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RECOMMENDATION:
Review Administrative Draft of Performance Measure Chapter and provide comments to staff
DISCUSSION:
As you recall from last meeting staff is updating the 2004 Metropolitan Transportation Plan. A
partial administrative draft is ready for your review. This draft is not ready for public review and
SBCAG requests that the distribution be limited to agency staff.
Last month we distributed chapters 1 – 5 and requested comments within a two week period.
As of today, staff received comments from Caltrans, SBMTD, and the City of Goleta. Staff is
assessing their comments and will make the appropriate changes in the revised draft Plan.
Staff is concerned that other agencies have not provided comments on the draft Chapters and
once again requests your input.
This month staff is distributing the chapter on Performance Measures. Performance measures
are viewed with increasing importance by the CTC and other funding agencies. The Chapter
focuses on the traditional measures of Highway and Intersection Level of Service measures and
also includes measures that address environmental justice.
A summary of the findings include:
-

There are significant benefits with the planned project scenario
Findings for the 101 south mirror 101 IM results
In the long term the rural stretch of 101 between Goleta and Santa Maria will
experience capacity constraints in the peak hour as the volume of commute traffic
increases.

-

In Santa Maria, full implementation of the planned and programmed projects would
alleviate all deficiencies on 101.
The Route 246 widening project would alleviate all deficiencies on the segment
between Lompoc and Buellton.
The intersection LOS analysis revealed that the programmed and planned projects
will improve operations at most major CMP intersections, particularly along the Route
135 corridor in Santa Maria and the Las Positas interchange in Santa Barbara.
The analysis also identified potential future deficient intersections, including:
• Central Ave./H St.-Rte. 1 (related to the Central Avenue extension project)
• Mission Dr.-Rte. 246 / Alamo Pintado Road (mainline volumes on Route 246
are forecast to increase approximately 70% in the Solvang area). This
indicates a need for a Route 246 corridor study to address future traffic
increases.
• The Mission Street, Castillo Street, and Garden Street interchanges in the
City of Santa Barbara. However, these deficiencies are associated with
future traffic growth and not directly related to the implementation of the
programmed or planned traffic improvements.

Following your comments on this Chapter staff will compile all the separate chapters into a final
draft document and formally initiate the preparation of the EIR. Staff will wait to initiate
preparation of the EIR until after the results of the Measure D reauthorization vote since the
financial analysis, which was distributed last month (see Chapter 5), indicates our ability to
develop a financially constrained RTP hinges on the passage of Measure D. If Measure D is
not reauthorized, the planned project list will likely have to be scaled back since there is
insufficient funding over the forecast period to finance all projects in the planned project list with
out local sales tax revenue support.
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CHAPTER 6:
HOW VISION 2030 WILL PERFORM
The transportation system performance element
includes performance measures to evaluate current and future multimodal system performance
for the movement of people and goods.
Gauging the effectiveness of the transportation
system through the use of transportation performance measures has been a part of transportation planning for some time. However, recent
passage of federal and state transportation legislation requiring a more formal treatment of performance measurement has generated greater
interest for the development of transportation
performance measures among regional agencies.
Used as decision tool, performance measures
allow for a more objective/systematic rationale
for decision-making, for not only planning purposes but to justify budgeting/programming decisions as well. Performance measures allow decision makers to better understand tradeoffs associated with various policy and investment options,
as well as to monitor the performance of the existing transportation system and communicate
this periodically to system users
Why should performance be measured?
•
•
•
•
•
•
•

To determine progress toward meeting the
goals of the plan
To focus attention on critical areas
To allocate resources
To keep in tune with changing expectations
To determine success of specific projects in
addressing identified need
To compare performance with others
To improve performance

Passage of the 1993 Governmental Performance
and Results Act resulted in FHWA's 1998 DOT
Strategic Plan which included set goals and performance measures, and desired results. Implementation of performance-based programs is
also called for in TEA-21. California followed suit
with the passage of Senate Bill SB-45, which requires the consideration of objective performance
criteria for the programming state transportation
dollars. In response, Caltrans, in the 1998 report
entitled California Transportation Plan: Transportation System Performance Measures provided
the following nine performance outcomes for use

throughout the state in accordance with these
legislative requirements.
The desired outcomes match up fairly well with
the nine TEA-21 planning factors.
1.
2.
3.
4.
5.
6.
7.
8.
9.

Mobility/Accessibility;
Reliability;
Cost Effectiveness;
Sustainability;
Environmental Quality;
Safety/Security;
Equity;
Customer Satisfaction; and,
Economic Well Being.

The California Transportation Commission (CTC)
will evaluate the Future Inter-regional Transportation Improvement Programs (ITIP) and Regional
Transportation Improvement Programs (RTIP)
against the desired outcomes to ensure that regional transportation programming is consistent
with the state's goals.
CTC's 2005 RTP Guidelines state that each RTPA
“should” define a set of “program level” transportation system performance measures (TSPMs)
that reflect the goals and objectives adopted in
the RTP. Selected TSPMs should allow SBCAG to
measure both the performance of the current
system and the expected performance of the future planned system, in terms of some or all of
the nine desired outcomes listed above.
Assembly Bill 2140, Chaptered February 23,
2000, amended RTP requirements. While the
new legislation did not change the advisory nature of the statements (i.e., that performance
measures “should” be included or “may be addressed”), it does present further information
regarding the set of performance indicators to be
included in the RTP, stating that the indicators
may include but not be limited to the following:
•

Measures of mobility and traffic congestion,
including vehicle hours of delay per capita
and vehicle miles traveled per capita.

•

Measures of road and bridge maintenance
and rehabilitation needs, including roadway
pavement and bridge conditions.

•

Measures of means of travel, including, but
not limited to, percentage share of all trips
(work and nonwork) made by all of the follow-
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ing:
• Single occupant vehicle or carpool
• Multiple occupant vehicle or carpool
• Public transit including commuter rail
and intercity rail
• Walking
• Bicycling
•

•

Measures of safety and security, including,
but not limited to, total injuries and fatalities
assigned to each of the modes set forth
above.
Measures of equity and accessibility, including, but not limited to, percentage of the
population served by frequent and reliable
transit, with a breakdown by income bracket,
and percentage of all jobs accessible by frequent and reliable transit service.

The legislation further states that the requirements of the section (described above) may be
met using existing sources of information. Given
the state and federal directives, a list of performance measures were developed for inclusion in
the 2006 RTP. Following review by TTAC, the performance measures listed in Table 6.1 were selected for inclusion in the transportation system
performance element. The six performance
measures developed for the Congestion Management Program and used to assess performance
of the CMP system are included in the list.
The performance measures in Table 6.1 incorporate highway and roadway system performance
measures, measures established for the frequency and routing of public transit, measures to
assess the effectiveness of the Transportation
Demand Management (TDM) program administered by SBCAG's Traffic Solutions, and other performance measures identified to address the
state directives described above. The perform-

ance measures support mobility, air quality, land
use, environmental equity and economic objectives. For most measures, a data collection process is already in place.
STATE HIGHWAY LEVEL OF SERVICE
This section summarizes existing (2005) and horizon year (2030) level of service (LOS) for state
highway segments in Santa Barbara County. In
order to gauge the operational effects the RTP
has on the County’s State Highway system, comparative analyses were completed for the existing
(2005), 2030 Programmed, and 2030 Planned
scenarios.
STATE HIGHWAY SYSTEM 2005 OPERATIONS
State highway travel volumes and levels of service for 2005 are shown in the Appendix. Highway segments operating at unacceptable levels
of service (LOS E or worse) are shaded.
The existing state highway average daily traffic
(ADT) volumes used in this analysis were taken
from the Caltrans 2005 Traffic Volumes Report
on State Highways (2006). To assess the current
LOS on the state highway system for average
peak period conditions, SBCAG applied the most
recent traffic volume data published by Caltrans
to the 2000 Highway Capacity Manual (HCM)
Operational Analysis methodology for basic highway segments.
The CMP defines peak period as either the A.M.
or P.M. peak hour – whichever is greater. Historical traffic counts within Santa Barbara County
have shown that evening peak hour traffic levels
typically exceed morning peak hour traffic levels
at most locations. Hence, SBCAG has usually
chosen the evening peak hour for LOS analyses.

View simulation of U.S. 101 looking north past Olive Mill Road in Montecito
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However, recent publications published by
SBCAG (the CMP Report, Metropolitan Transportation Plan, and the 101-In-Motion Alternatives
Analysis) have included A.M. peak hour operational analyses of the South Coast segment of
U.S. 101 (Ventura County line to Hollister Avenue
in the Goleta area), due to heavy congestion on
the northbound corridor between the Ventura
County line and Milpas Street. Therefore, this
additional analysis period was included in the
RTP.
U.S. 101 LOS Results Summary
South Coast
For the LOS analysis, the South Coast section of
U.S. 101 is defined as the corridor between the
Ventura County line and the Hollister Avenue/
Cathedral Oaks Road interchange in western Goleta.
In order to analyze U.S. 101 as a corridor, rather
than individual segments, the distances between
these segments were converted to lane miles.
Lane miles take into account the distance between interchange segments and the number of
lanes, by direction. For example, the distance
between the Bailard Avenue and Casitas Pass
Road interchanges in Carpinteria is 1.0 mile.
There are four lanes on U.S. 101 between these
two interchanges, therefore, there are 4.0 lane
miles on this freeway segment (2.0 lane miles
northbound and 2.0 lane miles southbound).
LOS was than calculated as a percentage of the
total lane miles for two U.S. 101 corridors; 1) between the Ventura County line and the Milpas
Street interchange, and 2) between the Milpas
Street interchange and the Winchester CanyonHollister Avenue interchange. The breakdown of
LOS by lane mile for the corridors north and south
of the Milpas Street interchange are summarized
in Figures 6.1 (A.M. peak hour) and 6.2 (P.M.
peak hour). The South Coast U.S. 101 freeway
segments that are currently operating at LOS E or
worse are summarized in Table 6.2.
As shown, most of the congested lane miles (i.e.
LOS D or worse) during the A.M. peak hour are on
the 2-lane segment between the Ventura County
line and the Milpas Street interchange in the
northbound direction. During the P.M. peak hour,
most of the congested lane miles are on the 2lane segment between the Ventura County line
and the Milpas Street interchange in the
southbound direction.

Table 6.2
Existing Deficient U.S. 101 Segments—
South Coast
A.M. Peak Hour
Northbound
• Evans Avenue to Milpas Street (9.0 lane miles)
Southbound
• Los Carneros Road to Fairview Avenue
(2.4 lane miles)
P.M. Peak Hour
Northbound
• La Cumbre Road-Hope Avenue to Las Positas
Road (3.6 lane miles)
Southbound
• Sheffield Drive to Milpas Street (3.8 lane miles)
• Mission Street to La Cumbre Road
(5.7 lane miles)

Gaviota Coast & North County
Through Gaviota, the Santa Ynez Valley and Santa
Maria, U.S. 101 is operating at LOS C or better,
with the exception of the northbound segment
between the Route 135-Broadway interchange
and the San Luis Obispo County line, which is
currently operating at LOS D.
Remaining State Highways Results Summary
Major state highways segments such as Route
135 in Santa Maria and Route 1 in Lompoc traverse urbanized areas. Operations on these major, multi-lane facilities are measured using intersection LOS methods, which will be discussed
below. However, the majority of the lane miles on
the additional state highways in the County are in
rural areas. Congestion on these facilities is
largely related to inter-regional commuting during
peak hours, such as Route 1 between Lompoc
and U.S. 101, Route 246 between the Lompoc
and Santa Ynez Valleys, Route 154, and Route
166 between Santa Maria and Guadalupe. Operations on these facilities are gauged using the
HCM LOS methodology for two-lane facilities.
Existing peak hour “hot spots” on the County’s
rural state highways are summarized below.
The Route 154 corridor between Route 246 and
Route 192 is currently operating at LOS E. The
primary determinant of operations on this area of
Route 154 is the amount of time spent following
slower moving vehicles. Given the mountainous
terrain, there are limited opportunities for operational improvements such as turnouts and pass-
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Figure 6.1
Existing (2005) A.M. Peak Hour Percentage Breakdown of LOS by Lane Mile
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Figure 6.2
Existing (2005) P.M. Peak Hour Breakdown of LOS by Lane Mile—South Coast U.S. 101 Corridor
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ing lanes. SBCAG and Caltrans have worked together in developing the Group I Operational Improvements on Route 154 to address congestion
and safety issues. Implementation of the Group I
Project has marginally improved the LOS, but
most areas continue to operate at LOS E-F. However, the project has created additional passing
opportunities for motorists to maneuver around
slower-moving vehicles, providing improved travel
times. Given the physical constraints, implementation of the Group I improvements, and the
scheduled implementation of the Group II improvements, a CMP deficiency plan has not been
required for Route 154.
State highway segments that are currently experiencing LOS D level congestion and are therefore
close to exceeding the CMP LOS standard are
outlined in Table 6.3. Each of these will continue

to be closely monitored through the annual conformance assessment of the CMP.
STATE HIGHWAY SYSTEM 2030 OPERATIONS—
U.S. 101
State highway travel volumes and levels of service for the 2030 Programmed and Planned scenarios are shown in the Appendix. Highway segments operating at unacceptable levels of service
(LOS E or worse) are shaded. The 2030 state
highway ADT and peak hour volumes used in this
analysis were generated from SBCAG’s TransCAD
Travel Model. Additional information on the
2030 traffic model forecasts is provided in Chapter 2.
A comparative breakdown of LOS by lane mile for
the corridors north and south of the Milpas Street

Table 6.3
Existing (2005) Two-Lane State Highways at LOS D
Facility

Location/Segment

Issue

Two-lane, rolling terrain segment heavily utilized by commuters
U.S. 101 Juncture near Gaviota returning to Lompoc from the South Coast in the evening. Limto Route 246 in Lompoc
ited opportunities to pass slower moving vehicles.
Route 1

Route 246

Carries approximately 1,000 P.M. peak hour trips. Volumes on
Clark Avenue in Orcutt to Cas- the upstream and downstream segments are much lower (300450 PHT). This is most likely related to traffic generated by the
malia Road near Guadalupe
golf course west of Solomon Road.
This 11-mile, rural segment is used by motorists commuting beRoute 1 in Lompoc to Domingos tween Santa Ynez and Lompoc during the P.M. peak hour.
There are limited passing opportunities for motorists to maneuver
Road (west of Buellton)
around slower-moving trucks and agricultural vehicles.

Route 192

The main factor in the poorer levels of service for these areas is
the unavailability of turnouts and passing lanes. These areas of
Hot Springs Road to Sheffield Route 192 are utilized by Mission Canyon and Montecito residents to and from commercial areas.
Drive

Route 154

North U.S. 101 Juncture to This 8-mile segment contains few passing lanes/turnouts. Approximately 10% of the traffic stream consists of trucks and RVs.
Route 246

Route 225

Segment is characterized by heavy southbound volumes originating from U.S. 101 destined towards the Hope Ranch and Mesa
Veronica Springs Road to Cliff
residential areas during the P.M. peak hour, resulting in long
Drive
queues from the all-way stop-sign controlled intersection at Cliff
Drive.

Route 166

P.M. peak hour volumes on this segment of Route 166 have increased 14-17% since 2001. This is most likely related to inRoute 1 in Guadalupe to creased commuting between Guadalupe and the City of Santa
Blosser Road in Santa Maria
Maria. Combined with limited passing opportunities and heavy
truck traffic, average speeds during the P.M. peak hour are declining on this segment of Route 166.

Ontare Road to Mountain Drive
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interchange for the Existing, 2030 Programmed,
and 2030 Planned scenarios for the A.M. peak
hour is provided in Figures 6.3 and 6.4. Similar
graphics for P.M. peak hour conditions are provided in Figures 6.5 and 6.6. Deficient (LOS E or
worse) segments under each of the 2030 Programmed and Planned scenarios are identified in
Table 6.4.

congestion on U.S. 101 between the Ventura
County line and Milpas Street would occur during
all of the daylight hours (7:00 A.M. to 7:00 P.M.)
in the southbound direction and between the
hours of 8:30 A.M. and 6:30 P.M. in the
northbound direction.

South Coast

Implementation of the short-term improvements
identified in the U.S. 101 Deficiency Plan and the
long-term improvements identified in the 101-InMotion package (HOV lane between the Ventura
County line and Milpas Street, commuter rail,
express bus, and TDM measures) would reduce
travel demand and increase capacity on the segment of U.S. 101 between the Ventura County
line and the Milpas Street interchange, as shown
in Figures 6.3 and 6.5. Furthermore, the peak
spreading phenomenon described above would
be reduced significantly on the corridor between
the Ventura County line and Milpas Street, with
minimal congestion confined to the one-hour
peak periods during the morning and evening.

2030 Programmed Scenario
The Milpas to Hot Springs Project would alleviate
the deficient segment of U.S. 101 between the
Milpas Street Cabrillo-Hot Springs interchanges.
However, as shown in Figure 6.3, overall congestion on the northbound segment of U.S. 101 between the Ventura County line and Milpas Street
will worsen during the A.M. peak hour, due to
forecast traffic growth. Over 85% of the total lane
miles on this segment will be deficient. North of
Milpas Street, there will be additional segments
operating at LOS D.
As shown in Table 6.4, the entire southbound
corridor between the Ventura County line and
Milpas Street will be congested (LOS D or worse)
during the P.M. peak hour under the 2030 Programmed scenario.
The peak hour LOS analysis does not account for
peak spreading and the duration of congestion
that is expected to occur throughout the day. In
the absence of major projects such as the commuter rail and freeway widening, the duration of

2030 Planned Scenario

North of the Milpas Street interchange, installation of auxiliary lanes and widening of U.S. 101 in
the Goleta area will add capacity to the freeway,
improving traffic flow and reducing congestion.
However, with the capacity improvements south
of Milpas Street, freeway segments and interchanges just north of Milpas Street would absorb
traffic flows within a shorter period of time, resulting in congestion during peak hours. Between
Milpas Street and Los Carneros Road, P.M. peak
hour volumes are forecast to increase 4%-14%

View Simulation of U.S. 101 With HOV Lanes in Carpinteria
Looking North Past Reynolds Avenue
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Figure 6.3
A.M. Peak Hour Comparison of LOS by Lane Mile for the South Coast Corridor of U.S. 101
Ventura County Line to Milpas Street
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Figure 6.4
A.M. Peak Hour Comparison of LOS by Lane Mile for the South Coast Corridor of U.S. 101
Milpas Street to Hollister Avenue
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Figure 6.5
P.M. Peak Hour Comparison of LOS by Lane Mile for the South Coast Corridor of U.S. 101
Ventura County Line to Milpas Street
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Figure 6.6
P.M. Peak Hour Comparison of LOS by Lane Mile for the South Coast Corridor of U.S. 101
Milpas Street to Hollister Avenue
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Table 6.4
Deficient U.S. 101 Segments on the South Coast
Year 2030 Programmed and Planned Scenarios
2030 PROGRAMMED
Northbound
Bailard Avenue to Milpas Street (25.0 lane miles)
Southbound
A.M. Peak Hour
• Los Carneros Road to Fairview Avenue (2.4 lane miles)

•

27.4 total lane miles deficient during the A.M. peak hour

P.M. Peak Hour

Northbound
• Casitas Pass Road to Santa Monica Road (2.2 lane miles)
• South Padaro Lane to Cabrillo Boulevard-Hot Springs Road (15.0 lane miles)
• Carrillo Street to La Cumbre Road-Hope Avenue (8.7 lane miles)
• Route 154-Calle Real to Turnpike Road (5.1 lane miles)
• Los Carneros Road to Hollister Avenue (6.4 lane miles)
Southbound
• Cabrillo Boulevard-Hot Springs Road to Ventura County line (22.2 lane miles)
• La Cumbre Road to Carrillo Street (8.7 lane miles)
• Patterson Road-Route 217 to Route 154-State Street (9.0 lane miles)
77.3 total lane miles deficient during the P.M. peak hour
2030 PLANNED
Southbound
La Cumbre Road to Las Positas Road (3.6 lane miles)

A.M. Peak Hour •

3.6 total lane miles deficient during the A.M. peak hour

P.M. Peak Hour

Northbound
• Milpas Street to Route 217 (25.8 lane miles)
Southbound
• San Ysidro Road to Sheffield Drive (3.0 lane miles)
• Route 217 to Carrillo Street (19.8 lane miles)
48.6 total lane miles deficient during the P.M. peak hour

under the Planned scenario versus the Programmed scenario. However, with additional
auxiliary lanes and the widening in the Goleta
area, the duration of congestion would be confined to the one-hour peak periods on the corridor north of Milpas Street.

(the Santa Maria Way interchange) are forecast to
increase 3-5% per year out to the Year 2030.
This will put a strain on this 4-lane facility, particularly in the southbound direction during the
A.M. peak hour and in the northbound direction
during the P.M. peak hour.

Gaviota & North County:

Table 6.5 shows the Year 2030 Programmed LOS
results for these rural segments of U.S. 101. As
shown, the following freeway segments will be
deficient in the northbound direction, according
to the CMP thresholds, under the Year 2030 Programmed scenario:

As a result of increased inter-regional commuting
between job sites in the South County and housing in the North County, traffic volumes on the
rural corridor of U.S. 101 between Goleta and the
southern area of the Santa Maria urbanized area
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Table 6.5
Year 2030 Programmed P.M. Peak Hour LOS on U.S. 101
Hollister Avenue Interchange to Santa Maria Way Interchange
Distance
(Miles)

Segment

•
•

LOS
NB

SB

Hollister-Las Cruces/Rte. 1

21.9

F

C

Las Cruces-Rte. 1-Santa Rosa Rd.

7.6

D

B

Santa Rosa Rd.-Rte. 154

6.2

C

B

Rte. 154-Los Alamos/Rte. 135

8.3

E

C

Los Alamos/Rte. 135-Clark Ave.

10.8

F

C

Clark Ave.-Santa Maria Way

2.2

F

D

43.8 lane miles between the Hollister Avenue/Cathedral Oaks and Las Cruces/Route 1
interchanges;
42.6 lane miles between the Route 154 East
Jct. and Santa Maria Way interchanges.

Implementation of the planned projects would
not eliminate the deficiencies to these segments
of U.S. 101. Interregional transit service, such as
the Clean Air Express, can provide some congestion relief to this area. However, in the absence
of major improvements and continued jobs-

housing imbalance between the North and South
County, this segment is expected to remain deficient. This area of U.S. 101 will continue to be
monitored through the annual CMP Conformance
Assessment. A more detailed improvement plan
for this corridor may be necessary to identify potential improvements and/or additional alternative transportation options for North-to-South
County commuters.
Traffic volumes are forecast to increase 2-3% per
year within the Santa Maria urbanized area. Fig-

Figure 6.7
Breakdown of LOS by Lane Mile for U.S. 101 in the Santa Maria Urbanized Area
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ure 6.7 is a comparative graphic showing the
percentage of total lane miles at specific LOS
between the existing 2005 scenario and the
year 2030 Programmed and Planned scenarios.
As shown, full implementation of the programmed and planned projects, particularly the
widening of U.S. 101 over the Santa Maria
bridge and the new McCoy interchange would
improve circulation and further reduce congestion on U.S. 101.
Remaining State Highways Results Summary
The P.M. peak hour LOS analysis for the remaining multi-lane and two-lane state highway segments are provided in the Appendix.
As shown, the two-lane segments of State
Routes 1, 154, and 166 are forecast to operate
at LOS E or worse under the 2030 Programmed
scenario.
The rural two-lane segments of
Routes 1 and 154 traverse through rolling and
mountainous terrain which, therefore, make
capacity improvements difficult to implement.
The primary determinant of LOS on these rural
two-lane highways is the amount of time spent
following slower moving vehicles. Three projects
would provide additional passing opportunities
for motorists to maneuver around slower moving
vehicles; the Route 1 Las Cruces to Lompoc project (planned), the Route 154 Group II Operational Improvements (programmed), and the
Route 166 Safety Improvements (Blosser Road
to Route 1).
In addition, the two-lane segment of Route 246
between the east Junction of Route 1 in Lompoc
and Domingos Road in Buellton is forecast to
operate at LOS E. Implementation of the
planned Route 246 Project would widen this
segment to four lanes. The additional capacity
would significantly reduce congestion on this
segment.
INTERSECTION ANALYSIS
The CMP is required to monitor operations on
the County’s major interregional urban arterials.
The CMP performance measure used to gauge
operations on the these facilities is intersection
level of service during the P.M. peak hour, using
the Intersection Capacity Utilization (ICU) methodology. The CMP network monitors all signalized state highway interchange intersections, as
well as intersections on major urban streets
such as Betteravia Road in Santa Maria, Hollis-

ter Avenue in Goleta, and State Street in Santa
Barbara. There are currently 115 intersections
on the CMP network. A list of these and historical LOS is contained in the Appendix.
The effects of the RTP can be assessed by comparing intersection LOS for each of the Year
2030 scenarios: No Build, Programmed and
Planned. Many of the CMP intersections, particularly those with recently completed capacity
improvements and those within “built out” urbanized areas where traffic volumes are not
expected to increase significantly, were excluded
from the analysis, as these locations would be
expected to absorb future travel demand and
still retain an acceptable LOS. Intersections that
have operated at LOS C or worse within the last
five years were included in the analysis, resulting in a total of 41 intersections. P.M. peak hour
volumes for these intersections were calculated
using growth factors developed from SBCAG’s
traffic model forecasts.
The RTP’s programmed and planned projects
would involve re-design of lane geometry at
some intersections. A table outlining the specific geometric improvements that were assumed to be in place for the 2030 Programmed
and 2030 Planned scenarios is included in the
Appendix.
Year 2030 intersection LOS was calculated using the forecasted P.M. peak hour turning movement volumes and the ICU methodology. The
relative benefits of the programmed and
planned projects for the selected intersections
are shown in Figure 6.8. The LOS results for
each of the 41 intersections are summarized in
Tables 6.7 and 6.8.
As shown, the RTP’s programmed and planned
projects will provide improved operations at major intersections in the County, particularly along
the State Route 135-Broadway corridor at Stowell Road, Betteravia Road, Skyway DriveLakeview Road, and Foster Road. As shown in
Table 6.8, LOS at the Las Positas/U.S. 101 interchange intersections will improve, however, LOS
at the Mission Street, Castillo Street, and Garden Street interchanges degrades under the
2030 Planned scenario. This can most likely be
attributed to increased travel demand on U.S.
101 and ramp intersections as a result of the
planned capacity improvements between the
Ventura County line and Milpas Street, and auxiliary lanes and widening between Milpas Street
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Figure 6.8
2030 Intersection LOS Summary
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Table 6.7
North County Intersection LOS
Intersection

V/C / LOS
Existing

2030 No Build

2030 Programmed

2030 Planned

Foster Rd. / SR 135

0.77/C

1.24/F

0.81/D

0.77/C

Lakeview Ave.-Skyway Dr. / SR 135

0.75/C

0.98/E

0.86/D

0.86/D

Bradley Rd. / Foster Rd.

0.51/A

0.57/A

0.51/A

0.52/A

Betteravia Rd. / 101 NB Ramps

0.56/A

0.69/B

0.81/D

0.46/A *

Bradley Rd.-College Dr./Santa Maria Way

0.64/B

0.81/D

0.81/D

0.69/B *

Blosser Rd. / Main St.-SR 166

0.72/C

1.00/E

1.02/F

0.99/E

Betteravia Rd. / Broadway-SR 135

0.70/B

0.91/E

0.86/D

0.83/D

Miller St. / Betteravia Rd.

0.65/B

0.69/B

0.69/B

0.68/B

Betteravia Rd. / 101 SB Ramps

0.50/A

0.50/A

0.51/A

0.56/A

Stowell Rd. / Broadway-SR 135

0.80/C

0.92/E

0.86/D

0.76/C

Miller St. / Main St.-SR 166

0.79/C

1.16/F

1.18/F

1.02/F

Bradley Rd. / Stowell Rd.

0.72/C

0.91/E

0.84/D

0.79/C

0.73/C

1.07/F

1.06/F

1.16/F *

Mission Dr.-SR 246 / Alamo Pintado Rd.

0.81/D

1.26/F

1.25/F

1.11/F

Mission Dr.-SR 246 / Alisal Rd.

0.69/B

1.06/F

1.02/F

0.90/D

County of Santa Barbara

City of Santa Maria

City of Lompoc
Central Ave. / H St.-SR 1
City of Solvang

* Assumes future improvement.
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Table 6.8
South Coast Intersection LOS
Intersection

V/C / LOS
Existing

2030 No Build

2030 Programmed

2030 Planned

Turnpike Rd. / Hollister Ave.

0.61/B

0.73/C

0.74/C

0.85/D

Turnpike Rd. / 101 SB Ramps

0.62/A

0.84/D

0.84/D

0.76/C

Turnpike Rd. / 101 NB Ramps

0.69/B

0.83/D

0.78/C

0.78/C

Hollister Ave. / Storke Rd.

0.79/C

0.96/E

0.94/E

0.95/E

Storke Rd. / 101 NB Ramps-Calle Real

0.66/B

0.70/B

0.69/B

0.71/C

Fairview Ave. / 101 NB Ramps

0.61/B

0.87/D

0.88/D

0.94/E

Los Carneros Rd. / 101 SB Ramps

0.69/B

0.89/D

0.94/E

0.90/D *

Hollister Ave. / Rte. 217 SB Ramps

0.77/C

0.95/E

n/a / C **

n/a / C **

Fairview Ave. / Hollister Ave.

0.60/A

0.87/D

0.89/D

0.87/D

Patterson Rd. / Hollister Ave.

0.69/B

0.93/E

0.99/E

0.94/E

Fairview Ave. / Calle Real

0.81/D

1.07/F

1.07/F

0.98/E

Patterson Rd. / 101 NB Ramps

0.72/C

0.76/C

0.75/C

0.78/C

Patterson Rd. / 101 SB Ramps

0.84/D

0.96/E

0.93/E

0.89/D

Las Positas Rd. / 101 SB Ramps

0.71/C

0.87/D

0.92/E

0.69/B *

Las Positas Rd. / State St.

0.72/C

0.91/E

0.91/E

0.89/D

101 NB On Ramp-Earl Warren / Calle Real

0.71/C

0.95/E

0.95/E

0.80/C

Las Positas Rd. / 101 NB Off-Calle Real

0.81/D

0.91/E

0.92/E

0.86/D

Mission St. / 101 NB Ramps

0.76/C

0.82/D

0.81/D

0.80/C

Mission St. / 101 SB Ramps

1.13/F

1.13/F

1.16/F

1.19/F

Carrillo St. / 101 SB Ramps

0.63/B

0.77/C

0.78/C

0.78/C

Carrillo St. / 101 NB Ramps

0.72/C

0.83/D

0.84/D

0.80/C

Castillo St. / Montecito St.

0.79/C

0.93/E

0.90/D

0.92/E

Castillo St. / Rte. 101 NB Ramps-Haley St.

0.76/C

0.95/E

0.94/E

1.01/F

Castillo St. / Rte. 101 SB Ramps

0.62/B

0.91/E

0.89/D

0.92/E

Garden St. / 101 SB Ramps

0.57/A

0.69/B

0.71/C

0.77/C

Garden St. / 101 NB Ramps

0.79/C

0.91/E

0.91/E

0.97/E

County of Santa Barbara

City of Goleta

City of Santa Barbara

* Assumes future improvement.
** Future roundabout intersection, ICU method not applicable. LOS according to Goleta General Plan 2030
Forecast Report (Dowling Assoc., December 2005).
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ENVIRONMENTAL JUSTICE AND THE 2006
REGIONAL TRANSPORTATION PLAN
This section addresses environmental justice.
The intent of the environmental justice directives
from the federal government is to ensure that
traditionally underrepresented groups are engaged in the transportation planning process,
and to ensure that in making transportation investment decisions, there are no disparate negative impacts borne by low-income or minority
populations.
PUBLIC INVOLVEMENT

SBCAG consistently attempts to solicit broad
community involvement in the development of its
plans and policies. SBCAG follows Public Participation Procedures, adopted on November 10,
1994 and updated in March 2002, that attempt
to ensure participation in the transportation planning and programming process by all citizens in
the region, regardless of income or ethnicity. Public information and public involvement are fundamental elements of SBCAG's operating procedures. SBCAG recognizes the need to get the
community's involvement in the development of
plans and policies as early as possible in the development process. Early involvement ensures
that the plans and policies considered for adopting incorporate, to the extent possible, the views
of the community and its organizations. To do
this, SBCAG relies on meetings with community
organizations, including organizations representing minority and low-income groups; the use of ad
hoc advisory groups; noticed public workshops;
public hearings; and, news releases to the media.
SBCAG's Social Service Transportation Advisory
Council (SSTAC) is a standing committee that

addresses transit needs and accessibility issues.
This advisory group meets through-out the year
and includes representatives specifically selected
for their involvement with organizations that represent low-income, elderly, or disabled members
of the community, as well as transit users themselves.
SBCAG maintains two subcommittees of the
Board of Directors, known as “Subregional planning committees”, one for the South Coast and
the other for North County. These committees
were established in 1998 in recognition of the
fact that many issues are unique to one part of
the county or the other. The sub regional committees allow for focused discussion and consensus
building on these issues and provide a forum for
addressing public input. SBCAG also plays an
active role in the Caltrans public outreach efforts
developing the updates to the Transportation
Concept Reports.
All SBCAG Board and committee meetings are
public meetings held in facilities that are accessible to people with disabilities. The SBCAG Board
meetings are held on a monthly rotating basis
between Santa Barbara and Santa Maria to maximize the ability of input from citizens who cannot
travel distances to attend meetings. Agendas are
sent to SBCAG's e-mail and mailing list, which
includes identified community groups throughout
the region that could conceivably be impacted by
SBCAG' plans and policies, as well as being
posted on the SBCAG web site. Board meetings
are televised on Public Access TV. Persons may
address the SBCAG Board either in person or by
using the remote video testimony. In compliance
with the Americans with Disabilities Act, individuals needing special accommodations to participate in the meeting are accommodated if they
contact SBCAG at least three working days prior
to the scheduled meeting. In addition, Spanish
language interpretation is provided upon request.
DEMOGRAPHIC PROFILE
To conduct an equity analysis for the 2006 RTP,
the location of low-income and minority communities in the region have been geographically defined. The geographic unit of definition for mapping purposes is based on Census Blocks and
Traffic Analysis Zones (TAZ). The TAZs were developed for SBCAG's Traffic Model. Map 6.1 presents a graphic display of the population density
in Santa Barbara County within the TAZs. Table
6.8 presents the household density in each re-
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gion. The equity analysis considers multiple data
sets from Census 2000. In addition to defining
the minority population location, the concentration of poverty or low income, transit and employment concentrations are also geographically located for further equity analysis.
Minorities
In Santa Barbara County there are four predominant minority racial groups: American Indian,
Asian American, Black, and Hispanic. The Hispanic population is part of another minority
group. Table 6.9 presents the population and
percentage each group constitutes as a component of the County's population.
Minority groups are defined in the EJ guidance as
the following:

American Indian – a person having origins in any
of the original peoples of North America and who
maintains a cultural identification through tribal
affiliation or community recognition.
Asian American – a person having origins in
any of the original peoples of the Far East,
Southeast Asia, the Indian subcontinent or the
Pacific Islands.
Black – a person having origins in any of the
black racial groups of Africa.
Hispanic – a person of Mexican, Puerto Rican,
Cuban, Central or South America or other
Spanish culture or origin, regardless of race.

Map 6.1 SANTA BARBARA COUNTY TOTAL POPULATION DENSITY, 2000
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Table 6.8
Santa Barbara County Household Density—Year 2000

Area

Land Area, Sq. Miles
(Populated Areas Only)

Total
Households

Household
Density
(Households/
Sq. Mile)

City of Santa Barbara
City of Carpinteria
Unincorporated South Coast
Total South Coast

18.8
2.2
71.3
92.3

35,310
5,425
32,850
73,585

1,878
2,466
461
797

City of Santa Maria
City of Guadalupe
Unincorporated Santa Maria Valley
Total Santa Maria Valley

13.7
0.9
12.8
27.4

22,771
1,704
12,196
36,671

1,662
1,893
953
1,338

City of Lompoc
Unincorporated Lompoc Valley
Total Lompoc Valley

9.7
3.3
13.0

13,832
7,000
20,832

1,426
2,121
1,602

City of Buellton
City of Solvang
Unincorporated Santa Ynez Valley
Total Santa Ynez Valley

1.1
1.9
6.2
9.2

1,497
2,060
4,191
7,748

1,361
1,084
676
842

Cuyama/New Cuyama

0.2

470

2,350

142.1

139,306

980

Totals, Populated Areas
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Map 6.3 South Coast Concentrations of Minority Population

Map 6.4 South Coast Concentrations of Minority Population
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Map 6.5 Santa Maria and Guadalupe Valley Concentrations of Minority Population

Map 6.6 Lompoc Valley Concentrations of Minority Population

CHAPTER 6 - HOW VISION 2030 WILL PERFORM: 6 - 22

Map 6.7 Santa Ynez Valley Concentrations of Minority Populations

Map 6.8 South Coast Concentrations of Poverty
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Map 6.9 Lompoc Valley Concentration of Poverty

Map 6.10 Santa Ynez Valley Concentrations of Poverty
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Map 6.11 Santa Maria and Guadalupe Valley Concentrations of Poverty

CHAPTER 6 - HOW VISION 2030 WILL PERFORM: 6 - 25

Table 6.9 RATIO OF INCOME TO POVERTY LEVEL
Persons Per Level, Santa Barbara County
Area

% Total

.50
to .99

%
Total

1.00
to
1.49

%
Total

1.50 to
1.99

%
Total

4,688

36.0%

5,920

51.8%

8,634

57.5%

7,177

55.9%

57,116

44.4%

381

2.9%

421

3.7%

1,561

10.4%

1,072

8.4%

10,122

7.9%

7,943

61.0%

5,097

44.6%

4,822

32.1%

4,580

35.7%

61,522

47.8%

13,012

100.0%

11,438

100.0
%

15,017

100.0
%

12,829

100.0
%

128,760

100.0
%

Under .50

City of Santa
Barbara
City of Carpinteria
Unincorporated
South Coast
Total South
Coast
Subregion's Percent of Total
City of Santa
Maria

55.2%

48.9%

51.1%

2.00 and
Over

47.6%

%
Total

53.7%

4,063

79.2%

6,109

77.7%

6,668

68.9%

6,910

69.2%

36,132

54.8%

City of Guadalupe

555

10.8%

820

10.4%

1,190

12.3%

1,044

10.4%

2,466

3.7%

Unincorporated
Santa Maria Area

515

10.0%

934

11.9%

1,819

18.8%

2,037

20.4%

27,367

41.5%

5,133

100.0%

7,863

100.0
%

9,677

100.0
%

9,991

100.0
%

65,965

100.0
%

Total Santa Maria
Area
Subregion's Percent of Total
City of Lompoc

21.8%

32.9%

37.1%

2,995

91.1%

3,275

86.9%

2,716

2,386

50.0%

139

4.2%

387

10.3%

70

2.4%

127

0.4%

Vandenberg Village

104

2.2%

153

4.7%

107

2.8%

149

5.1%

5,453

18.6%

Remaining Unincorp. Lompoc
Area.

368

7.7%

740

22.5%

1,238

32.8%

2,013

68.6%

14,735

50.3%

4,770

100%

3,287

100%

3,769

100%

2,935

100%

29,308

100%

Total Lompoc
Area
Subregion's Percent of Total

20.2%

14.0%

12.8%

92.5%

27.5%

47.8%

Mission Hills

2,280

33.6%

23,728

10.9%

81.0%

12.2%

City of Solvang

167

26%

265

33%

235

26%

212

18%

3,712

24%

City of Buellton

166

26%

222

27%

202

22%

96

8%

2,804

18%

Unincorporated
Santa Ynez Valley

312

48%

324

40%

484

53%

882

74%

9,036

58%

Total Santa Ynez
Valley Area

645

100%

811

100%

921

100%

100%

15,552

100%

Subregion's Percent of Total
Total, Region

2.7%
23,560

100%

3.5%
23,399

100%

1,190

3.1%
29,384

100%

4.4%
26,945

100%

6.5%
239,585

Source: 1990 Census
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100%

Santa Maria have the highest percentage of
transportation dependent residents. These individuals are likely to also be reliant on bicycling
or walking for their shopping and work transportation needs.

Table 6.10 presents the 2000 Census information on the number of households and persons
in each region with no available automobile.
The number of farm workers employed in agriculture in the various regions within the county
is portrayed in Table 6.11. The South Coast and

Table 6.10 HOUSEHOLDS AND PERSONS WITH NO AUTOMOBILE AVAILABLE
2000
Average
Persons/
Household

2000
Total
Households

2000
Total
Population

City of Santa Barbara

35,605

89,600

3,391

9.5%

2.5

8,376

City of Carpinteria

4,989

14,194

335

6.7%

2.8

945

6.7%

Unincorporated South Coast

33,132

97,208

1,758

5.3%

2.6

4,571

4.7%

Total South Coast

73,726

201,002

5,484

7.4%

2.6

13,891

6.9%

City of Santa Maria

22,146

77,423

1,895

8.6%

3.4

6,443

8.3%

City of Guadalupe
Unincorporated Santa Maria
Valley

1,414

5,659

130

9.2%

4.0

520

9.2%

11,793

33,754

357

3.0%

2.3

821

2.4%

Total Santa Maria Valley

35,353

116,836

2,382

6.7%

3.2

7,784

6.7%

City of Lompoc
Unincorporated Lompoc Valley

13,059

41,103

982

7.5%

2.9

2,828

6.9%

5,828

17,198

132

2.3%

2.9

376

2.2%

Total Lompoc Valley

18,887

58,301

1,114

5.9%

2.9

3,204

5.5%

City of Buellton

1,433

3,828

62

4.3%

2.7

166

4.3%

City of Solvang
Unincorporated Santa Ynez
Valley

2,185

5,332

140

6.4%

2.4

332

6.2%

4,637

12,699

147

3.2%

2.7

394

3.1%

Total Santa Ynez Valley

8,255

21,859

349

4.2%

2.6

891

4.1%

Area

2000 Households with
No Automobile Available
Number
Percent
of Total

2000 Persons with
No Automobile Available
Number
Percent
of Total

9.3%

Cuyama/New Cuyama

462

1,349

30

6.5%

2.8

84

6.2%

Totals, Populated Areas

136,683

399,347

9,359

6.8%

NA

25,855

6.5%

Source: 2000 Census Analysis of Journey to Work Information

Table 6.11 FARMWORKERS EMPLOYMENT IN AGRICULTURE, Santa Barbara County
Area

Number of Workers

Percentage of Total Employment

South Coast

4,181

3.4

Santa Maria

5,751

11.6

Lompoc

1,211

4

Santa Ynez Valley

1,232

10.9

Total

12,375

5.8

Source: 1990 Census Standard Tape File Three
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EQUITY ANALYSIS
The intent of the equity analysis if any of the RTP
alternatives would have the potential to place a
disproportional high negative impact upon traditionally underrepresented populations or person
of low-income. The qualitative analyses examined the impact of the MTP alternatives on: accessibility, congestion, and equity in funding priorities, traffic safety, noise, and air quality.
As SBCAG travel modeling capabilities for forecasting purposes are updated, mobility (as measured by the travel time between origins and desti-

nations) and accessibility (as defined by the number of opportunities accessible within a specified
amount of time) offered through the proposed
alternatives can be quantitatively assessed. The
following Maps 6-12 to 6-16 portray the transit
system and employment concentrations throughout the county.

Map 6.12 South Coast Transit and Concentrations of Employment
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Table 6.12 SANTA BARBARA COUNTY POPULATION BY RACE
Race

All Ages

18 Years and over

Number

Percent

Number

Percent

227,083

56.9%

186,236

62.1%

8,385

2.1%

6,501

2.2%

136,668

34.2%

86,868

29.0%

American Indian

2,135

0.5%

1,550

0.5%

All Other

25,076

6.3%

18,690

6.2%

Total

399,347

100.0%

299,845

100.0%

Caucasian
African American
Hispanic or Latino (of any race)

Source: 2000 Census

Map 6.2 indicates areas with concentrations of
Hispanic population. Use of the map will aid in
identifying impacts and potential project level
displacement issues, as well as in identifying locations needing transit to serve these populations. Maps 6.3 through 6.7 show the concentrations of the racial groups including Black, American Indian, Asian, Hawaiian and Other combined.
In some areas, where the geographical level of
analysis is large, the minority indicators can be
somewhat scattered. For example, the Santa
Ynez Indian reservation does not show the relative concentration of American Indians but rather
scatters their location across a larger area surrounding the reservation.

future transportation investments are equitable.
Various indicators of the number and location of
low-income persons are presented below. Table
6.12 presents Census information the ratio of
income to poverty level for Santa Barbara County.
According to Census data approximately 94,000
persons countywide are at or below poverty. Note
that in the South Coast, there is a large proportion of lower income students that may skew this
data. In addition, the Census information for
those persons below the poverty level is mapped
for each region of the county. Each dot on the
map represents a family in living at or below the
poverty level.

Minority Threshold: In identifying the minority
communities within the Santa Barbara County
region, 2000 Census data for ethnic groups has
been used. The threshold for including a census
tract as one with a predominant minority population is: a concentration of one or more minority
populations where the minority population as a
whole constitutes 50% in a given census tract, or
where a significant proportion of one minority
group in a census tract exceeds the average for
that group in the region Map 6.2.
Low-Income
Persons of limited financial means are more
likely to be transit-dependent or rely on bicycling
or walking as their principal means of transportation. It is important that their transportation accessibility issues be addressed to ensure that
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Map 6.2
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Map 6.13 South Coast Transit Routes and Concentrations of Employment

Map 6.14 Lompoc Valley Transit and Concentration of Employment
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Map 6.15 Santa Ynez Valley Transit and Concentrations of Employment

Map 6.16 Santa Maria and Guadalupe Valley Transit and Concentrations of Employment
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1. Accessibility
a. Transit Accessibility
Transit accessibility opportunities are identified
by trips to employment centers by vehicle within
15 minutes or by transit within 30 minutes. However, given the high commute component to jobs
in the South Coast from the North County and
Ventura County, use of this measurement results
in a limited assessment of job accessibility. Accessibility of major employment opportunities,
shopping, schools and medical facilities to the
transit system, is defined as a ¼ mile walk distance to the nearest bus stop
Each transit entity has developed a Short Range
Transit Plan or Transit Development Plan that
identifies the route coverage in relation to populations of low income and minority groups. The
existing transit service routing provided by the
transit entities in the region has been examined
in relation to the distribution of identified minority
concentrations. The current service in each region appears to offer access within the specified
distance to minority populations.
The RTP includes projects that will allow expansion of the transit service including more frequent
service, new routes and route extensions on the
South Coast (the South Coast Transit Plan Priorities), which will provide for increased accessibility
to job opportunities, shopping, and social services in the region.
The disabled and elderly have special needs related to transit access. This component of the
population tends to have lower household income than the median. Identifying the transit
accessibility needs of this segment of the population is a responsibility of SBCAG's Santa Barbara
County Transit Advisory Committee. The committees prepare input into SBCAG's Unmet Transit
Needs Hearing process annually and address
challenging transit issues throughout the year.
Over the course of the last few unmet transit
needs assessments prepared by SBCAG, a variety
of transit policy issues have been raised by transit dependent individuals or representatives of
these user group. These issues include the need
for intercommunity transit service in northern
Santa Barbara County, need for transit to address
transportation needs of farmworkers to agricultural areas surrounding urbanized areas, earlier

and later transit service hours, and the allocation
of funding between transit and streets and roads.
The annual transit needs assessment reports
document these discussions and findings by the
SBCAG policy board. Over the course of the RTP
planning horizon, this financial assessment assumes a transition of TDA funds from streets and
roads to transit given the forecast population
growth and increasing transit demands associated with lower income populations that are more
concentrated in northern Santa Barbara County.
However, as described in Chapter 5 there is an
expectation of transit service expansion beyond
the expected revenues projected for transit services. The recently completed North County Trasit Plan describes the increasing interconnectivity
among north County communities and the evolving roles of regional transit to serve the needs of
these communities. The renewal of Measure D
will play a critical role in addressing funding to
maintain and enhance regional transit services.
Pedestrian and Bicycle Accessibility
Pedestrian and bicycle facilities are used by lowincome persons, the elderly (pedestrian facilities),
youth environmentally sensitive persons and for
recreation by all. Freeway overcrossings, when
originally constructed, had minimal or no accommodation for pedestrians and bicycle and when
Route 101 was constructed through the South
Coast, it split the communities, leaving few access points across the freeway. The MTP includes
projects to ensure the pedestrian and bikeway
environment is enhanced and expanded with a
focus on safety and travel continuity. Bicycle and
pedestrian projects included in the RTP will alleviate deficiencies that have been identified in the
Regional Bikeway Plan.
2. Congestion
SBCAG's traffic modeling estimated traffic volumes on highways and other major arterials in
the region. The results are presented earlier in
the Chapter. With the roadway modifications
specified in the planned scenario, there continue
to be areas where there are operating deficiencies with low level of service and projected congestion.
SBCAG's Regional Growth Forecast (2000 –
2030) projects population changes in the region,
but does not detail future changes in the ethnicity
or economic components within each sub-region.
Thus, it is not possible to quantify the specific
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impacts of the planned improvements by ethnic
or income group; rather, the improvements are
assumed to benefit all segments of the population, and in particular, all workers commuting to
work during the peak traffic congestion periods
regardless of ethnicity or income level.
3. Equity in funding Priorities
Expenditures by Mode
Over the 25 year future of the RTP, $3.9 billion
will be invested in the transportation system.
These investments include bicycle and pedestrian facilities, rail improvements, streets and
roads enhancements, highway projects, systems
improvements, including intelligent transportation systems and transportation demand management programs and enhanced transit service.
Overall, the program of projects provides for a
multi-modal transportation system, showing a
diverse program of projects similar to the 2004
MTP. The RTP program of projects, shows a similar transit share at 30% and streets and roads
projects decrease from 67% to 24%. The decrease is due to Highway projects now being a
stand alone category at 23% of the share. ITS
and TDM accounts for 1.6% of the projects, compared to 1% in 2004. Although bicycle and pedestrian facilities decreased from 2% to 1.5%, it
is worth noting that although there are Class II
and III bicycle facilities developed during streets
and roads projects, those projects are only
counted as streets and roads and not given additional accounting as bicycle facilities.
The importance of the reauthorization of Measure
D can be seen in Table 6.13, in which the program of projects would be under funded by over
$887 million without the continuation of Measure
D. These funds have made it possible to pursue
a more diverse program of projects while ensuring the safety and maintenance of the current
transportation system. Measure D renewal will
improve and enhance alternative transportation
systems that serve significant numbers of lowincome, elderly and disabled, in addition to providing congestion relief through capturing the
commuter and choice rider transit market and
the bicycling community.
5. Safety/Risk of Upset
The RTP EIR evaluated the impact of implementa-

tion of the RTP on safety and risk of upset. The
EIR found that all planned RTP roadway projects
would likely increase road safety. However, two
types of safety and risk of upset impacts could
result from project implementation: impacts to
emergency response capability and exposure of
populations to hazardous materials. The specific
projects that may result in risk of upset or safety
risk included all road and bridge widenings and
new interchanges on hazardous materials transport routes. All impacts were identified as temporary construction impacts, and are not anticipated to differentially expose any segment of the
community disproportionately. In the long term,
all projects were determined to improve road
safety and potential for upset.
The EIR document also found that the projects
included in the RTP would facilitate improved
emergency response, and because of this there
would be beneficial impact to safety and risk of
upsets. However, short-term lane and road closures during project construction could temporarily disrupt emergency response, found to be a
Class II impact (significant but mitigable). The EIR
poses mitigation measures which if implemented
would mitigate these impacts.
The second type of impact found was exposure to
hazardous material used during roadway or project construction. The EIR found these impacts to
be adverse, but less than significant (Class III
impacts). The EIR also found that new or expanded facilities included RTP would generally
improve roadway safety for hazardous materials
transport. (Identified as Class II, significant but
mitigable).
Airport Safety.
One airport in the region, Santa Ynez Airport, is
located near a concentration of Chumash Indians
residing on the Chumash Reservation. The Casino, and residences located on the Reservation
lie directly under the flight pattern, subject to aircraft overflight, and thus safety concerns. The
Chumash Tribal Council is in the process of expanding the Casino, which will attract additional
concentrations of people. SBCAG has notified the
Chumash Tribal Council of the safety concerns
posed by the increased population density within
the safety zone which would result from the expansion; a land use inconsistent with the Airport
Land Use Plan. In turn, the Chumash Tribal Coun-
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cil has indicated its concern over the resident's
safety risk and noise impact related to low flying
aircraft taking off from the airport. The only project in the RTP for the Santa Ynez Airport that
would impact the Reservation is the 500-foot
extension of the runway, planned in the long term
to improve the safety of the takeoffs and landings, could result in the ability of larger aircraft to
use the airport. The State Department of Aeronautics has reviewed the planned 500-foot runway extension project, and has found that the
extension meets design standards and will enhance safety and operation of the airport (there
have been four accidents at the airport since
1989) for all residents in the vicinity. The airport
will remain a public use, general aviation facility,
with no commercial jet service (small private jets
currently use the facility), and no changes in airport operation are planned.
6. Noise
The 1999 RTP EIR evaluated the noise impacts
associated with implementation of the RTP and
its alternatives. The EIR found short-term Class II
(significant, but mitigable) impacts would result
from construction activity associated with road,
bike, rail, and airport projects. Project construction would create temporary noise level increases
in discreet locations throughout the County over
the life of the MTP. Mitigation measures are proposed to reduce this level to less than significant.
Various projects could potentially expose sensitive receptors to noise in excess of normally acceptable levels. This Class II impact is also mitiga-

ble with the measures proposed in the EIR. None
of the projects were identified as impacting a
select population of residents, but rather the
population of residents in general residing within
proximity of the projects, particularly those located on Route 101, 135 and 166, where existing traffic along the corridor already generates
noise in excess of 65 dBA CNEL (the “normally
acceptable” noise environment is 60 dBA CNEL
exposure for single family dwellings, and 65 dBA
CNEL for multi-family residences).
Projects planned for the airports in the region do
not result in changed use of any of the airports
such that larger aircraft would be routinely accommodated. The Santa Barbara Municipal Airport and the Santa Maria Public Airport support
commercial and general aviation activities. Noise
generated at these airports is audible in the surrounding communities, but does not selectively
impact any population component disproportionately. To the extent possible, the Airport Land Use
Plan influences the development of lands surrounding the airport to ensure the noise levels
remain at acceptable levels for the various uses.
The remaining airports in the region are general
aviation airports with little commercial traffic.
While there is much less noise generated at
these airports, the flight operations have impact
on nearby residential areas because of their location.
The only identified disproportionate impact borne
by a minority population as a result of aircraft
operations occurs in the Santa Ynez Valley, with
the close proximity of the Santa Ynez Valley Air-

Table 6.13 SUMMARY OF PROGRAM OF PROJECTS—COSTS AND REVENUES (1,000’s)
Transportation Mode
Projected ProProjected Program Revenues
gram Costs
With Measure D
With Measure D
through 2010
through 2030
Bicycle & Pedestrian
$60,026
$21,145
$96,779
Highways

$933,859

$1,411,147

$1,689,647

ITS/TDM

$64,920

$19,540

$49,513

Rail

$752,200

$700

$180,700

Streets and Roads

$965,342

$574,356

$977,116

Transit

$1,213,877

$1,075,218

$1,345,011

Total

$3,990,224

$3,102,438

$4,338,766

($887,786)

$348,542

Balance
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port to the Chumash Indian Reservation. Two
hundred Chumash live on the reservation. As
noted earlier, both the residences and the Casino
are subject to aircraft overflight. Aircraft noise at
the Santa Ynez Airport has been a continuing
problem at the airport. Noise abatement operations have been imposed by the County of Santa
Barbara in response to complaints lodged by the
residents of Janin Acres to the north and residents to the west of the airport. Aircraft are directed to avoid the north and west areas after
takeoff, keeping instead over sparsely populated
agricultural land to the south of the airport to
minimize takeoff noise to residents between
Santa Ynez and Solvang. Given the close proximity of the reservation, however, there is no way
for aircraft to avoid overflight either in landing or
takeoff, as the reservation lies directly under the
flight path. However, the noise intrusion, even at
this proximity, is at a lower level than CNEL 65,
the criteria used in determining impact and compatible land uses. At this level, the noise is considered more an irritant or nuisance (particularly
in an otherwise quiet environment) than a health
concern. None of the projects planned in the RTP
for this airport will result in changed operating
conditions.

bers of the population. However, within the population sensitive receptors are subject to greater
potential health impacts from ozone exposure.
Sensitive receptors include the frail elderly and
young members of the population, and those with
respiratory illnesses.

Helicopter flights occur throughout the County,
typically following the major primary arterials.
While the noise exposure from the operations is
annoying, the low frequency of these flights, and
the short duration of the operation do not significantly affect average daily noise levels anywhere
in the County, and there is no disproportionate
impact to any population component.
7. Air Quality
As more fully discussed in Appendix Y, the entire
region is currently an Ozone Nonattainment Area,
although the air quality is improving, and the
Santa Barbara County Air Pollution Control District is formally pursuing a designation change to
an Ozone Attainment Area. The region is in violation of the state's ozone standards. The Conformity Assessment included in Chapter 8 evaluates
the impact of implementation of the MTP on the
region's air quality, and has determined that the
projects included within the MTP will not affect
the region's ability to maintain the federal ozone
standards.
Ozone is a regional pollution, and as such, exposure to ozone levels is borne equally by all mem-
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