 0.75       C 0.80       C 0.90       D 0.65       B 0.65       B 0.61 B
Carrillo St. /  U.S. 101 NB Ramps 0.82       D 0.88       D 0.84       D 0.84       D 0.76       C 0.88       D 0.81       D 0.76 C 0.82 D 0.76 C
Carrillo St. /  U.S. 101 SB Ramps 0.77       C 0.73       C 0.63       B 0.66 B
Mission St. /  U.S. 101 NB Ramps 0.68       B 0.67       B 0.67       B 0.76 C 0.89 D
Mission St. /  U.S. 101 SB Ramps 0.94       E 0.90       D 1.00       E 0.98       E 1.16       F 0.92       E 1.08       F 1.07       F 1.13 F 1.13 F 0.93 E 0.89 D
Las Positas Rd. /  U.S. 101 NB Off Ramp-Calle Real 0.62       B 0.87       D 0.84       D 0.87       D 0.81 D 0.74 C
Las Positas Rd. /  U.S. 101 SB Ramps 0.61       B 0.87       D 0.89       D 0.79       C 0.71 C 0.70 B 0.89 D
Rte. 101 NB On Ramp-Earl Warren / Calle Real 0.68       B 0.74       C 0.71       C 0.71 C 0.74 C 0.64 B
Hope Ave. /  Rte. 101 NB Ramps-Calle Real 0.59       A 0.65 B 0.56 A
Foothill Rd.-Rte. 192 / Alamar Rd. 0.44       A 0.61 B 0.63 B
Foothill Rd.-Rte. 192 / San Roque Rd. 0.44       A 0.64 B
Foothill Rd.-Rte. 192 / Ontare Rd. 0.44       A 0.53 A
Cabrillo Blvd. / Milpas St. 0.33       A 0.35 A
Cabrillo Blvd. / State St. 0.50       A 0.52 A
Cabrillo Blvd. / Castillo St. 0.49       A 0.35 A
Castillo St. / Montecito St. 0.60       A 0.87       D 0.89       D 0.97       E 0.74       C 0.79 C 0.79 C
Meigs Rd. / Cliff Dr.-Rte. 225 0.65       B 0.58 A
Carrillo St. / Castillo St. 0.75 C 0.73 C
Carrillo St. / Bath St. 0.71       C 0.81       D 0.62       B 0.64       B 0.62 B
Carrillo St. / De La Vina St. 0.87       D 0.76       C 0.63       B 0.69 B
Carrillo St. / Chapala St. 0.67       B 0.69       B 0.69       B 0.69 B
Carrillo St. / State St. 0.41       A 0.48 A
Carrillo St. / Anacapa St. 0.51       A 0.68 B
Anacapa St. / Haley St. 0.63       B 0.45 A
Chapala St. / Haley St. 0.40       A 0.47 A
Chapala St. / Mission St. 0.65       B 0.51 A
Las Positas Rd.-Rte. 225 / Modoc Rd. 0.71       C 0.68       B 0.68       B 0.71 C
Las Positas Rd. / State St. 0.70       B 0.69       B 0.88       D 0.72       C 0.75 C 0.69 B
State St. / Hope Ave. 0.76       C 0.68       B 0.71       C 0.71 C 0.72 C 0.62 B
State St. / La Cumbre Rd. 0.67       B 0.68       B 0.70 B
State St.-U.S. 101 NB On Ramp / Calle Real 0.60       A 0.60       A 0.60       A 0.68 B 0.64 B
State St. / La Cumbre Plaza Ln. 0.47       A 0.63 B 0.54 A
La Cumbre Rd. / La Cumbre Plaza Ln. 0.42       A 0.69 B 0.46 A

2008

 



 

CMP Intersection LOS: City of Santa Maria
Intersection        1997        1998        1999        2000        2001        2002        2003        2004        2005 2006 2007

  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C   LOS   V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS V/C LOS
Betteravia Rd. / U.S. 101 SB Ramps 0.37      A 0.51      A 0.5 A
Main St.-Rte. 166 /  U.S. 101 NB Ramps 0.88       D 0.55       A 0.67 B
Main St.-Rte. 166 / Bradley Rd.-U.S. 101 SB Ramps 0.62       B 0.62       B 0.68 B
Bradley Rd. / Columbia Dr.-U.S. 101 SB Ramps 0.46       A 0.49       A 0.56       A 0.58 A
Donovan Rd. / U.S. 101 NB Ramps-Carlotti Dr. 0.65       B 0.77 C
Donovan Rd. / U.S. 101 SB Ramps 0.40       A 0.49 A
College Dr. / Main St.-Rte. 166 0.62       B 0.56       A 0.73 C
College Dr. / Stowell Rd. 0.54       A 0.58 A
Blosser Rd. / Betteravia Rd. 0.66       B 0.65 B
Blosser Rd. / Stowell Rd. 0.68       B 0.81 D 0.81 D 0.66 B
Blosser Rd. / Main St.-Rte. 166 0.66       B 0.78       C 0.85       D 0.76       C 0.72 C 0.75 C
Bradley Rd. / Stowell Rd. 0.75       C 0.72       C 0.49 A
Miller St. / Stowell Rd. 0.77       C 0.66       B 0.5 A
Miller St. / Main St.-Rte. 166 0.73       C 0.73       C 0.82       D 0.77       C 0.79       C 0.64 B
Miller St. / Betteravia Rd. 0.63       B 0.77       C 0.77       C 0.75       C 0.72       C 0.65 B
Miller St. / Santa Maria Way 0.55       A 0.46 A
Broadway-Rte. 135 / Alvin Ave. 0.67       B 0.62       B 0.65 B
Broadway-Rte. 135 / Cook St. 0.62       B 0.64       B 0.61 B
Broadway-Rte. 135 / Santa Maria Way 0.78       C 0.66       B 0.59 A
Broadway-Rte. 135 / Miller St. 0.53       A 0.51 A
Broadway-Rte. 135 / Betteravia Rd. 0.71       C 0.84       D 0.70       B 0.80 C
Broadway-Rte. 135 / Main St.-Rte. 166 0.74       C 0.69       B 0.82 D 0.69 B
Broadway-Rte. 135 / Donovan Rd. 0.66       B 0.76 C 0.70 C
Broadway-Rte. 135 / Stowell Rd. 0.64       B 0.89       D 0.71       C 0.88       D 0.80 C 0.75 C

CMP Intersection LOS: Other Jurisdictions
Intersection        1997        1998        1999        2000        2001        2002        2003        2004        2005 2006 2007

  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C   LOS   V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS  V/C  LOS V/C LOS
City of Carpinteria
Carpinteria Ave. / Casitas Pass Rd. 0.55       A 0.65 B
Carpinteria Ave. / Linden Ave. 0.66       B 0.68 B
City of Solvang
Rte. 246 / Alamo Pintado Rd. 0.67       B 0.59       A 0.71       C 0.73       C 0.80 C 0.81 D 0.76 C
Rte. 246 / Alisal Rd. 0.60       A 0.78       C 0.76       C 0.67 B
City of Lompoc
Ocean Ave. / A St. 0.37       A 0.58 A
Ocean Ave. / H St. 0.51       A 0.49 A
Ocean Ave. / I St. 0.32       A 0.51       A 0.36 A
H St. / North Ave. 0.62       B 0.66       B 0.76 C 0.69 B
H St. / Central Ave. 0.82       D 0.82       D 0.85       D 0.77       C 0.82       D 0.73       C 0.81 D 0.81 D 0.74 C
H St. / College Ave. 0.57       A 0.62 B
Rte. 1 /  Rte. 246 0.22       A 0.50 A
O St. / Central Ave. 0.57       A
City of Buellton
U.S. 101 NB Ramps /  Rte. 246 0.44       A 0.46 A
U.S. 101 SB Ramps /  Rte. 246 0.44       A 0.60 A

2008

2008



 

 

APPENDIX I ‐ ROUTE 246 TRAVEL SURVEY DATA 

 

A.M. Peak Period Travel Time Survey Results 

Time Start 
Travel Time 
(seconds) 

Speed 
(miles per hour) 

Westbound 
7:35 A.M. 119 sec. 49.6 mph 
7:50 119 49.6 mph 
8:05 118 50.0 mph 
8:25 121 48.8 mph 
 Average WB speed 49.5 mph
Eastbound 
7:45 123 48.0 mph 
8:00 131 45.1 mph 
8:15 121 48.8 mph 
8:30 102 57.9 mph 
 Avg. EB speed 49.9 mph
 Avg. – Both directions 49.7 mph

 

P.M. Peak Period Travel Time Survey Results 

Time Start 
Travel Time 
(seconds) 

Speed 
(miles per hour) 

Westbound 
4:13 P.M. 137 sec. 43.1 mph 
4:32 115 51.3 mph 
4:50 112 52.7 mph 
5:15 122 48.4 mph 
5:30 125 47.2 mph 
5:40 120 49.2 mph 
 Average WB speed 49.9 mph
Eastbound 
4:07 109 54.2 mph 
4:25 108 54.7 mph 
4:40 108 54.7 mph 
5:00 122 48.4 mph 
5:25 102 57.9 mph 
5:35 116 50.9 mph 
 Avg. EB speed 53.6 mph
 Avg. – Both directions 51.5 mph



 

 

APPENDIX J ‐ CMP IMPACT ASSESSMENT GUIDELINES FOR 
ENVIRONMENTAL DOCUMENTS 

 

As the Congestion Management Agency for Santa Barbara County, SBCAG is required to review and 
approve the traffic impact analysis of Negative Declarations and Environmental Impact Reports for the 
County.  This is to ensure that any proposed development would not create additional traffic impacts to 
the adopted Congestion Management Program regional street network.  Should significant impacts be 
expected, mitigation measures must be taken to avoid deterioration of the system. 

The thresholds of significant impact to the CMP network and guidelines for evaluating impacts to the 
proposed development are provided below.  These guidelines should be followed when conducting the 
traffic impact analysis for Negative Declarations and Environmental Impact Reports.  Note that the 
guidelines only apply to development projects that generate more than 500 average daily trips or 50 P.M. 
peak hour trips. 

THRESHOLDS OF SIGNIFICANT IMPACT TO THE CMP NETWORK 

 

1. For any roadway or intersection operating at LOS A or B, a decrease of two levels of service from 
project-added traffic. 

2. For any roadway or intersection operating at LOS C, project-added traffic that results in LOS D or 
worse. 

3. For intersections on the CMP network with existing congestion, the following table defines the 
CMP thresholds of significant impact: 

 

Intersection 
Level of Service

Project-Added 
Peak Hour Trips 

D 
E or F 

20 
10 

  

For freeway or highway segments with existing congestion, the following table will define 
significant impacts: 

 

Highway 
Level of Service

Project-Added 
Peak Hour Trips 

D 
E or F 

100 
50 



 

GUIDELINES FOR EVALUATING CMP IMPACTS FOR NEGATIVE DECLARATIONS 
AND ENVIRONMENTAL IMPACT REPORTS 

 

1. Identify the designated CMP roadway system in relation to the location of the proposed 
development. 

2. Analyze and compare how the proposed development would impact the identified CMP network 
(roadways and/or intersections).  Use the Intersection Capacity Utilization method for computing 
intersection volume/capacity and determine LOS. 

3. Analyze “Cumulative” and “Cumulative + Project” impacts to the CMP system. 

4. Identify any inter-jurisdictional impacts to neighboring jurisdictions. 

5. Incorporate analysis to include a demonstration that any identified CMP network impacts are 
mitigated to an acceptable level of service. 

6. Assess the need for a mitigation monitoring program to evaluate effectiveness of project 
conditions. 

 

The CMP network impacts should be conducted under a separate heading in the environmental 
document.  If the roadways impacted are identical to the CMP network, they should be mentioned.  If the 
project does not result in any significant impacts, the analysis should simply state that there are no 
significant impacts to the CMP network. 



 

 

APPENDIX K – CEQA NOTICE OF EXEMPTION 

 




