AMENDED NOTICE OF SPECIAL MEETINGS OF THE SACRAMENTO CITY COUNCIL
REGARDING JOINT CITY/COUNTY WORKSHOPS
I HEREBY CALL Special Meetings of the Sacramento City Council for the purpose of
meeting jointly with the Sacramento County Board of Supervisors as the Joint
City/County Urban Development Task Force to conduct a series of workshops on the
effects of future growth within the City of Sacramento and the unincorporated
area of the County of Sacramento.
These workshops, will be held on the following subjects and at the following
dates and times:
1.
2.
3.

October 22, 1984, Monday, 2:00 p.m.
Air Quality and,Transportation
November 26, 1984, Monday, 2:00 p.m.
Agriculture/Open Space
December 10, 1984, Monday, 2:00 p.m.
Where Next?
Feasibility of Consolidating various functions and
departments. Various reports due.

These workshops will be held at the following location:

Board of Supervisors' Chamber
700 "H" Street, Suite 1450
Sacramento', CA 95814
This notice is being given in order to inform all persons as far in advance as
possible of the meetings to be held. All interested parties are invited to
attend and be heard. While no specific area of the City or County has been
omitted from consideration by this task force, they will be precluded from
addressing or acting upon the merits of any pending development application.
If you have any questions, please contact the Office of the City Clerk, 915 "I"
Street, Room 203, City Hall, Sacramento, California, telephone (916) 449-5426,
one hour prior to the scheduled times of the meetings, for confirmation.
ISSUED: This 18th Day of October, 1984

ATTEST:

RRAINE MAC
ITY CLERK

• v";.

ANNE RUDIN
MAYOR

CITY OF SACRAMENTO
bITY PLANNING DIVISION

COUNTY OF SACRAMENTO
PLANNING AND COMMUNITY DEVELOPMENT DEPARTMENT

MEMORANDUM
TO:

September 7, 1984

;City Council
Board of Supervisors

FROM:

Walter Slipe, City Manager-I/J(0B;
Brian Richter, County Executive
..t.■700.7?"
SUBJECT: Workshop IV of the Joint City-County Urban Development Task Force

-

The attached report on transportation and air quality was prepared for Workshop IV of the joint City-County Urban Development Task Force. The meeting is
scheduled for September 17, 1984, at 2:90 p.m. in the'Board of Supervisors
Chambers, 700 H Street, Sacramento, California_
The report was prepared cooperatively by the City and County Planning Departments, Regional Transit, the Air Pollution Control District, SACOG, the City
Traffic Engineer's Office and the County Highways and.Bridges Division. It
covers transportation issues, including transit, and air quality problems. As
with other Workshops the topic is very broad and complex, so the treatment
here is necessarily brief. The main points and important issues are discussed, along with recommendations to facilitate future improvements in the
transportation system and in air quality. The Workshop is expected to gen-.
erate comment from many interested individuals and organizations.

.

TS:ir
Attachment
Qr.-)

tad

Introduction
Transportation and air quality are intimately related. Among the many costs
associated with an automobile-based transportation system is dirty air.
Americans show scant interest in abandoning their love affair with the
attoMoibile, however. Indeed, the evidence indicates that they will abuse their
environment and pocketbooks in significant ways to maintain their access to
autos. Nonetheless, the health, economic, and social benefits derived fram a
transportation system which provides some alternatives and reduces the almost
exclusive reliance on personal autombbiles are very large. It is consequently
the policy of government at all levels to try to encourage people to use their
cars less. The background papers comprising this report indicate why.
Contributors include the City Traffic Engineer's Office, the County Highways
and Bridges Division, SA(X)G, Regional Transit, and the Air Pollution Control .
District. Together, they describe the basic transportation system of the City
and County, the air quality effects, and the Changes anticipated due to growth
in population. Needs are defined, and program and policy recarmendations are
made.
Roads
The present transportation system in the City and County relies heavily on the
automobile, which carries some 95% of the daily trips. There are About 3,500
miles of roadways, and according to DMV, more than 600,000 cars, light trucks,
and motorcycles registered. • This is About three cars for every four people,
regardless of age, and about two cars per household. According to the 1979
.
Sacramento Area Transportation System (SATS) model, there were more than
2,700,000 'trips per day, totalling same 21,000,000 miles. The vast majority of
these trips are in cars with only one occupant. On the average, less than one
trip in four is made in a car carrying more than one occupant. This indicates
a huge underutilized resource. Even small increases in average occupancy could
reduce the total number of trips a. great deal. The numbers do make one thing
clear: the heart of the local transportation system is roads and automobiles.
Alternatives to the auto must be pursued and developed, but the sheer magnitude
of the numbers shows that any significant reduction in trips will require a '
more efficient use of the road system. Alternatives cannot carry the load
alone.
Regional Transit .
Regional Transit has a fleet of over 200 busses, which travel nearly 8 million
miles annually over nearly 1,100 route miles. They carry almost 11 million
person trips over 90 million passenger miles. The service is essential for
several segments of the population and. performs a valuable function for all.
RT is suffering funding problems, however. Their report notes that increased
transit is almost universally mentioned as a mitigation measure for traffic
impacts in major development, but no mention is made of haw funding is to be
provided for the new service. The conclusion of their report contains
recatmendations for programs and policies to assure the continued availability
of transit in the cammunity.

Air Quality

The reports from SACOG and the Air Pollution ,Control District discuss air
quality programs and policies. The information reveals that while there is
still potential improvement in other areas, autambbiles are the prime culprit
in Our dirty air problem. Underneath all the numbers lies the clear need to
reduce emissions from automdbiles. At the present time, the only truly
effective way to do this is reduce trips. Transit can help, especially if
supported by such measures as appropriately located land uses and increased
residential densities in transit corridors. Other measures such as flex time
can help reduce peak hour congestion. Overall, though, the nuMbers suggest
that increased occupancy, which means ridesharing, is the best Short-term hope
to reduce total trips. This and other alternatives are discussed. APCD
concludes with recommendations for policies and programs to try to maintain air
quality in the face of rapid growth in the community.
Summary

Transportation and Air Quality are closely linked. The basic transportation
system in the community is based on private autos, which leads to air quality
problems. Effective programs to improve air quality must include reducing
trips, and under present conditions, must include a large ridesharing
camponent. Regional Transit provides a necessary and valuable service and also
helps maintain air quality. Funding problems for RT are acute and must be
resolved if service is to be maintained in existing areas and provided to new
growth areas.
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RICHARD M WITHROW
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September 4, 1984

Mr. Sam Miller, Director
Sacramento County Planning and
Community Development Department
827 7th Street
Sacramento, CA 95814
ATTN: 'Tom Sparks
Dear Mr. Miller:

Enclosed is SACOG's portion of the staff report for the
fourth workshop of the Joint City-County Urban Development
Task Force.
When SACOG was asked to prepare a portion of the staff
report, we were told that the SACOG portion should provide
an overview of air quality planning and should address
regional issues. We have attempted to do so. If, upon
reviewing the other portions of the staff report, you find
that some material should be added to, deleted from, or
changed in SACOG's portion, please inform us. We will be
happy to accommodate any suggestions.
If you have any questions or need any further information, please call Wayne Shijo of my staff at 441-5930.
Thank you for the opportunity to contribute to the work of
the Urban Development Task Force.
Sincerely,

TED SHEEDY
Supervisor
Sacramento County
JAMES E WILLIAMS
(Executive Director)

JAMES E. WILLIAMS
Executive Director

Members
City of Lincoln
City ol Rocklin
City of Roseville
Sacramento County
City of Folsom
City of Cal/
City of !dean
City of Sacramento
Sutler County
City of Live Oak
City of Yuba City
Yolo County
City of Davis
City of Winiers
City of Woodland
Yuba County
CHI) of Marysville
City of Wheatland
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INTRODUCTION
On a regional level the Sacramento area has now, and will continue to have
in the future, an air quality problem. The problem is a concentration of ozone
that exceeds the National Ambient Air Quality Standard. This violation of the
ozone air quality standard has the potential to cause the imposition of
federal Clean Air Act sanctions and, more importantly, has the potential to
adversely affect the health of citizens in the Sacramento area.
The map on the following page shows estimated ozone concentrations for
1979. The concentrations shown on the map represent a bad (but not worst
case) summer day. Ozone concentrations higher than 12 parts per hundred million are in violation of the ozone standard.
.The Clean Air Act requires that air quality standards be attained by 1987.
The next map shows estimated ozone concentrations in a 1987 Baseline condition. "Baseline" condition in this case means estimated concentrations assuming only those control measures that were in place before the Air Quality Plan
was' adopted. The projected 1987 Baseline concentrations are substantially
lower than the estimated 1979 concentrations. However, continued violations
of the ozone air quality standard are still expected. This would result in
the continued exposure of Sacramento area citizens to unhealthy air.

THE AIR QUALITY PLAN
The 1982 Sacramento Air Quality Plan is aimed at alleviating
quality problem. The Air Quality Plan was prepared by SACOG and
local jurisdictions in the Sacramento area. The plan contains a
of air quality control measures. The following are the measures
adopted by the City of Sacramento, County of Sacramento, and the
County Air Pollution Control District.
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adopted by 21
broad range
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Sacramento

Transportation Control Measures Adopted by the City of Sacramento
.Trip Reduction (Ridesharing)
Ordinance Applicable to Major
New Developments.
2) Trip Reduction Educational
Program for Existing Employees
3) Trip Reduction Educational
Program for City Residents
4)

Central Business District
In-Lieu Parking Ordinance

5) Citywide In-Lieu Parking
Facilities Ordinance

8) City Employee Transit Pass
Subsidy Program
9) Minimum Bicycle Parking
Facilities Ordinance
10) Bicycle Parking Facilities
Improvement Program
11) Major Roadwayj, Intersection
Improvement Program
12) Reuse or Redevelopment of Existing Urban Areas
13) Infill Incentives

6) Residential Preferential
Parking Permit Program
7) Parking Management Program

14)

Increased Residential Densities
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19 -20 PPHM

17 - 18 PPHM

15 - 1 6 PPHM

13 -14PPH M

12 or Fewer PPH M

1987 Baseline Ozone Concentrations
LEGEND
12 or Fewer PPHM
13-14 PPHM
15-16 PPHM
17-18 PPHM
19-20 PRIM

Transportation Control Measures Adopted by .
the County of Sacramento

1) Ridesharing Ordinance
2) Trip Reduction Educational
Program for Existing Employees
3) Trip Reduction Educational
Program for County Residents
4) Parking Management Measures
a. Alternative Transportation
Incentives
b. Parking Management
c. Carpool Verification Program
d. Park-and-Ride Lots
5) Bicycle Measures
a. Bicycle Facilities
b. Employee Bicycle Fleet

6) Major Roadway and Intersection
Improvement Program
7) Land
a.
b.
c.

Use Measures
Phased Expansion
Infill Incentives
Increased Residential
Densities
d. Mixed Land Uses
e. Community Master Planning

8) Miscellaneous
a. Light Rail Transit
b. Signal Synchronization
c. Signal Pre-emption
d. Alternative Fuels
e. Flex Time
f. Two-Way Video Communication
Link

Stationary Source Control Measures Adopted by
the Sacramento County Air Pollution Control District
1) Pesticides/Herbicides
2)

Organic Chemical Manufacturing

3) Fugitive Emissions from Natural Gas Operation
4) Paint Manufacturing
5) Wood Furniture Manufacturing
6) Automotive Refinishing
7) Aerospace Coatings
8) Fiberglass Manufacturing
9)

Hazardous and Toxic Contaminants

Another important air quality control measure is the motor vehicle inspection and maintenance program, known as the Smog Check program. This program
was requested by the Sacramento County Air Pollution Control District and is
•being implemented by the California.State Bureau of Automotive Repair and
Department of Motor Vehicles.
In general, implementation of the control measures included in the Air
Quality Plan is progressing as expected. The emissions reductions resulting
from the implemented measures also appear to be progressing as expected. However, even assuming the successful implementation of all the adopted control
measures, the Air Quality Plan does not project attainment of the ozone air
quality standard.
The growth in population in the Sacramento area is expected to add to this
problem. The Air Quality Plan used a set of population projections prepared
by the California State Department of Finance (D0F) in 1980. These DOF projections estimated that Sacramento COunty would have a 1985 population of
853,900. DUE has since revised their population projections. DOE currently
estimates that the 1985 Sacramento County population will be 889,800. This is
an increase of 4%. DOF has not prepared projections for 1987. However', it
would be reasonable to expect that the 1987 Sacramento County population will
also be approximately 4% higher than what was assumed in the Air Quality Plan.
A detailed analysis of the impacts of a 4% population increase on emissions
projections is not feasible at this time. However, as a rough estimate, it
would be reasonable to think that a 4% population increase would result in a
4% emissions increase.
Population projections prepared by DOF do not take into account individual
local land use decisions. The DOF projections assume, for each county in the
state, a continuation of that county's past growth trends. If local jurisdictions in a given county begin approving development proposals at a rate greater than past trends, it is reasonable to think that actual growth will then
exceed the DOF projections. Sacramento County may fall into this category.
SIEFETnento County's accelerated rate of growth in approved commercial, office
and industrial development is a recent occurrence that is not taken into
account by DOF.

-

Environmental impact reports have noted that the recent approval of
employment centers will result in significant adverse air quality impacts. A
'substantial portion of the people who will work in these employment centers
will live in, drive in and pollute the air in Sacramento County. The flow of
additional proposed employment centers does not appear to have lessened. To
the extent that these proposals are approved, Sacramento County's air quality
will probably be degraded. Each additional project that is approved makes it
less likely that Sacramento will attain the ozone air quality standard, and
more likely that the citizens of the Sacramento area will breathe unhealthy,
air.
All of the control measures included in the Air Quality Plan result in an
approximately 20% emissions reduction. This 20% reduction is partly offset by
the 4% increase in emissions due to the higher population projections. The
emissions reduction may be further offset by emissions increases due to local
approval of development proposals at a rate unanticipated by DOE. The net
result is that 1987 ozone concentrations will be somewhat less than what is
shown on the 1987 Baseline ozone concentration map. .However, even with the
Air Quality Plan control measures, violations of the ozone air quality standard are still expected.
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• CLEAN AIR ACT SANCTIONS
As noted earlier, the Clean Air Act requires that the air quality standards be attained by 1987. If an area is unable to demonstrate attainment of
air quality standards by 1987, the Clean Air Act authorizes the Environmental
Protection Agency to impose certain penalties or sanctions.
The Clean Air Act authorizes two kinds of sanctions. One type of sanction
is a prohibition on the construction of, or addition to, major stationary
sources of pollution. A major source is defined as a facility that is capable
of producing more than 100 tons per year of the pollutant for which the area
does not meet the federal standard. The second type of sanction is a prohibition on the use of certain types of federal funding. The federal funding
sanction can apply to transportation (except transit and safety projects),
sewer and air pollution control funds. None of these sanctions are currently
in effect in Sacramento. However, both types of sanctions have been applied
to the Sacramento area in the past.
Because the Sacramento area does not project attainment of the ozone standard, even with the implementation of the Air Quality Plan, imposition of
Clean Air act sanctions is possible. However, the Environmental Protection
Agency has stated that the sanctions will not be imposed if an area makes
"reasonable efforts" towards attaining the standard. The Environmental
Protection Agency has defined making "reasonable efforts" as adopting or being
in the process of adopting the following additional control measures, unless
it can be shown that such measures are not feasible.
1.

Tightening up existing stationary source control measures. This means
control of stationary sources of emissions to an extent greater than is
currently required. This applies to minor as well as major stationary
sources.

2.

Developing new stationary source control measures. This means control of
categories of stationary sources that are not currently controlled.

3.

Making more extensive use of transportation control measures. The scope
of existing transportation control measures can be expanded and new measures can be developed. Long-term transportation control measures and
land use control measures must be considered.

4.

Develop ways of getting greater emissions reductions from the motor vehicle inspection and maintenance program. This includes increasing the
failure rate, extending coverage of the program to vehicles not currently
included in the program, and developing programs to discourage tampering
with emission control devices.

5.

Increase the level of emissions offsets from New Source Review. This
means increasing the amount of emissions reductions required to offset
construction or modification of major stationary sources. The increased
amount of emissions reductions must be sufficient to offset the growth of
uncontrolled area sources and uncontrolled minor stationary sources.

AIR QUALITY PLAN UPDATE
At some point in the future, it may be appropriate and feasible to revise
the Air Quality Plan. It is unlikely that a revised plan would demonstrate
attainment of the ozone standard. However, even if attainment demonstration
is unlikely, an Air Quality Plan revision would:
O allow an assessment of the impacts of increased population growth,
0 •take into account recently approved and recently proposed transportation projects,
O facilitate the search for additional control measures, and
O demonstrate the fact that the Sacramento area is making a reasonable
effort to attain the ozone standard.
A comprehensive update of the Air Quality Plan that would address these
issues would require a large commitment of resources. In the future, SACOG
will be investigating the feasibility of updating the plan.

RECOMMENDATIONS
1. Direct Planning Department, Public Works Department, and Air Pollution
Control District staffs to develop additional ways to reduce emissions.
The additional reductions should:
O include transportation control measures and stationary source control
measures,
O include strengthening existing control measures and developing new control measures, and
O include measures that apply to existing development as well as measures that mitigate the impacts of new development.
2. Request the State Bureau of Automotive Repair to give high priority

to
investigating means of obtaining additional emissions reductions from the
motor vehicle inspection and maintenance program.

COUNTY OF SACRAMENTO
Inter-Department Correspondence
D.

To

September 5, 1984

Tom Sparks, Planning Department

From ; Randy Foust, Department of Public Works

Subject t JOINT CITY/COUNTY URBAN DEVELOPMENT TASK FORCE

Attached please find the City/County final draft of the streets and highways
portion of the Transportation section of Workshop # 4. This, I assume,
will be merged with drafts being prepared by RT, STDA and Airports, and
summarized by you for a complete discussion on transportation.
If you have any questions, please call.
RWF/ec
Attachment
cc : D. W. McKenzie
Sam Miller
Les Prink
Jim Bloodgood

JOINT CITY/COUNTY URBAN
DEVELOPMENT TASK FORCE

WORK SHOP # 4
Air Quality & Transportation

The transportation system in the City an'd County of Sacramento consists of
a radial system of freeways, a basic grid of two, four, and six lane roads,
arterials, thoroughfares, and expressways, an extensive network of
on-street bicycle lanes, some off-street bicycle paths, a planned light
rail transit system (LRT), and a bus system of approximately 185 buses
operating on the street system providing an excellent level of service and
mobility to the community.
The freeway system in the Sacramento region, as it presently exists, is
radial to the City of Sacramento which forces regional and intra- and
interstate traffic to go through the CDB of Sacramento via, what are
becoming congested corridors and freeways resulting in a high use of local
streets in the suburban area. No further freeways are planned to serve the
community outside of the CBD, where 85% of the population resides.
It is presently envisioned by staff of the Planning and Public Works'
Departments that a circumferential freeway (see attached map) between 1-:.5
on the southwest and 1-80 on the northeast, would relieve commute
congestion on the existing freeways, provide a freeway to freeway bypass to
the CBD, and reduce vehicle miles travelled and air pollution. It would
also facilitate development in the Delta Shores, Laguna, East Area and
Folsom areas of Sacramento County. That concept is also evolving in the
East Area Transportation Study, presently nearing completion. The State of
California is also advocating this plan in their Draft Route Concept Report
for the Greater Sacramento Area Unconstructed Routes.
The local major road network is a grid of major four and six lane streets
with additional left and right turn lanes at the major intersections and
traffic signals where necessary and a few radial state highways. This
grid, has historically functioned adequately with the types of mixed land
uses and densities that the City and County have experienced. As land use
densities increase and inf ill takes place, however, it follows that a
greater demand will be placed on the local major road system, conceivably
to the extent that the system cannot accommodate the travel demand at the
expected level of service. When poor to unacceptable or undesireable
levels of service on the major road system are reached, growth will be
hampered. There is presently congestion on the local major road system at
only a few selected locations. Traffic analysis reports for many major
development projects have projected significant reductions in the levels of
service of the local road system under "development buildout" conditions.
It is important for the Planning Commissions, the City Council and the
• Board of Supervisors to be cognizant of "after-project" conditions that are
reported in theoproject Environmental Impact Reports. Land use planning
and decisions must be done in recognition of the potential resulting
transportation implications, i.e., extended periods of congestion beyond
one hour, greater travel times and delays, etc.
The most significant reasons for increased congestion on the local major
road system are the loss of previously planned crosstown freeways and the
lack of additional crossings of the American River and growth due to land
use development and natural traffic increases. Action to rescind the
former freeway routes was taken by the City Council and the Board of
Supervisors in the 1970's. Major freeways and river crossings would have

accommodated major local intercommunity travel and commuting and relieved
the local street system. It is important to understand that these freeways
and bridges would have been intercommunity and regional in nature and
therefore would not necessarily have provided total local congestion relief
at specific locations, particularly in the immediate vicinity of the
freeway or bridge. They would have provided improved intercommunity
circulation and overall congestion relief on the local major street
network.
If growth continues in the City and County and no future provisions are
made for local and regional freeways, additional crossings of the American
River, and major roadway capital improvement projects, then greater
congestion will result both on the local major street network and on the
existing freeway system. Drastic changes in human behavior patterns will
be necessary for this result to be avoided. These behavior patterns
include massive modal shifts from single occupant vehicles to carpool,
vanpools, buses, bicycles, LRT, etc.; major TSM programs such as flextime,
shifted working hour schedules, work-at-home employment, major efforts to
optimize jobs-housing relationships and other measures yet unconceived. It
must be emphasized that massive efforts must be undertaken to achieve only
minor results and until substantial achievements are made to reduce peak •
hour travel, the local streets and freeways will continue to carry the
major portion of travel. The necessary mitigating patterns discussed above
have not yet materialized and until they do, it is important to continue to
recognize the importance of our highway network. The highway network will
continue to carry 85 to 95 percent of all trips into the 21st century.
Over the past 10 years, the County has established and maintained a network
of approximately 200 miles of on-street bicycle lanes in an effort to
encourage the desirable alternate mode of transporatation. Improvements
and additions to the system are made yearly. The American River Parkway
off-street bike trail now extends from downtwon Sacramento to east of Hazel
Avenue (23 miles). It will soon be extended on to Folsom Lake .(an
additional 9 miles). The Sacramento Northern Railway off-street bike trail
(8 miles) between downtown Sacramento and the community of Rio Linda is
also now nearing completion. This bike trail was designed specifically as

a commuter facility. It is estimated that cycling accounts for only about
1/2 of one per cent of the total travel. It is important to continue the
efforts to facilitate and encourage this mode however, because it has so
many positive aspects such as no pollution, no fuel comsumption and
relative minor requirements for space and facility construction.
The Light Rail Transit System (LRT) being planned for Sacramento is
presently under construction. It is an 18.3 mile "U" shaped route from
1-80 at Watt Avenue southwesterly to downtown Sacramento and then
southeasterly along ,Folsom Boulevard to approximately Mayhew Road. The
system is expected to carry significant numbers of commuters downtown
during the peak travel periods, yet only represents a very small percentage
of the peak hour travel, estimated at two to three percent. The LRT system
will be discussed at length elsewhere in this report.
Workshop No. 2 in July outlined the issues of Infrastructure Needs as they
relate to financing needs and commitments for various new urban services.

Transportation is basic to the orderly development of new urban areas.
Financing of all forms of transportation, i.e., roads, bridges, freeways,
bUses,'LRT, bicycle facilities, etc., has historically been borne by the
jurisdictional governing agency through user fees and appropriate taxes.
That trend has been changing in recent years. These funds are less able to
provide adequate levels of funding for construction, maintenance and
operations for the local and regional road system. The necessity of
developing new and innovative financing techniques to support the
transportation system(8) will become increasingly more important in the
future. There is already a growing shortfall in roadway financing and
efforts must be undertaken to resolve the financing uncertainties.
• Development continues andcommunities grow and expand. Several urbanizing
areas in Sacramento and the surrounding region are in various stages of
growth, either actual, planned or contemplated. Of those areas
experiencing actual or planned growth, much analysis, study and debate has
taken place to identify the magnitude of the impacts that the growth will
:place on the transportation network. The conclusion of the analysis ., in
each case, is that millions to hundreds of millions of dollars in
mitigation improvements to the local and regional road system are needed.
Below is a list of the various transportation studies that are presently
being conducted: .
1. Delta Shores (City of Sacramento).
2. Laguna Public Facilities Plan (County).
3. East Area Transportation Study (County).
4. North Highlands-Antelope Public Facilities Plan (County).
.5. North Natomas Community Plan (City of Sacramento).
6. Bradshaw Road/US 50 Assessment District (County).
7. Sunrise Boulevard/US 50 Assessment District (County).
• 8. Density and Traffic Circulation Analysis (Folsom).
9.
American River Bridge Alternatives Study (SACOG).
• 0. Northeast County Traffic Analysis (County, supplement to 8 above).
• 11. Carmichael Traffic Circulation Study (Ad-hoc study committee
appointed by Bill Bryan).
12. Route. Concept Studies (Caltrans).
13. Unconstructed Routes Report (Caltrans)..
14. Regional Transportation Plan (SAC).
.15. LRT Extension Study (SACOG, RT, City and County of Sacramento). 16. Power Inn Road Assessment District (County)
• 17. South Natomas Community Plan (City)
18. Downtown Sacramento Redeveloment (City)

There are also studies being conducted in the City of Roseville and the
Counties of El Dorado and Placer in which Sacramento County or the City of
Sacramento is not directly involved but maintaining contact, when possible.
It is apparent that most transportation studies are being undertaken on a
community or localized basis. Although attempts are always made to include •
regional transportation considerations, it is difficult to do. It is
becoming evident that a comprehensive Regional Transportation Study should
be undertaken that will consider all of the aforementioned study efforts
and result in recommendations for a coordinated approach for new
transportation facilities, financing methods, and viable effective trip

reduction techniques. It is recommended that the Board of Supervisors and
City Council direct their respective staffs to initiate discussions and
develop and outline preliminary.study goals, and objectives for such a,
regional study and report back for further discussion and consideration.
It mUst be understood that such a Comprehensive Regional Transportation
Study Will be costly to both the City and County of Sacramento. -As such
strong indication of a financial committment to such a study should be
developed prior to a substantial staff effort to define the study outline.

REGIONAL TRAMSZT:

ANAMICY,_..SESEINWECTIQB AND SUP2O.RT
FROIM THE cuy, TRE COUNTY AND THE
SACRAMENTO COMMUNITY

With changing needs and expectations within the community,
public transit is increasingly being thought of more as a
Public service andlets as a self-sufficient alternative mode
of conveyance. Public transit serves the community well,
. augmenting the quality of life in several ways:
•

Mohility For Transit Dependents

There are at least five groups that fall within this
category that, collectively, comprise an estimated 35%
of the community's population. These are youth,
elderly, handicapped, economically disadvantaged and
the environmentally conscious (who would voluntarily
reduce or eliminate usage'of.the automobile). All of
these members do, or at least would, benefit
considerably through the provision of a high level of
public transit-service.
Congestiiln Relief

Sacramento has an established roadway infrastructure
that has several characteristics: (1) It is, for the
most part, adequate to meet today's travel needs
(although perhaps not - to the level some would like);
(2) It's capacity for expansion (particularly the
freeways and other major 'arterials) is largely frozen due to surrounding land uses and the lack of financial
resources; and (3) As in fin and leap frog growth
occurs in this rapidly developing community, the
-

-

dramatically
levels of traffic
congestion
will
increase, approaching - if not attaining - the - levels
experienced in. the. Santa Clara - Valley and Southern
California. A multi-mode approach ofbuses and LRT
can do much to mitigate this adverse situation.
•

Air Quality And Energy Conservation

More than half of Sacramento's air pollution is
attributed
to
automobile.
The . national
the
balance-of-trades deficit is heavily attributed to the

1

massive dependence on foreign oil. Both of these
problems are partially mitigated by public transit.
An increased level of public ,transit would help
achieve an increased level of mitigation against these
two major problems.
In regard to transit as a mitigation measure, RT is
particularly concerned about the all-too-casual
referencing of transit as a mitigating factor, with
little or no commitment -to providing any of the
resources required. The City Council and County Board
of Supervisors are urged to more critically review
future EIR's re: this concern so as to assure that
the resources actually exist to accomplish this
mitigation.
A.n.7_AlttiMe_kOde
There are numerous members of the Sacramento community
that voluntarily have chosen to ,perform their daily
routine without an automobile. Many more have chosen
to live with one automobile rather than two. The
total economic benefits to the individuals and :the total Social benefits to those who use the less
congested (as a consequence) roadways is considerable.
Public transit must be given credit for: its
• significant role of influence through the provision of
an alternative to the automobile.
Looking collectively at the above-noted benefits, the value
of public transit within a community should be self-evident.
What apparently is not so self-evident is the need for an
additional stable, local funding source to help underwrite
the costs for maintaining the current, or acquiring a higher
quality public transit system. As stated in • RT's recently
adopted 1985-89 Transit Plan:
"Transit should no longer be relegated to the role of
a stepchild, always expected to perform its chores,
but with little thought given to its subsistence."
With the above introduction setting the stage, it would now
be appropriate to discuss the major transit issues facing the
community. A thorough assessment of these issues will,
hopefully, lead to a set of potential solutions.
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The major public transit issues that must be dealt with by
the Sacramento community include the following:
(1) Costs (both capital and operating) of providing
a sustained, high quality service. .
(2) Local funding, from both the public and private
sectors.
(3) The need for improved coordination of land use
and transportation.
(4) Accommodating population and employment growth
without diluting the current levels'of transit
service in the "established" areas.
(5) Upgrades and/or extensions of light rail
transit (LRT).
'(6) Policies to employ regarding parking pricing.
(7) How "regional" should RT's service be?
Each of the above issues is discussed separately below.
6 Costs of Providing Service
Much has been published recently in the local press
regarding the costs of transit service, focusing
particularly on the capital side of LRT. But, RT has
an equal concern over the operating side of the coin
as well. And, in addition, RT's concern is not just
LRT, but bus costs as well. The 18.3 mile starter
line has recently been embroiled in a controversy
regarding whether or not the project's $131 million
capital budget is adequate to cover all costs.
,

RT, as grantee, is charged by the Federal Grant
Agreement with funding any shortfall which. the LRT
project produces. On a parallel to this, the RT Board
of Directors has been grappling with a projected
5-year operating deficit of $5.7 million to cover a
projected less-than-adequate level of service.
RT has implemented many programs that are attempting
to reduce both capital and operating costs, and with
some success. However, there is only so much latitude
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available, short of decimating transit service as we
know it today. The countervailing solution to the
cost problem is to generate increased revenues. This
is discussed below.
411

Local Funding Requirements
RT is currently drawing approximately 30% of its
operating costs from the user (out of fares), 55% from
the State (LTF and TDA monies) and the balance (of
10-20%) from the federal government (primarily UMTA
Section 9 monies).
While RT has a .5-year plan to augment the portion of
costs covered by the farebox to 35%, the federal
government - trend is toward total eradication- of
subsidies. The net difference, if both of these
become reality, will be the need for an additional 10%
subsidy. The State picture ,.does not look very
promising. RT will have to find some entirely new
source of revenue if it is to only • maintain the
integrity of the existing level of service (although.
it would be a combination bus/LRT system). It must be
emphasized that the above discussion does not even
begin to address the issue of expanding service to
meet the growth needs of Sacramento.
The solution, almost inevitably, will have to be a
large new source. of local funding. Options include
taxes, - assessments, fees and/or grants from the City,
the County and/or the private sector.'
In pursuit of a specific solution, the RT Board will
be focusing on several study efforts, - . including an
internally performed "Alternative Transit Finance
Mechanisms" study, to begin next month, and to the
efforts of the Joint City-County Urban Development
Task Force.

In regard to the entire land use issue, the RT Board
has recently given staff clear direction on this
matter. RT will be taking a much bolder, more
aggressive stance when dealing with both public and
private entities on the impacts of development upon
transit service. The RT Board has directed that draft
land use ordinances be developed to ensure that

transit needs are adequately addressed for all future
land development projects, and that the RT staff work
closely with the City and County staffs and elected
officials to ensure their adoption and implementation.
Other positive actions on behalf of RT include plans
for developing RT's first. long range plan, later this.
year, that would frame out RT's 20-year service needs
and required programs. This effort would include the
development of a program to acquire all land essential
for future transit growth and to explore and direct
those actions necessary for 'developing a viable,
comprehensive public transit system that will address
Sacramento's needs to, and beyond, the turn of this
Century.

Closely tied in with the above discussion, RT is very
much concerned about pressures by agents of the City,
the County and by private developers to provide
transit service to areas of new growth - without the
accompanying commitment of both capital and operating
revenues. RT sees the need and desire to serve new
areas of growth. But, it is also very aware that the
provision Of service to new areasof growth must be
funded. If it is not, then it would inevitably be at
the expense of already established service. The RT
Board has clearly stated its opposition to the
dilution of service as a cost of accommodating growth.
LRT Bxpaasian The first phase of the 18.3 mile LRT system will be
operational in -April 1986, serving the 1-80 and
downtown areas. The second phase will commence in
April 1987, serving the Folsom Corridor. The
constraints are the limitations on vehicles and the

fact that portions of each corridor are
single-tracked. Should the demand for . LRT, exceed
early projections on ridership,.one obvious choice for
LRT expansion would be to acquire more vehicles and to
fully double-track the 18.3 mile system.
Other alternatives are to extend the 1-80 Corridor
and/Or the Folsom corridor, to build a new LRT system
along the Meadowview Corridor, or. to acquire all'
jeopardized' rights-of-way along any of the. viable LRT
corridors, so as to preserve the LRT options for
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to come. 'Acquisition can be secured
generations
through purchase or, preferably, through dedications.
of rights-of-way' from developers as projects come on.
line.
A discussion of alternatives is little• more than an
academic , exercise without a major source of local
funding. UMTA recently announced, in rather clear
terms, that any community wanting to obtain federal
capital money for fixed guideway systems must show an
appreciable level of local funding support - much more
than what was previously required. This new, and
dramatic, shift in UMTA policy must be recognized.

All of the above issues will be addressed over the next 143-12
months as part of a SACOG-sponsored LRT Extension Study,
already underway.
• parking Pricing Policies
RT has long contended that there is a strong, very
definite direct correlation
between transit ridership
the
and parking availability/costs. Having reviewed
recent report by John Sanger entitled: Downtown
Sacramento: Redevelopment Strategy, Plan and Action
Program,
1984-1991, RT concurs heartily with the
philosophy of the consultant. The proposed :actions
particularly supported include: (a) alleviating the
short-term deficits of customer/visitor parking spaces
in the retail core and nearby office district .through
substantial increases in parking prices for stays in
excess of two hours (This policy, however, encourages
peak hour commuter use. RT is already .close to
capacity for this period. There is a need to
underwrite increased transit costs that are due to
this action.); (b) provision of new public parking
facilities for . employees in remote locations to
accommodate increased employee demands; (c) continued
limitations on private parking for new developments . ;
and (d) endorsement by the City of a strong support
policy for .transit service. - As noted by Sanger,
"Increased transit service is vital to the
accommodation of potential growth in downtown since
traffic arteries are unable to handle unconstrained
increase in commuter traffic and land is not available
to accommodate unconstrained parking demand."
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•
RT's service will soon be a mixture of fixed route bug
service and LRT. Expansion of the concept of "transit
provider" and providing alternative types of service
to fixed route could enable RT to provide a higher
level of transit service with available resources .or
initiate service in areas that might not otherwise
receive any. Options to fixed route service include
jitneys, vanpools, subscription/charter bus service
and subsidized taxi service.
By broadening its role and acting as primary provider,
as a contractor, broker and/or coordinator, RT may
better tailor transit to the needs of an area. Transit
service to an isolated employment center might be
handled more effectively for riders and more
efficiently for the District on a subscription basis.
RT's Board of Directors recognizes that the expansion
of RT's role and the provision of alternative modes of
service merit consideration. Therefore, a study is
programmed for this fiscal year. Related to this,
RT's role in ridesharing, in expanding the activated
areas of the District, and in becoming a truly
regional provider, may broaden in the future. These
areas will be targeted for study in the next several
years.
17stem Performance

RT's systemwide productivity indicators have shown a
decline starting in FY 1982. A similar trend has been
observed nationwide in the transit industry.
The performance picture does have some brighter areas:
Peak period service productivity has remained
comparatively high, and ridership, over the past seven
Months . , has reversed its downward trend. Also, RT's
service has become more reliable. This is illustrated
in improved operational indicators, such as.
toad calls. RT
substantially increased miles between
has also received favorable feedback on the quality of
service from ridership - attitude surveys. In the past
few years, RT also has developed a computer-based
management information system and, as a result, has
more reliable operations data than ever before.

RT is targeting itself for continued improvement in
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terms of efficiency and effectiveness of operations,
quality Of service and increased ridership. Example
projects for achieving this are: marketing programs
publicizing service; - market research, targeting
specific groups; scheduling improvements, making
Service more responsive and efficient; fare revisions,
making transferring more . equitable; and, .downtown
service improvements' designed to capture short trips.
These . types of programs will be continued in
subsequent years..
Performance measures in management and operational
areas will also be targeted for improvement, Specific
-.areas are listed in the objectives portion of the
five-year plan under service and management
categories. Clearly, RT is committed to improving the
productivity, quality and effectiveness of its
service.
CONCLUSIONS/RECOMMENDATIONS

The foregoing discussion has,. hopefully, . enlightened the
City, the County and the Sacramento community regarding the
problems facing RT over the next.several years.
While the gamut of issues is diverse, two _major areas of
concern in which the City. and County could help immensely are
land
use coordination and local funding support. The
following specific recommendations Of RT to the City and
County fall within these two topics.

•

Dedicated Local Tax

It is requested that a joint City7County-RT task force
be created to address the following concerns:
(a) Develop a stable, long-term local tax, dedicated
to publid transit (e.g., payroll tax, fuel tax i
or. .
(b) In the immediate future, develop a program
calling for substantially increased long-term
parking rates, with all additional revenues
dedicated to public transit.
(c) The development of a policy requiring that-all
new major downtown employee parking facilities
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be constructed as remote park-and-ride
facilities, preferably along one of the LRT
lines:
It is further requested that the City and County
follow—up and adopt the recommendations of that task
force upon completion of their assignment.

It is requested that the City and County go on record
prepared to adopt a set of jointly-approved
as
ordinances dealing with land use/transportation
coordination, including a program for funding both
capital and operating costs of transit. The
ordinances should be available by the early part of
next year.

RT is asking that the City and County set an example
for other major employers by purchasing RT monthly
passes and offering them to all interested employees
for free, or at considerably reduced rates.
In conclusion, the members of the RT staff and Board wish to

express their sincere appreciation for the opportunities that
this Joint City-County Urban Task Force has provided.
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AIR QUALITY COMPONENT OF WORKSHOP PAPER FOUR FOR
THE CITY-COUNTY URBAN DEVELOPMENT TASK FORCE
SEPTEMBER 1984

INTRODUCTION
The Sacramento County Air Pollution Control District (APCD) was activated on
December 7, 1959. Boundaries of the APCD are coterminous with the boundaries
of the County. Activities of the APCD are administered by an Air Pollution
Control Officer who reports to the County Executive. The APCD is assisted by a
Hearing Board appointed by the Air Pollution Control Board (Board of
Supervisors) to consider variance petitions. Due to the increasing complexity
of air quality issues, the Air Pollution Control Board in 1976 appointed a
citizens Advisory Board to advise on policy development and implementation of
air pollution control programs.
FUNCTION
By. statute, the APCD has the primary responsibility for control of emissions
from stationary sources such as industries, and area sources such as
agricultural waste burning. Activities of the APCD include regulation
enforcement, air monitoring, engineering evaluation, administering a permit
system, environmental impact evaluation, public information, and air quality
planning. Control responsibilities are carried out through implementation of
regulations which are adopted by the Air Pollution Control Board after public
hearings.
AIR QUALITY PLAN

•

The regulations of the APCD comprise the stationary and area source control
component of the Sacramento Air Quality Maintenance Plan (AQP). The plan
consists of a number of control measures identified for implementation or
study to reduce air pollution from all sources. The AQP when approved by the
governing boards of the various responsible agencies becomes the Sacramento
portion of the State Implementation Plan (SIP) for the control of air
pollution statewide. The goal of the AQP and the SIP is to provide an orderly
process of control measure implementation, taking into consideration local
needs and resources, leading to attainment of the health based National
Ambient Air Quality Standards by the end of 1987, and to the maintenance of
the standards thereafter.
The 1982 AQP for the Sacramento area projects attainment of the carbon
monoxide standard by 1987. The plan, however, does not predict attainment of
the ozone standard by 1987. Growth assumptions used as a basis for the AQP
were developed by the State Department of Finance (D0F) using information
obtained during the 1980 census. Since adoption of the AQP, it has become
apparent that regional growth has exceeded expectations. As a result, the DOE
has revised its original 1980 through 1995 population estimates to reflect an
additional 4% regional growth. Figure 1 summarizes the effect of this new
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TABLE IV-4
GROWTH AND CONTROL SUMMARY FOR 1981
CITY OF SACRAMENTO TRANSPORTATION, CONTROL MEASURES .

Control Measure Name
Trip Reduction (Ridesnarin0
Ordinance Applicable to Major
New Developments

Air
Quality
Plan
Estimate

0.02

Trip Reduction Educational
Program for Existing Employees
Trip Reduction Educational
Program for City. Residents

•

TONS PER DAY ROG REDUCTIONS
Revised '
Estimate
Due to
Baseline.
Actual/
Revised
Emission.
Estimate
Changes
Difference
,-- --.

0.02
0

0

Central Business District
,In-Lieu Parking Ordinance

0,03

0.01

Citywide In-Lieu Parking
Facilities Ordinance

0.01

0.01

Residential Preferential
Parking Permit Program

0,02

0.02

Parking- Management Program

0.03

0.03

City Employee Transit Pass
Subsidy Program

0.01

0.01

Minimum Bicycle Parking
Facilities Ordinance

0.00

040.

Bicycle Parking Facilities
Improvement

0.02

0.02

0

0

-0.0?

0

0

Major Roadway 4 Intersection
Improvement Program
Reuse or Redevelopment of
Existing Urban Areas
Infill Incentives
Increased Residential
Densities
TOTAL

0

0.20

0.18

-0.02
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TABLE VI-5
GROWTH AND CONTROL SUMMARY FOR 1983
COUNTY OF SACRAMENTO TRANSPORTATION CONTROL MEASURES

Control Measure Name
Ridesharing Ordinance

Air
Quality
Plan
Estimate

TONS PER DAY ROG REDUCTIONS
Revised
Estimate
Due to
Actual/
Baseline
Revised
Emission
Estimate
Chan es
Difference

0,02

0.02

0

0

Trip Reduction Educational
Program far Existing Employees

0

0

0

0

Trip Reduction Educational
Program for County Residents

0

0

0

0

0.12
Parking Management Measures
a. Alternative Transportation
Incentives
b. Parking Management
c. Carpool Verification Program
d. Park and Ride Lots

0.12

0

0

Bicycle Measures
a. Bicycle Facilities
b. Employee Bicycle Fleet

0.31

0

0

0

0

0

0.45

0

0

Major Roadway and Intersection
Improvement Program

. 0.31

0

0
Land Use Measures
a. Phased Expansion
b. .InfilI Incentives
c, Increased Residential Densities
d. Mixed Land Uses
.e. ComMunity Master Planning

.Miscellaneous
a. Light Rail Transit
b. Signal Synchronization
c. Signal Pre-emption
- d. Alternative Fuels
e. .Flex Time
'f. :Two-Way Video
. Communication Link

TOTAL

0

0.45

JUNE 1984

growth on controlled emissions versus uncontrolled emissions for reactive
organic gases (ROG) through 1995 and compares these emissions to forecasts for
ROG contained in the 1982 AQP.
Tables IV-4 and IV-5, from the 1982/83 Annual Report of Reasonable Further
Pogress summarize the revised ROG emission reductions estimated to result from
the implementation of transportation control measures in the City and County
respectively.
Figure 2 shows the relative contribution of those sources controlled by the
APCD versus mobile sources which are controlled through strategies implemented
by other agencies.
Annual assessments of progress in implementation of industrial control
measures show that implementation is proceeding on schedule and that projected
percentage emission reductions are obtainable. However, the revised emission
estimates clearly indicate that attainment of the standard for ozone won't be
achieved through implementation of the existing AQP.

EFFECT OF GROWTH ON AIR QUALITY
As noted earlier in this report, regional growth is approximately four percent
greater than expected. If this trend continues, it would be reasonable to
assume that unmitigated emission increases will cause an increasing number of
violations, both in duration and concentration, for the ozone and carbon
monoxide standard. This consequence of growth, that is inconsistent with the
AQP, was identified and thoroughly discussed in the City of Sacramento's
recent Laguna Creek Floodplain Alternatives Study and Draft EIR, July 1984.
Pertinent conclusions made in this EIR are summarized in the following two
paragraphs.
The air quality analysis for this EIR focused on the potential for localized
carbon monoxide problems near congested roadways. Analysis for 1987 used the
near term traffic projections developed for this EIR. The model results for
1987 conditions showed generally minor increases in CO levels compared to
existing conditions. However, the model projected severe carbon monoxide
problems at build out (year 2000), primarily for the area east of Center
Parkway and that receptors near Highway 99 would exceed stage I emergency
episode criteria for both the 1 hour and 12 hour standard.
The high CO levels predicted by the model are attributed to severe traffic
congestion predicted for Highway 99 and Bruceville roads. Persons living or
working in this general area, in the future, would be periodically exposed to
CO levels well above the health based air quality standards. The model also
suggests that our regions nonattainment status for CO will be extended beyond
1987, and that the nonattainment area may have to be expanded.
GOAL
The goal of the AQP is to achieve clean air as soon as possible. Clean means
achieving the National Ambient Air Quality Standards for ozone and carbon

monoxide. The highest priority clean air measures are those that can
significantly reduce current emission levels in a short time frame, while at
the same time be implemented in a cost effective manner. Such measures include
industrial controls, ridesharing, continuation of the State's mobile source
2

emission control programs, and full implementation of a statewide mandatory
motor vehicle inspection program (Smog-Check). Longer range measures such as
the•proposed LRT, expanding the service capabilities of RT, and coordination
of land use planning are the key factors in the area's final attainment and
maintenance of the standards.

PROBLEM
The current problem facing policy makers is that unanticipated growth is
causing emission increases that will not be mitigated through implementation
of the current AQP. The solution to this dilemma is not simple and will
ultimately require additional policy and regulatory actions to further reduce
the number of daily occurring individual motor vehicle trips in our County.
POST 1987 NONATTAINMENT AREAS
On November 2, 1983, EPA published a formal policy statement by which it
intends to implement objectives and assure compliance with the Clean Air Act,
while at the same time providing the maximum flexibility possible under the
law to achieve clean air goals. In essence, the policy has committed the EPA
to the following six objectives: 1) carry out the Clean Air Act; 2) move the
nation closer to the health goals of the act; 3) strengthen federal, state and
local air pollution programs; 4) treat all parties fairly; 5) provide
incentives for states to fulfill their planning and implementation obligations
rather than punishments for failures; and 6) avoid unnecessary economic
disruption.
This policy was developed in consideration of serious nonattainment areas like
Sacramento, Fresno, Ventura, and Los Angeles; that is, areas which are making
reasonable efforts to comply with the law's requirements, but are nevertheless
unable to attain the clean air standards by the statutory deadlines.
This new policy is of significance to Sacramento since we have committed to an
ambitious, yet "possible", plan leading to the attainment of the standards by
the earliest possible date. As long as the lead agencies make all "reasonable
efforts: to diligently implement the approved control plan, EPA does not
intend to invoke a construction ban or funding restrictions.
In order to monitor implementation, EPA intends to review SIP implementation
on an annual basis, through annual reasonable progress reports submitted by

SACOG. In conjunction with this process, EPA is continuing to develop criteria
by which it will determine whether continuing reasonable efforts to reduce
emissions are being made, over time and on schedule.
Under this new policy, Sacramento can avoid Clean Air Act sanctions provided
that continuing efforts are made to implement the approved AQP, and that
targeted reductions are achieved. However, achievement of required emission
reductions may not be possible due to accelerated growth.
In order to assure that clean air goals are attained at the earliest possible
date and to preclude the possibility of sanctions at some future date, it is
recommended that measures discussed in the following section be implemented as
expeditiously as possible.
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RECOMMENDATIONS TO STRENGTHEN AIR QUALITY PLAN CONTROL MEASURES
LEGISLATION
•

(I) Continue to oppose any new legislation that would allow any emission
increase from existing stationary or area sources where such relaxation is not
technically justified.
(2) Support the continuation of the states on-road motor vehicle emission
control programs.
Comments
Invariably, with the beginning of each new legislative session, special
interest groups have bills introduced to relax or eliminate control
requirements applying to their interests. Supporting arguments generally focus
on foreign competition and high cost of fuels. Few, if any arguments, are ever
advanced that challenge the cost effectiveness of-proven-off the shelf
technologies - in reducing air pollution.
(3) Support legislation that would provide incentives for employers to
establish programs supporting commute options, such as: tax incentives, and
accelerated depreciation schedules.
Comment
Voluntary employer commute option programs have historically not worked well
due to on-going administrative costs. This is especially true during periods
of general business decline. Employers must be provided incentives that will
help to offset continuing costs for administration of such program.
(4) Support legislation to require an annual mandatory Motor Vehicle
Inspection Program rather than the current biennial program, and that such a
program be implemented statewide.

Comment
The current biennial MVIP program is generally being accepted by residents in
the urban areas where it is being implemented. However, their main objection
is that the program is unfair since many rural residents, where there is no
program, commute to work in urban areas. Annual emission inspections would be
more effective in reducing emissions than biennial inspections:
LOCAL POLICIES

(5) Encourage the State Air Resources Board to accelerate implementation of
emission control programs for off-road motor vehicles.
Comment
Implementation of technically feasible off-road motor vehicle emission control
programs has slowed down due to political opposition.
4

(6) Encourage the state to accelerate programs that provide incentives for
the conversion of vehicle fleets to the use of acceptable alternative fuels.

Comment
Fleet conversions to low polluting fuels are technically feasible and provide
long term economic advantages. However, capitol costs are significant.
Permanent incentives would accelerate this process.
(7) Amend current city and county ridesharing ordinances to include Strong
mandatory provisions for both existing and new employers, and to accelerate
compliance schedules.

Comment
Ridesharing programs have the potential to reduce single occupant commute
trips by 30%. They can be implemented at low cost and offer significant
savings of up to $500 annually for each ridesharer. Aggressive implementation
along with well conceived public information programs can help to assure
successful implementation and public acceptance of such programs.
(8) Assist the Regional Transit District in the development and
implementation of programs to support transit, including obtaining financing
for service. Such programs could include: adoption of transit/land use
ordinances by the city and the county; increase parking revenues and the
dedication of such revenue increases to RI for improved service; requiring
operating subsidies from large employers, including the state.
(9) Support the adoption of a local tax that would be dedicated to RT for
operating expenses and expansion of service.
(10) Adopt policies that will encourage employers to charge employee parking
fees in order to promote commute options and that such revenue be dedicated to
• RT.

Comment
Regional Transit must be provided a stable source of funding if they are to
meet the challenge of growth while at the same time improving service.
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.TO: City/County Urban Development Task Force
Workshop IV, Air Quality and Transportation
The Sacramento Transportation Coalition strongly supports the creation of a
balanced transportation system serving the entire Sacramento region. A balanced
system is essential if we are to achieve the clean air the people of the region
expect and demand. But air quality is not the only reason to strive for a
system that fully integrates autos, ridesharing, transit, bicycles, and
pedestrian travel. A balanced transportation System is the only way that
Sacramento can grow, while preserving and enhancing the quality of life that
makes the region such an attractive place to live, work, and visit.
A balanced system is one that provides mobility and access to the whole
population, in a cost-effective and efficient way. Such a system saves energy,
cuts air pollution, and makes the most of scarce public resources. In our view,
a balanced system has several important features:
-

A transit network linking major destinations, providing reliable and
competitive service, reducing peak-hour traffic and serving the
transit-dependent.

-

A strong ridesharing program, to increase the peak - hour carrying capacity
of the street and highway network.

-

A safe and convenient bicycle circulation system, with bicycles linked to
transit and ridesharing, and with an educational component to encourage
safe, effective cycling.

-

Parking for all users - autos, carpools, and bicycles - that recognizes the
hidden costs, in land as well as money, of too much parking development.

-. Neighborhoods, businesses, .and shopping centers that are oriented to
welcome pedestrians.
-

A street and highway system that provides mobility for all users - transit,
ridesharers, and bicyclists as well as single-occupant vehicles.

American Lung Association of

Sacramento-Emigrant Trails

It is easy to describe a balanced transportation system. What is difficult is
creating one. We need a serious regional effort to integrate all forms of
transportation into a single system. Instead, we have fragmented efforts to
solve street and highway problems. Other issues are treated as "add-ons", when
they are considered at all. The result is an inefficient, costly, and
overburdened regional transportation system. More of the same won't solve the
problem.
Already, the signs are clear. Low density growth occurs at the fringes of the
urban area, overloading the transportation system. Housing is built miles away
from jobs, forcing people into long commutes. Infill areas are skipped over,
while open space on the periphery is lost. Meanwhile, opportunities to link
devleopment to transit are lost through the lack of strong local policies on
density and development. The inevitable result? A vulnerable local economy,
traffic congestion, ninety-minute commutes, dirty air, high taxes, and a
deteriorating quality of life to leave to our children.
It doesn't have to be this way. If we follow two basic strategies, we can
avoid this bleak future. The strategies are simple: grow in a way that
encourages a balanced transportation system, and make the existing
transportation system more efficient and effective.
Specifically, The Sacramento Transportation Coalition recommends that the City
and County take the following steps to put these two strategies into action:
1. Increase local support for transit, in line with the recommendations made by
Regional Transit.
2. Prepare and adopt local ordinances that coordinate land use and development
with transportation. The ordinances should restrict development in areas
underserved by transit or roadways, encourage higher densities in areas
well-served by transit, link jobs with nearby affordable housing, require
bicycle and pedestrian access and facilities, provide capital and operating
costs for transit, and encourage ridesharing.
3. Provide more consistency between City and County planning and zoning
requirements with respect to transportation. Examples include requiring
special permits for office development within an M-1 or M-2 zone,
strengthening the trip reduction program to require provision of the most
effective measures fot a particular development, and extending the trip
reduction ordinance to include existing as well as proposed development.
4. Jointly fund a position for a City/County Bicycle Coordinator to update the
Bicycle Master Plan, apply for state and federal bicycle funds, institute
safety and education programs, and integrate bicycles with the transit
system.
5. Update the regional parking management strategy to provide more carpool
parking, develop additional park-and-ride facilities, and to encourage .
additional transit and ridesharing downtown and in other congested areas.
6. Improve planning and coordination on transportation. Two good ways to start
would be to reauthorize the County transportation financing study,
broadening the perspective to include transit, operating, and maintenance

costs as well as road construction, and undertaking a regional long-range
transportation plan.
We realize that these recommendations represent a major departure from current
practice - by the City, the County, and the development community.
Nevertheless, we feel these measures are necessary if the region is to become
the economically strong and environmentally sound community we all want it to
be.
The Urban Development Task Force is, we hope, the beginning of a process that
will lead to a better future for our community. We would like to see some
momentum beyond the life of this group. Therefore, we request that you direct
staff to report back to you at your last meeting on the recommendations we have
• made, identifying the steps the City and County can take to create a balanced
transportation system for the Sacramento region.

Sincerely,

Sfeboe
Steve Sanders
Chairman
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As the staff report discusses ) . EPA may impose various sanctions on the
Sacramento area if we do not attain the national air quality standards by
1987,. or continue to show reasonable progress toward attainment. The potental
imposition of these sanctions is an important reason to. clean up our air but
an even more important reason is to protect the health of the people of
Sacramento. As Joan Denton's presentation aptly illustrated the adverse
health effects from air pollution are serious indeed.
In spite of the air quality measures contained in the Air Quality Plan,
it doesn't project attainment of the ozone standard by 1987, as required by
the Clean Air Act.. Post-1987 projections not included in the Plan indicate
that the area's air quality will grow worse. As the Staff report points ool
several important fundamental assumptions in the Plan have subsequently bee':
revised, making attainment even more unlikely. And three major developments
not anticipated in the Plan, Delta Shores ) South Natomas, and Highway 99Laguna, have been approved, all with no transit services and an estimated:
40,000 employees.
Sacramento has a choice.

f:t can continue to relegate transit to a

."step chile status and allow the automobiles to pollute our air. Or,
Sacramento can realign its priorities and promote alternatives to auto use,
creating a more balanced transportation system. Sacramento can continue to
study the air quality-transportation problem or it can take

action, We

(continued)
T/ir "Chri.stmus Scar Prop

believe it's time to move out from under all the voluminous studies that have.:
been performed and begin to implement solutions. We don't have to become
another Los Angeles.
One of our major concerns is that transit services too long have been A
subject of negotiation, instead of a requirement, of new developments. To
remedy this problem three types of ordinances need to be adopted: first,
one to establish minimum development densities to support light rail and
to encourage transit-related improvements which facilitate light rail; second;
an ordinance to require all new developments near major transit transfer

points to provide a minimum level of transit support facilities; and third,
one to require transit service impaction fees and facility improvement

requirements. These ordinances could be based on three model ordinances from
the Community Transportation Plan.
Specifically we ask. the Task Force tn dirCL die city and County staffs to
work with the RT staff in developing these types of orJina.,..ceL;. At the
November 19th "What Next?" workshop we'would like to hear .a progress report.
on the development of the ordinances and have a. commitment to
schedule

an adoption

the ordinances should be proposed by January or February.

In conclusion, we remind you that air pollution is a health issue. It's
easy to lose sight of that reality amidst all the numbers, charts, and legalism
that you've heard today. But it's the people's health that is at issue, and

at stake, For that reason, we urge yoU to follow our recommendations on adopting
the three ordinances in development a more balanced

ilittd all breathe easier.

transportation system_
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EXECUTIVE SUMMARY
INTRODUCTION
The Community Transportation Plan has been developed by the
Sacramento Transportation Coalition with special assistance
from the American Lung Association of Sacramento-Emigrant
Trails. Funding was made possible through a grant from the
California Air Resources Board.
The Transportation Coalition is made up of individuals concerned About Sacramento's present and future transportation

system. Most members are either active members of community
organizations such as the Lung Association, Modern Transit
Society, Chamber of Commerce, League of Women Voters, etc.,
or work for City, County, Regional, and State agencies involved
in transportation system planning, development, and operation.
The focus of the Transportation Coalition is on moving people
within the Sacramento Metropolitan Area. The underlying theme
of the CTP is the community's need to accomodate a small but
• increasingly important shift in choice of transportation mode.
away from single occupancy auto travel and toward transit
ride sharing, bicycling, and pedestrianism. The community's
ability to meet this shift will play a crucial role in the .
. future economic, social, and environmental health of Sacramento.
BACKGROUND
Transportation surveys show that the automobile meets, as high
as 97% of our transportation needs in Sacramento today. Its
convenience, comfort, and privacy guarantees it will continue
to serve as a major mode of transportation in the foreseeable
future. Individual automobile use is being reduced, however.
National figures of the Hertz Corporation show a 6% drop in
1980 alone. The primary reason is economics. The high cost
of extensive automobile use is becoming more than many people
are willing or can afford to pay. A second important reason
is a drop in convenience.
Acdording to Hertz, it cost Americals an average of $2,631
to own and operate an automobile in 1980. This figure is In' above 1979 and 112% above 1972, an increase that exceeds
overall inflation rates. While yearly inflation rates may
vary, increasing automobile fuel, production, storage, and
insurance costs point toward a continuation of this trend.
Without a commensurate increase in income, people will have
to choose between Spending a greater 'share of their income

-2on driving or driving less. Low and middle income groups
will be particularly hard "hit by this dilemma.
The increase in costs for building and maintaining the
necessary highway infrastructure for operating automobiles
is even . More.dramatic. The State ,Highway Index of •ConstructiOn Costs jumped 200% between . 197.0 arid 1980. Locally,.
County Public Works' information shows a 300% increase
in liquid asphalt and aggregate base over the:same periOd.
Asphalt concrete has skyrocketed from $6.00 to
per ton. Meanwhile, available road revenues have only
increased . 32%
Under. these circumstances, highway construction has dropped drastically and some maintenance
is being deferred. Amenities such as street lighting
and landscapitg,are ignored. Reduced automobile convenience in the form of more traffic congestion and deteriorating
road conditions results. The recently passed two cent
gasoline tax increase will provide some relief but is
not a.lcirig-'term.solution. Unless highway funding is
increased Substantially, Sacramento's future appears
bleak.
Another factor in reducing automobile convenience is
increasing population. Year 2000 growth projections
for Sacramento now range between 30% and 60% depending.
on the success of the much heralded electronics' boom.
More people will mean more cars, more congestion, and
severe parking problems. Our inability to build and
maintain roads will make the situation much worse. Higher
population densities will also lead to more expensive
land. Higher road construction costs and increased
parking fees will follow. Finally, one transportation
impact of the electronics' boom that deserves more attention
is the fact that most employees will be in the low to
middle income range. Assuming high automobile costs,
their mobility could be severely limited.

There are also other costs associated with our present
transportation system. Air pollution is definitely
one. Sacramento regularly exceeds Federal Ambient
Air Quality Health Standards and the automobile is
primarily responsible. Reducing auto emission to
a level which allows Sacramento to reach 1987 Clean
Air Act Health Standards will involve considerable
public and private expense. The price of not cleaning
the air, however, will mean more respiratory problems, ,
soaring health costs, and smog ,filled skies.
Sacramento's economic and social health is tied to
a high level of mobility. People have to get where
they need to go--be it work, school, store, hospital,
or park. If there is a substantial reduction in

-.3automobile use, serious repercussions will result.
The potential of this happening calls for the prudent
development and expansion of alternatives to single
occupancy automobile use.
A number of actions are called for. Obviously transit
has a key role to play. Improving productivity and
expanding the. system are both needed. Encouraging
people to live . close to where they work or live .where
• good transit is available will also help. Alternatives
such as ride sharing, bicycling, and walking need to
be developed to their full potential. Increased funding
for highway maintenance is critical. Some.highway
expansion may be possible but most demands for increased
capacity will have to be met by increasing the productivity
of our present system.
PLAN HIGHLIGHTS
°LAND USE AND TRANSPORTATION: While low density urban
sprawl development requires extensive automobile use,
higher density, development enables people to live closer
to where they work and supports transit. Special zoning
along transit corridors and around time transfer centers
should be instituted to create higher densities and
take full advantage of transit's potential. Adoption
of City/County inf ill policies presently being considered
. will also support reduced automobile usage.
Major
traffic generators such as shopping centers and industrial
complexes should be located within the urbanized area
and close to transit lines. New development that can
be served by transit should provide transit amenities.
Any major development without access to transit should
develop ride sharing alternatives.

° STREETS AND HIGHWAYS: Funding for new highway projects
is extremely limited. Available resources are necessary
for maintaining our present system- Under these circumstances, much of the increased capacity demand brought
on by an expanding population base will have to be
met by improving highway productivity. Moving people
as opposed to moving vehicles should become public
policy, Priority must be given to modes that support '
this policy such as transit and various Tide sharing.
alternatives. Other programs that increase capacity
such as flexible work hours, traffic engineering . , and
use of alternate routes should be promoted. Any new .
highway development that does take place should encourage .
inf ill and orderly growth.

*TRANSIT: High automobile costs and SacramentO''s increasing
population are placing demands on Regional Transit •
that are difficult to meet. ' Since limited funds are
available for transit expansion, meeting their demands .
depends on inareasing transit productivity. The introduction of Light Rail provides our best Opportunity '
to do this. Full community support must be given to .
the expeditious introduction of LRT in the 50 and 80
highway corridors. Steps should also be taken to protect
the south Meadowview Line for future development. A
restructuring of bus routes will also increase transit
productivity and provide better service. The multidestination
time transfersystem presently operating at Florin
Center should be expanded throughout the area. Efforts
must also.be made to better integrate transit with
other transportation modes. Finally, the need for
major transit expansion must not be lost sight of.
Community efforts to obtain increased funding for transit
should move forward.
'ALTERNATIVES TO AUTOS AND TRANSIT: Maintaining a
high level of:future mobility in Sacramento depends
upon the aggressive development of alternatives to
both the 'single occupancy automobile and fixed route
transit. These alternatives include ride sharing,
bicycling, and pedestrianism.
Ride sharing encompasses a wide range of options including
vanpooling, carpooling, taxi/jitney services, brokerage,
charter Services, Church and service group vehicles,
and private fixed route corners as well as others.
Each of these options needs to be fully explored and
developed according to its potential. Local government,
Regional Transit, and Cal Trans need to determine what
their respective roles will be in promoting ride sharing.
Ride sharing amenities and strategies must be developed
for all major places of employment and residential
areas. The use of both the zoning and permit process
plus the close cooperation of major employers will be
necessary to accomplish the process.

.

The bicycle has. become a major transportation mode
for increasing nUmbers of people. Given the climate
and topography of Sacramento, the bicycle has a tremendous untapped potential. Achieving this potential
will require placing a much higher priority on bicycle
travel than has been done to date. Bikeways must be
extended and properly maintained; amenities such as
showers and storage facilities need to be placed at
major places of employment, and appropriate storage
facilities need to be placed in new residential areas,
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apartment complexes, at shopping centers, and at intermodal transfer points such as park and ride lots and
transit stops. Finally, a continuing education campaign
about bicycle'use and safety needs to be mounted.
Transportation/land use planning and engineering have
basically ignored pedestrianism during the automobile
era. The new emphasis on multimodal transportation
provides an opportunity to reincorporate the pedestrian
into the planning process, People can aid will walk
to work, shop, school, intermodal transfer points,
etc. providing it's convenient. -Much of the convenience
derives from placing people closer to where they have
to go via land use policies.
Developing safe, enjoyable
walkways between home, work, shopping areas, school,
and recreation areas is also essential.
'TRANSIT DEPENDENT: The transit dependent constitute
an important portion of our population who do not have
access to automobiles. They are comprised of the young,
the old, the handicapped, and in some instances the
poor. The majority of these people can be served by
fixed route transit. Their mobility must be taken
into consideration in any transit/land use planning.
For example, senior citizens and low income housing
should be placed where there is good access to transit.
- Likewise, any transit expansion or route restructuring
must consider the needs of the transit dependent.
A certain element of the transit dependent population,
primarily the handicapped and frail elderly, have difficulty
utilizing regular fixed route service. A combination .
providing some accessible fixed route service and specialized
paratransit service is necessary to meet their needs.
The high cost of providing these services poses a difficult
problem when public funds are limited- Recognizing
this service as an important social service that needs
to be subsidized; finding ways to lower the cost and
encourage productivity of the service; locating users
where accessible service is available, and having users
pay a higher fare will all be necessary if mobility
•
for the handicapped is to be maintained and improved.
°TRANSPORTATION IMPACTS:, Besides providing mobility,
our transportation system has a number of other important
impacts on the community. Energy usage, air quality,
and economic development are three.
Limited energy supplies have led to the escalation
in fuel costs and occasional gasoline shortages. These

high cost and potential shortages combined with the
need to conserve energy are the main forces behind
develOping alternatives to the single occupancy automobile.
Actions outlined elsewhere in the CTP will do much
to reduce fuel usage and reduce, Sacramento's dependence
on the automobile. Driving the speed limit and buying
fuel efficient automobiles are two other ways individuals.
can help reduce fuel consumption,. Because of possible
energy shortages, all levels of government and major
private employers should develop energy contingency
plans
Over 60% of Sacramento's air pollution problem is directly
attributable to the automobile. Reducing automobile
usage will help clean up the air and bring us into
conformance with Federal Air Quality Health Standards.
Maintaining strict auto emission standards; continuing
to support a vapor recovery program for gas stations;
introducing a strong vehicle inspection and maintenance
program, and continuing effective stationary source controls
are also necessary to avoid a smoggy future.
A strong, balanced transportation system will be an
important factor in attracting economic development
to Sacramento and in helping to mitigate the problems
such development inevitably brings. Land use/transportation
planning and implementation efforts need to link employers
and employees together. In locating new development
emphasis must be placed on curtailing urban sprawl
and on taking advantage of transit/ride sharing opportunities
for commute purposes. The introduction of LRT should
facilitate this process.
°TRANSPORTATION FINANCING: A combination of "runaway"
inflation and taxpayer "revolt' is leading our transportation system toward a severe fiscal crisis. Averting
the crisis will depend upon increasing the productivity
of our present system, doing what is possible to control
costs, and finding a substantial and secure source
of new transportation funds.. Much can be done to improve
productivity and several needed actions are outlined
in the Community Transportation Plan. The only significant
impact we can have locally on controlling costs is
in the area of labor. Given the attitude of the present
federal administration about transportation funding,
any new funding sources will have to be found on the
'local and/or state level. Increased user fees in the
form of higher gas taxes and transit fares will be
an essential part of any funding package. Major expansion
of transit beyond the proposed light rail system will
require passage of the authorized transit sales. tax.

-7-Other innovative ways of financing transportation need
to be explored and instituted, if practical.
°TRANSPORTATION DECISION MAKING: Maintaining mobility
in Sacramento will depend upon clibse cooperation between
various levels of government, between agencies within
the government,. and between the public and private .
sector. Sacramento has proven it can pull together
in its efforts to develop light rail. The same level
of cooperation must.now be applied to other elements
of the transportation system. If such cooperation
can't be achieved on an informal basis, a community
transportation commission should be formed to, provide
the necessary impetus and direction.
°CONCLUSION: The Community Transportation Plan recognizes
that Sacramento is facing some very severe problems
and constraints in thetranspertation area. It argues,
however, that we can meet the mobility needs of our
population while maintaining the quality of life that
makes Sacramento such a desirable place in which to
live. Success of the plan will depend upon bold planning,
close cooperation between all elements of the community,
and the willingness to commit necessary resources.
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CHAPTER I
INTRODUCTION
A smoothly functioning, efficient and safe transportation
network is essential to move people, goods, and services
throughout the Sacramento Metropolitan Region. This
area includes the City of Sacramento, Sacramento County,
the City of Roseville, and East Yolo County. This
Community Transportation Plan presents a blueprint
of how the transportation network can be structured
to meet the goals necessary to maintain a vibrant economy
and desirable living environment. These goals include:
PROVIDING THE MOST EFFICIENT MEANS OF LINKING ORIGINS
AND DESTINATIONS;
MAKING THE MOST EFFICIENT USE OF ENERGY RESOURCES;
PROMOTING ENVIRONMENTALLY DESIRABLE ECONOMIC
DEVELOPMENT; AND
PROVIDING AND PROTECTING CLEAN AIR.
In developing a plan to meet these goals, one is confronted
with some sobering projections which include the following:
By 2000 there may be an additional 250,060 residents of Sacramento
County alone, a 33% growth in population;
Energy, in all forms, will be much more expensive in the future
than today and supply interruptions could occur; gasoline may be
$5 or more a gallon;
Up to 85% of certain pollutants emitted into the air are emitted
from transportation sources; vehicle miles traveled in the region
must be reduced by 40% by 1987 if we are to meet Federal clean air
standards; and
Rising costs, decreasing government revenues, and limitation on
new sources of funds will make it increasingly difficult to
adequately maintain and improve our transportation system.

To avoid the undesirable effects of these projections, the
Community Transportation Plan seeks to capitalize on
the direct interrelationship between land use and transportation; to provide alternatives to the automobile
in order to move more people and goods more efficiently

-9and without environmental damage; to protect rural
land through greater urban densities; to maintain a
viable street and highway network, to establish an
excellent public transit system; to meet the need to
provide adequate transportation to all segments of
the Sacramento community, and to develop the financing
mechanisms necessary to implement these goals.
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CHAPTER II
LAND USE AND TRANSPORATION

DISCUSSION
Land use and transportation are closely related- Use
of the automobile and urban sprawl go together. As
Sacramento moves toward higher population densities
and a more multimodal transportation system, land use
and transportation policies need to be updated to reflect
and support the new situation.
FINDINGS
1. There is a direct interrelationship between land
use growth patterns and- the demand for transportation
facilities.
2. The existing.,transportation system is the result
of a series of incremental and often unrelated decisions
concerning land uses, urban development patterns, and
the location of major transportation facilities. •
3. The resulting land use pattern is one of low density
development which promotes poor air quality, excessive .
energy and land consumption, and difficulty in providing
adequate transit services to the expanded area.
4. The density at which new urban areas are developed
directly correlates with the design and extent of the
transportation system provided.
5. Future policy decisions concerning land use developments will significantly affect the future role of
transit in regional and community development.
POLICIES
1. Higher densities must be allowed and
encouraged through incentive zoning within
existing and proposed transit corridors
through use of combining zones. Densities
and land use within these corridors must be
targeted to potential transit . use including
medium to high densities, offices,. light
industrial, and other acceptable high employment centers.

2. Growth should first be accommodated within
existing urban areas through infill incentives.
Once these areas are developed, new development should be on the periphery of existing .
urban service areas before more rural areas
areopened up. Such a policy ensures more
efficient use of the existing roadway system
and transit services, while decreasing the
need for construction of major new transportation facilities or the premature extension
of transit service areas.
3. . the location of major shopping centers and
office and industrial complexes should maximize the use of transit and prevent urban
sprawl. To facilitate access to the transit
system, the developments located in transit
corridors should be required to provide •
transit facilities or in-lieu fees in exchange
for higher development densities. ,In v addftion, joint use of employee and patron parking
facilities by transit users should, be A con- .
sideration of project approval.
4. If developments with high employment levels
are allowed outside of transit service areas,
joint employer sponsored vanpooling 'or Shuttle
bus services to park and ride centers should
be required. In addition, aggressive ride
sharing promotional and matching services
should be required. Where lower density
developments are allowed outside of existing
urbanized areas, developments should be
required to dedicate land' alongmajOr arterials
or submit in-lieu fees for park and- ride
development. In addition, transit.operational
fund subsidies should be required to.support
'transit service expansion to these new development areas.
5. EFFECTIVE IMMEDIATELY, APPLY THE PROPOSED
NEW COMBINING ZONES TO CITY AND COUNTY GENERAL
PLANS AND AFFECTED COMMUNITY PLANS. Exhibits
1,,2, and 3 outline the proposed policies and
zones.

-12-

- EXHIBIT 1
MODEL : LINEAR TRANSIT/REAL'ESTATE DEVELOPMENT
COMBINING ZONE POLICIES' (LINEAR CZ)
An overlay
_ . zone ,of one-half mile shall be applied to
the prOpOsed light rail Folsom Ccirridor (including
R Street); Route:80 Bypass and north, And S.P. rightof-way:south from Sacramento to Freeport: The CoMbining
zone establishes incentives of density and development
rights to take advantage of transit 'opportunities.
Policies to: be included in a Linear CZ ordinante include:
DEFINITION OF ZONE
An overlay zone extending one-half Mile from any adopted
light tail alignment located within the City and County
of 'Sacramento
PURPOSE OF ZONE
TO establish minimum, development densities in order .
to SUpport light rail transit services as well as to
provide specific incentives to entourage transitrelated,
developer dedications and improvements which facilitate
light rail transit development,
PROPOSED ZONE COMPONENTS
MiniMuth,DeVelopment Densities.: In addition
to the'
minimum development density Standards,
at least 50% of all new developments along each
Corridor must be reSidential. Mixed land use developments are strongly encouraged.
Residential:' 20 - units per atre (TypicallY a thinimum
tWO story - structure)
Office/CoMmercial/Industrial:. 25400 gross square
feet per acre (Typically 10,000 gro s s square feet per
acre results in A one story building)
PUblic-Institutional: No Minimum density kequirement
but use must be compatible with adjacent land use.

- 132.

Transit Support and Facility Development Incentives:

Density Bonus: A density bonus of up to 50% over the
maximum permitted density of the base zone will be
allowed in exchange for transit facility improvements
as specified by the District.
• Parking Space Reductions:
a. Purchase of monthly employee, transit passes-up to 50% reduction in parking space requirements
b. Validation of customer/visitor daily transit passes-up to 25% reduction in parking space requirements.
c. Designated carpool/vanpool park and ride 'spaces-up to 25% reduction in parking space requirements. ,
d. Provision of bicycle lockers/parking facilities-up to 15% parking space reduction,
e. Providing flexible work hours for employees-up to 15% parking space reduction.
f. Provision of land dedications and/or transit
facility improvements--up to 50% reduction in parking
space requirements.
•

Development Plan Processing Time Reduction: in return
for specified transit facility improvements and/or.
land dedications, subject development plans shall
receive first priority over other development, plans
to speed the processing time. .

-
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MODEL: INTERMODAL/INTERFACE DEVELOPMENT
CZ) ,
.COMBINING ZONE POLICIES.
An overlay Zone to. be'aoplied over . all majar(threshold
defined by ordinance) interface transportation areas:
parking interfaces of biking, walking,, carpooling
and vanpOoling park and ride. lots, bus transfers', bus
and'rail stations, eta. The deVelooments within . .this.
I/I CZ Will enjoy development and density rights commensurate with transit opportunitieS. Policies'to'be
included man intermodal/interface Development C2

DEFINITION OF ZONE
An overlay one applied to all transit intermodal interface
locatiOns,. as specified by Regional Transit, in order
to extract and encourage development of transit Support
and tranSfei facilities.

PURPOSE.OF_ZONE .
To require all new or expanded developments located.
within one-quarter mile of a major transit transfer ,
peint to provide a minimum level of transit support
facilities such as designated, park and - ride sites,
bicycle parking facilities, passenger waiting amenities,
transit pass sales booth, or other appropriate facilities.
Incentives to provide facilities beyond the.miniMum
levels will also be offered.
PROPOSED ZONE COMPONENTS

1. Minimum Transit Facility Development Requirements:
A set of criteria will be developed in coordination
with the Regional Transit District, based on the size
and location of the proposed development.

2. ILLILLt_pacility_peE2lopment Incentives (Above
Minimum' Levels):
Density Bonus: A density bonus of up to 25% over the

-15• maximum permitted density of the base zone will be
allowed in exchange for transit facility improvements.
Parking Space Reductions:
a. Purchase of monthly employee transit passes-up to 25% reduction in parking space requirements.
b. Validation of customer/visitor daily transit
passes--up to 10% reduction in parking space
requirements.
C. Designated'carpool/vanpool park and ride spaces-up to 25% reduction in parking space requirements.
d. Provision of bicycle lockers/parking facilities-up to 5% parking space reduction.
e. Provision of land dedications and/or transit
facility improvements above minimum levels--up
to 25% reduction in parking space requirements.
Development Plan Processing Time Reductions: In
return for specified transit facility improvements andior
laid dedidations, subject development plans shall
receive first priority over other development plans
to speed the processing time.
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EXHIBIT 3

MODEL: TRANSIT SERVICE IMPACTION FEES AND FACILITY
IMPROVEMENT REQUIREMENTS FOR NEW DEVELOPMENTS
A model code for transit service impaction fees and
facility improvement, requirements for new developments'
is detailed as follows:
SECTION 1: INTENT AND PURPOSE

In the recent past, public transit service and ridership
levels have increased significantly. During the period
between . July through November, transit . use.in 1980 ,
was 28% higher than for the same period in 1979 and
39% higher than in 1978. This growing use of public
transit is expected to continue due to the increasing
cost of auto ownership and operation,the Potential :
shortage.of petroleum products, the scheduled improvement
in transit services and the changing attitudes toward
transit usage -.
Since state and federal transit capital and operation
funding levels have been decreasing over time, Sacramento,
along with many other transit 'districts, will soon
reach a point that will require developing new funding
sources. The Sacramento Regional Transit District
is currently evaluating ways to recover a projected
$15 million deficit stemming from merely maintaining
existing levels of transit service. With the possible
implementation of a major new light rail system,.additional funding sources for developing transit improvements
and for system operation will be required. ,
Transit Operating Costs
Presently transit services accommodate 4% of the peak
period, home to work trips, and 2% of all types of
trips throughout the region. Therefore, as new developments are approved, the number of transit passengers
increases by an average of 3% of the total number of
person or vehicle trips generated by a particular type.
of land use:. 'However, transit service impaction fees are
not required- Sven though the transit passenger pays a
use fare, this fee structure covers only about 25% of
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it is imperative that new developments be required
to mitigate their impact on the transit system.
.
Transit Capital Costs
The provision of transit related street improvements
and passenger waiting area facilities both accommodates
and encourages transit ridership. Just as streets,
sewer, and other utilities are provided for in new
developments, transit related street improvements and
passenger waiting amenities should also be required.
Presently, Regional Transit informally suggests the
voluntary provision of transit facility improvements
at new developments on a case by case basis. Through
formalizing this process, it is hoped that the locational
criteria and improvement requirements can be applied
in a more'consistent and equitable manner.
SECTION 2: DEFINITIONS
1. "Administrator" is defined as the Sacramento City
Council and the Sacramento County Board of Supervisors.
2. ,"Transit" shall mean either bus or light rail transportation service for the general public, providing
a common carrier of passengers generally on a regular
schedule and route basis..
3. "District" shall be defined as the Sacramento Regional
Transit District.
4. "Proponent" is defined as the individual or group
requesting approval of a zoning, rezoning, subdivision,
planned unit development, or building permit application.
SECTION 3: DEVELOPMENT STANDARDS
The transit service impaction fee and facility improvement
requirements outlined in Section 4 and 5 are applicable
to the following minimum development size and transit
facility standards:
Development Size Standards
1. Residential Developments:
°50 dwelling units or more or
0 10 acres or larger in size.'
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°A Commercial building or . buildings consisting
of 50,000 square feet of gross floor area or more; or
'A commercial land development that consists of five
or more acres.
Office/Industrial Developments:
°Office and/or industrial developments consisting of
one or more buildings to be occupied by firms with
50 or more employees; or
°Where 100 or more parking spaces are required.
4. Public, Semi-Public, and Institutional:
°All developments accommodating . 50 or more employees; or
°All developments expected to attract 50 or more
visitors; or
°Where 100 or more parking spaces are required.
Transit Facility Improvement Standards

1. Bus Turnout (10 feet wide by 200 to 300 feet long, depending upon arterial classifications)
°Any street where at least 2 buses per hour are expected
to be operating along within a five year period.
°The preferable location for a bus turnout is at the
far side of an intersection. Precise bus turnout
locations are subject to the desires of the District.
2. Passenger Waiting Shelter (A minimum 50 square foot area,
typically 5,feet by 10 feet):
°Any bus stop identified by the District where 50 or
more passengers per day are expected within a five
year period. (40 passengers per day near senior
citizen housing).
3. Passenger Waiting Shelter (A minimum 100 square foot area,
typically 5 feet by 20 feet):
'Any bus stop identified by the District where 100
or more passengers per day are expected within a five
year period.
4.

Transit Stations (Dimensions to be defined by

the District):

°Any location adjacent to an adopted light rail alignment where the District has determined that a transit
station is warranted.
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be defined by the District based on location and expected
use rates) :
°Any location designated as a major transit stop by
the District and where 50 or more riders per day are
expected within a five year period.
SECTION4: TRANSIT SERVICE IMPACTION FEE REQUIREMENTS
All new developments which meet the minimum development
size standards, detailed in Section 3 above, and are
located along streets where at least two buses per
hour are expected to be :operating within a five year
period, are subject to the following procedure for
determining transit service impaction fee requirements:
Determine the total amount of average weekday vehicle
1.
trips expected to be generated by the proposed development
'based on the total number of units, square footage,
or acres associated with the development project and
approved traffic generation rates prepared by the InstitUte
of Traffic Engineers, Cal Trans, or private traffic
consultants,
2.
Determine the existing percent of the total daily
trips expeCted to utilize transit services based on
the most recent trip distribution information available
for a particular area or the region as a whole.
3.
Determine the total number of transit trips expected
to be generated by the proposed development annually.
4.
Determine the net transit operation costs per passenger
for the current fiscal year.
5.
Calculate the total transit operation costs to
be generated by the total number of transit trips per
year expected from the proposed development. This
amount represents the transit service impaction fee
due as a condition of final map or building permit
approval. This fee is to be given directly to the
District to spend as they deem appropriate.
COMMENT: Based upon the Sacramento City and County
building permit activities in 1980, the above
*policy would have generated $1.2 million in
-additional transit revenues. These funds would
only be available for capital expenditures.
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TRANSIT FACILITY REQUIREMENTS

All neW developments whith meet the minimum development'
size standards set forth in Section 3 of the Code and
are: .
1. Located along an arterial which is expected within .
five years to accommodate at least two buses per hour
and iS located adjacent to a desired bus turnbut location,
as specified by the District; and/or are
2. Located adjacent to 4 desired Passenger Waiting
Shelter location, as specified by the District and
pursuant to the minimum transit passenger standards;
and/or are
3. Located adjacent to a desired Transit Station site,
as specified by the District; and/or are
4. Located at or near a desired Park and Ride lot
location
shall be required to pay either the full or partial
development costs of such transit facility improvements
based Upon District recommendations and approval by
the Administrator. Land dedications and exaction may
also be required 'based on the location and type of
facility.
Facility Design
Based on building or design snecificatiOns developed
by the District and approved by the Administrator.
Maintenance Responsibility
The District shall be solely responsible for the maintenance
of Passenger Waiting Shelters, Transit Stations, and
exclusive Park and Ride Lots. The maintenance costs
associated with joint Park and Ride Lots will be distributed
accordingly to the percentage of lot dedication for
transit patrons. Bus Turnouts shall be maintained
by the local municipalagency responsible for street
maintenance.
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SPECIAL CASE

• INTEGRATION OF CAPITOL AREA PLAN AND CENTRAL CITY PLAN
INTO OVERALL TRANSIT-LAND USE PLAN

1977 Capitol Area Plan (CAP) policies regarding transportation:
1- State office space consolidation within a radius convenient to walking
distance of the Capitol to improve efficiency through high rise space
north of "L" and low rise buildings south of "L".
2. Clustering State office space within a ten minute walking distance
from the State Capitol to maximize interagency coordination.
3. Development of a multiple use 24-hour community to address security
and social concerns prevalent in a single use neighborhood used only during
the normal work day.
4. Maintenance of an integrated program responsive to transportation
including RT, vanpool and bicycle facility expansion, a neighborhood tram/
office shuttle, park and ride facility development, and pedestrian use
incentives.
5. Development of parking facilities to replace lost surface lots and
to accommodate employee, visitor, and resident populations.

Recommendations to encourage the integration of community transportation
plan with CAP and Central City Plan:
I. Review the relationship between low rise, multiple use blocks and
the placement of transportation corridors and bicycle lanes.
. Support siting of offices which encourages maximum transit use.
3. Reevaluate multiple use blocks for compatibility with transit development;
considerations might include lay-overs, bus lanes, light rail stations,
etc.
4. Review CAP transportation element for consistency with other transit
plans and goals.
5: Reexamine parking element for compatibility with other transportation
and land use plans.
6. Examine State of California actions in light of CAP goals and adopted
Parking Management Program (which includes State actions for implementation).
7. Work with the Capitol Area Plan Advisory Committee, the joint Powers Authority
(Capitol Area Development Authority), and the Central City.CommitFee to retolve
potential conflicts.
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CHAPTER III
STREETS AND HIGHWAYS
DISCUSSION •
The era of constructing an ever expanding streets and highways
systerdto meet peak traffic demands has ended. The
reason is .economics. Money for major new highway projects
is severely limited. The challenge will be to maintain
the present system and use it to its maximum capacity.
FINDINGS
1. , The Sacramento Community has an extensive street"
and highway.network which is essentially in place and
complete. This vast public resource should not be thought of as a mode (solely for automobile travel) .
in and of itself. Rather, the opportunity exists for
the community to allocate the use of the system' to
provide for' the most efficient, aesthetic, safe, and
pollution free movement of people and goods throughout
the area.
2. Our extensive reliance on low occupancy vehicles
generates a number of direct and indirect costs to
the community. Although the user generally pays for
the majority Of Vehicle ownership and operating CoSts,
and much of the highway development and Maintenance
costs, there are many external costs which are not
paid for directly by the user. Some of these are:
A. Air pollution.
b.

Noise.

c.

Poor Aesthetics.

d.

Neighborhood disruption.

e.

Lack of safety for pedestrians and bicyclists.

f.

Excessive right of way requirements.

g.

Inappropriate or undesirable land development and
dispersion.

h.

Exorbitant energy use.
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it increased; travel time, noise levels, air pollution,
energy consumption, and accidents. The conventional
response to relieving congestion by expanding capacity
is no longer appropriate. This is because of the:
a. Increasing cost of construction (20 to 30 percent
per year).
b. Increasing large infrastructure to maintain at the
same time that-revenues are declining.
c. Increasing amount of land needed to support it-already over 40 percent of the urban area.
d. Social costs--increased accident rates, increased
air pollution, decreased attractiveness of the environment.
Most important is the fact that the increase in supply
soon reaches capacity with problems becoming worse
than before.
The reason the conventional approach has failed is
that the problem it is attacking--congestion--is but
a symptom of our failure to attack a more basic problem-poor use of urban transportation resources. In other
words, the problem involves not capacity but economics.
A mere 10 percent (or less) of total daily highway
users create the peak period congestion problem and
subsequent demand for increased capacity, yet there
exists tremendous surplus capacity both in the off
peak and in the form of empty seats in automobiles.
4. Despite its economic importance, the movement of
goods and services on our street and highway system
has received little attention. The system has been
designed primarily to serve personal automobile traffic.
Failure to consider the needs and demands for good
Movement can lead to imposing unnecessary and costly
inefficiencies, which in turn may affect the ability
of the community to attract and retain business activity.
5. The street and highway system has been a principal
determinant in Sacramento's present urban configuration.
The artificially cheap cost of suburban access provided
by that system has led to inefficient, scattered development
of surrounding rural areas-. Further expansion has .
led to increasing vehicle miles of travel while at
the same time making adequate transit service coverage
more difficult_ .
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POLICIES
1. The community should discard the existing
Policy of optimizing the movement of automobiles
and adopt a policy of maximum "people-throughput'
with the lowest external costs.
Priority' for use of the street and highway
system should be allocated to those modes which
do the most to meet the above policy. Thus,
special emphasis should be given toward provision of either exclusive, semi-exclusive, or
shared roadway space for light rail vehicles,
buses, carpools, and vanpools, and nonmotorized ("clean and efficient") modes such
as bicycles and pedestrians.
2. Highway users should be expected to pay
for measures and actions which minimize .
externalities. Costs should be allocated
according to user impact on system. Examples
of measures are:
• a. Air qualitY control measures (e.g,,
motor vehicle inspection and maintenance
b. Noise reduction measures (e.g.,
sound walls).
c. Aesthetic improvements'(e.g., landscaping, art work).
d. Relieving neighborhood impacts (e.g.,
street diverters, speed control measurements
e. Safety improvements (e.g., traffic
engineering for pedestrians and bicyclists).
3. Highway capacity increases Should be
highly scrutinized. Before adding capacity
solely tó meet excess peak period demands, we
must insure that existing facilities are used
at their maximum level of efficiency. Special
emphasis should be given to the following three
alternative means for increasing efficiency:
a. Temporal capacity--accomplished
through peak period pricing, Staggered/
flexible work hours, and shifting-non! eSsential travel to off peak hours . .
.

b. Spatial capacity--provided by insuring
full utilization of all alternative highway
routes and through traffic engineering:
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c. Vehicle capacity--promote ride sharing
through time and price savings.
4. The community should recognize the special
problems of urban goods movement. To accomplish
this we should:
a. Improve street traffic management to
increase truck traffic flow through the
removal of operating the physical constraints
and designation of curb loading zones.
b. Continue segregation of industry into
industrial parks for separate/concentrated
treatment of needs.
c. Encourage truck operators to engage
in "route engineering" to reduce the
number of trips and stops; also separate
trucks from commuter traffic by shifting
hours of operation, (Note: These measures
should provide a savings to the truck
operators.)
5. . Plans for highway expansion should be
carefully reviewed to guarantee Orderly/desirable
growth (land use) patterns. Infill development
should be promoted by allocating monies to
insure maintenance of the existing urban street
system. New highways should be developed for
sufficient right of way, access, and operations
for all modes.

CHAPTER IV
TRANSIT
DISCUSSION Rising automobile costs combined with increasing population
densities are placing increasing demands on an already
strained-transit system. Limited funding makes it
unlikely that any major transit expansion to meet these
demands- is likely in the near future. Focus must therefore be placed on increasing productivity. Sacramento's
best opportunity for increasing productivity is development of the proposed light rail system.
FINDINGS
1. The existing transit system is nearing capacity
on all lines. Commute hour trips are often filled
resulting in potential passengers being left behind.
Drastic increases in auto travel costs is an incentive
for still more people to switch to transit. An additional 250,000 residents of Sacramento County is projected
for the year 2000. No major road capacity increases
are planned.
2. Expanded transit system capacity is required to
fulfill thejnandate of the following plans: Capital .
Area Central City; Air Quality Maintenance; Regional
Transit, and the updated General Plans of the City
and County of Sacramento. Failure to implement the
transit Component of the above plans may lead to a
loss of Federal funds for essential programs. Also,
expanded capacity would help reduce our dependence
upon oil and slow the growth in energy needs. In addition,.it would reduce smog, street and road congestion,
and downtown parking problems.
3. According to the Regional Transit_Short Range Service
Plan-, just trying to maintain the present all bus transit
system at existing service levels will lead to a funding
shortfall of $30.5 million by 1986.
To create a more
productive system and to avoid the, projected shortfall
(without new operating funds), some routes may be eliminated
and the frequency and hours of service reduced on the
remaining routes.
4. The capacity and productivity of the transit system
can be increased by substituting a light rail transit
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for the present bus trunk service in the north and
east corridors.
a. LRT has the capacity to carry up to 700
passengers on multi-car trains at speeds of up to
60 Mph with only one operator. Any number of cars,
up to four, can be operated as required by ridership.
b. LRT uses an exclusive right-of-way to avoid delay
but can operate on rail equipped streets.
c. LRT has a higher farebox recovery of expenses
over a bus system which reflects a lower operating
cost per passenger and greater attractiveness.
According to the Urban Mass Transportation Administration (UMTA), the average farebox recovery from
representative LRT systems in North America (1979)
was 53% compared to the 25% currently being recovered
by Regional Transit.
d. LRT uses dependable, readily available, electric
powered vehicles that have been proven through years
of in-service testing. The electrical demands by
LRT is small. A three corridor system would use
less than 1% of the Sacramento Municipal Utility
District (SMUD) capacity.
e. LRT can be built for one-tenth the cost per mile
of a heavy rail system such as the one operated by
the Bay Area Rapid Transit District.
f. Night and expanded weekend service can be cost
effective.because the single LRT trunk line through
the downtown area concentrates sufficient patronage.
5. Capital funds are available to establish a LRT
system on the, proposed 19 mile "U-shaped" corridor
from Watt Avenue and Interstate 80 on the north, through
the Central Business District (CBD), to Bradshaw Road
and Highway 50 on the east. Approximately $110 million
(increases with inflation) has been transferred from
the projected 1-80 bypass freeway and awaits the determination of a transit alternative such as LRT or a
high occupancy vehiCle (HOV) roadway. Fifteen percent
matching funds are available from Proposition 5, SB
620, and SB 1755 (Rodda) monies fOr a fixed guideway
system such as LRT. Similar matching funds are not
available for HOV roadways since buses are not guideway
vehicles.
6. Given Sacramento County's low density, the most
suitable syStem of routes is a multi-destination, tithed
1
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access routes interconnected by limited stop express
lines at "timed transfet centers", at key activity
concentrations. This provides for non-downtown and
downtown riders and directs heavy flows to the main
Regional Transit's
corridors for efficient service
initial time transfer center at Florin Mall and the
artery express route #50 from there to downtown have
been highly successful. The system has guaranteed
the safety and certainty of transferring while reducing
the travel time to downtown by 45%.
POLICIES
1. Increased productivity for transit should
be a high priority goal to provide more
capacity while reducing operating costs per
passenger
2. Present bus truck service in the north
and east Corridors should be replaced with
LRT service and the bus system should be
reoriented to a predominantly "feeder" role
which provides maximum transit effectiveness
at any level of funding.
3. Engineering and construction should proceed
immediately for a 19-mile line linking the
1-80 and Highway 50 corridors through downtown Sacramento. A south area line should
follow within a decade. Immediate steps
should be taken to acquire the abandoned
Walnut Grove branch of the SPRR in the south
area and other rights-of-way needed. The
resulting three corridors should form the core
LRT network. Early plans should be made for
the logical extensions of the network. Where
other suitable rights-of-way are not available,
exclusive lanes for high capacity rail transit
vehicles should be provided by using lanes
from existing streets where necessary to
provide efficient operation of the system.
4. To maXimize the effectiveness of the LRT
element, a phased development plan should be
pursued which will permit the farthest
possible extension of tail at Minimum cost.
However, passing tracks, stations, and interface should be developed to permit easy upgrading
to full double tracked operation. To minimize
disruption and potential Service delays, CBD
facilities should be double tracked at the outset.
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5. The Regional Transit route structure should
be restructured as a multi-destination timedtransfer system as soon as possible using the
existing resources to avoid construction.
costs and the need for additional buses.
6. Sites for park and ride lots,for future
LRT stations should be reserved as soon as
possible. Park and ride lots being considered
now by Regional Transit should coordinate with
future rail.
7. Park and ride lots should include low cost
bike lockers, roofed bike locking sheds, and
pedestrian walkways as well as'auto passenger
drop offs.
-

8. Since the overall transit service which
can be provided with current financing is
much less than required, regardless of the
modal mix, every effort should be made to
Secure additional funding9. A goal of 50% for farebox recovery of
operating expenses for transit should be
set for the joint LRT/bus system.
10. Plans for a multi-thodal transfer center
should be expedited and shouldinclude' '
convenient interlace between - intercity transportation, LRT vehicles, buses, taxicabs, pedestrians, and bicyclists.
-

CHAPTER V
ALTERNATIVES TO AUTOS

AND

TRANSIT

DISCUSSION

Sacramento is presently, not prepared to deal with even
a minor shift away from single —ocCupanoy automobile
usage. As noted in Chapter IV, transit is presently •
operating at close to full capacity during peak periods.
Beyond light rail, there is little hope of expanding
that capacity in the near future. Therefore, alternatives to both regular tranSit serVice and single occupancy
Creative land use
automobile use Must be promoted planning.that places people in closer proximity to.
where they work, shop, etc., will help. The three
alternatives this chapter discusses are ride sharing,
bicycling, and pedestrianism. -

RIDE

SHARING" .

FINDINGS

The rising costs of owning and operating an automobile
1.
may reduce the mobility of a substantial segment of
the population.
Transit, at least in the near future, will not
2.
be able to adequately serve these mobility needs.

3. Various ride sharing strategies have the potential
for bridging the gap between individual automobile
use and fixed route transit service.
POLICIES

1. The local government decision making
process should be used to attain maximum:
utilization of ride sharing alternatives.
Strategies include the education of public
official/local government staff.; .the development of creative transportation funding;
the deregulation Of carriers, and the development of policy and resolutions in support
of ride sharing.
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2. The Comprehensive Transportation Advisory
Board (CTAB)- should develop attainable
Transportation System Management (ISM) goals
(e.g., vehicle occupancy rates).
3. Ride Sharing amenities should be integrated
into land use planning and development:
Strategies include the development of land
use planning incentives (See Chapter II)
to minimize commuting; the inclusion of ride
sharing elements in community land use and
transportation general plan; and the development of public ride Sharing facilities in the
major corridors such as Highway 50 and
Interstate 80 and 5.
4. As part of the permit process, ride
sharing amenities and services should be
required at employment centers with 50 or
more total employees. ,Methods of promoting,
ride sharing . include: cooperative transportation
coordination services for matching potential
ride sharers, preferred parking incentives,
work hour management strategies such as flextime; use of high occupant employer vehicles
for car.- and vanpooling, and onsite fuel/
service facilities for pooling vehicles.
5. Ride sharing facilities and services
should be required at major residential centers
A
of 50 or more units (See Chapter III)
ride sharing element should be included as
part of the planning and permit process for
new construction. Methods of promoting
ride sharing include: park and ride lots,
shopping shuttle service, employment center
shuttles,.and trip planning assistance.
These and other strategies can be found through

self tax support such as resident fees.
Property owners associations, developers, and
"Welcome Wagon" type services can serve as
promotional or service agents for ride sharing
and other alternative transportation programs.
6. All available transportation service
providers should be developed and used. These
include transportation brokers, public transit,
taxi/jitney services, charter services, fixed
route carriers, school buses, church and civic
group vehicles, private high occupant vehicles
(sedans and vans), volunteer drivers and
services, and vehicle dealtexs and leasing firms.
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7. Non-traditional clientele sbould be
targeted for promotional programs to encourage
ride sharing and the use of other alternative
transportation opportunities. These include
school education programs, community. action
groups, service club endorsements and promotion,
media services', advertising, and roadway
signing of facilities and services.

'BICYCLING
. FINDINGS
The bicyclehat-bedome a major transOortation,Mode
1. .
for increasing numbers of people'. This is evident •
by .a 30% increase in bicyclists counted by the City
of Sacramento at specific locations over a two-year
period;
2. Many bicycle routes in the Sacramento area do not
provide forhigh speed .(12-20 mph), continuous, and
• unobstructed bicycle travel needed.by bicycle commuter- S.'
Recent Studies conducted . by the US. ,Department
3.
Of. Transportation have shown that many more people
.woUld commute by. bicycle if shower facilities and , secure

Joicycl,e parking facilities were.available.
In many locations, bicycle facilities are littered
4.
with broken glass and design standards need reviewing.
Many people are unaware of existing bicycle routes
5.
that could be used for commuting from home to work.
POLICIES.

1. Bikeways should be developed to facilitate
commuting tO.and from major trip generators.
The bikeways shouldhave convenient access,
allow for high speed travel, and direct routes to common destinations.
• 2. Major eMployment Centers (50or more total
. employees) should be required, as part of
the permitiarocess, to supply showers, lockers,
and secure parking areas for 'bicyclists.
3.- Bikeways should be swept weekly to ,
remove hazardous litter.
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4- A tommunity bikeways map, designating the
class of the bikeway, should be published and
distributed to potential users.

FINDINGS ON BICYCLE FUNDING

1. Bicycle facility projects must compete for available
transportation funds along with all other projects.
2. Implementation of bicycle facility projects is
generally given the lowest priority by local agencies.
3. Many of the transportation fund sources which allow
for construction of bicycle projects are not being
utilized.
POLICIES
1. Bicycle facility projects that are commuter
in nature should be given high priority
for programming and implementation by all
agencies2. Extensive efforts should be made to go
after any or all funds available for the
construction of bicycle facilities.

FINDINGS ON BICYCLE LAW ENFORCEMENT
The • California Vehicle Code adequately defines .
the right's and responsibilities of the bicyclist but
motorists, and many bicyclists, generally are unaware
of these rights and responsibilities. In addition,
the construction of substandard projects often lead
to Vehicle Code violations.
1.

•

2.

Law enforcement agencies generally do not place

a high priority on the enforcement of the laws pertaining
to bicycle travel on roadways and motor vehicle travel
within bicycle lanes.

POLICIES
1. Increased and stricter enforcement of
the Vehicle Code should be sought, vigorously
citing both motorists and bicyclists alike for
violations.
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2. All existing bikeways should be upgraded
to conform to the minimum plann'in,g and design
criteria for bikeways established pursuant
to Sections 2373-2376 of t he Streets and
Highways Code.
3. A Media campaign should be developed to
_raise the awareness of both bicyclists and
motorists concerning the Motor Vehicle Code
regulations pertaining to bicycles.

PEDESTRIANISM
FINDINGS'
1. The Sacramento Region has both the ideal climate.
and topography for walking. . Walk.ing to work and tb
shop is practical for distances up to one mile,

2. Access by foot is important to all forms of transpor•tation. People walk between transportation modes-home to bus/bus Stop to work or shops. A survey taken
by the State Department Of General Services indicates
that a'3-4 blobk walk from the bui stop to the office
is the Maximum acceptable distance for commuters.
3. Prohibiting pedestrians from using bridges and
overcrosssings farces the walker to take longer routes
which reduces the attractiveness of walking:
4. The safety of the pedestrian is essential to encoutage
walking as an alternative means of transportation,.
as well as in choosing other alternatives;which require
some walking. . Store and other commercial establishments
attract .pedestrians:and'provide a sense of safet1; , ,(And
potential refuge). if they remain in the evening hours . .
Conversely, - streets with establishments that close
promptly at 5A0. p-.m..are not as safenot as attractive
for pedestrians after the sun sets. Pedestrians have. a greater sense of safety in the presence of other
pedestrians,
• 5. Neighborhoods which increase the number of pedestrians
also increase the safety of the neighborhood. Walkways
designed, to'prOvide access to major destinations can
thus add to the safety of the neighborhood,
• 6: Walkers are encouraged by tigh.t., Interesting urban
development. Sidewalks with shaded,, planted parking
strips, separating the walker from auto traffic, are
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or unshaded sidewalks do not encourage walkers. Also,
sidewalks in suburban commercial areas which are located
on the perimeter of large parking lots discourage pedestrians.
7. The common sidewalk width in the Sacramento region
of four feet is not wide enough for two people to walk
abreast comfortably or for use by wheelchairs. In
addition, many areas of the region do not have sidewalks
at all.
•

POLICIES
1. New subdivisions and planned unit developments should include safe pedestrian walkways
(and bikeways) that provide direct links
between streets and major destinations such
as bus stops, schools, parks, and shopping
centers. The local planning departments and
Regional Transit should review pedestrian
access and potential transit service of proposed projects as part of the environmental
review process.
2. The local planning departments should
develop criteria that address both
neighborhood safety and pedestrian access
for new developments.
3. Street design standards should include
the following;
a- Landscaped areas of at least. six
feet in width, to include shade trees
where visual clearances allow, adjacent
to sidewalks between the sidewalk and
the street,
b. A minimum sidewalk width of five feet.
c. Continuous walkways in all peopleintensive developments.
d. Require all curbs to be vertical,
except where driveways and access cuts
are required.
e. Require adequate night lighting (nonglare). .
f. Provide safe islands in the center of
major arterials for walkers unable to walk
completely across the street in one signal
cycle.
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.g. Design street, light :Systems so that
"Walk" lights come on automatically, ,
h.: Increase "wale time to,enOle
pedestrians to get across major streets
safely,.
4. Areas of high concentrations. of people
should be evaluated to identify ways to increase
pedestrian usage.
5. New commercial establishments, in suburban
areas, should be required to front directly
on the sidewalk with parking in the rear.
6. Existing commercial establishments should,
be encouraged to develop and enhance pedestrian
pathways in such - ways as planting, trees and
creating pedeStrian crosswalks through parking
areas'.
7. A mixture of commercial/office, office/
residential, and commercial/residential should
be' encouraged to generate pedestrian, activity.
8.. Pedestrian development design awards should
be presented. to deserving developers who
best,facilitate the walker in their designs.
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CHAPTER VI
TRANSIT DEPENDENT
DISCUSSION
Anybody who cannot drive an automobile may be classified
as transit dependent to one degree or another. This population includes the young, elderly, handicapped,
and, in some instances, the poor. The vast majority
of these people can utilize and are hest served by
the fixed route transit, system. Any improvements in
the Transit System is likely to improve their mobility.
A relatively small percentage of the elderly and handicapped cannot, however, use the 'existing system.
Modifications of the system to improve accessibility
and the provision of special transit services such
as those offered by Paratransit, Inc. are necessary
to meet their mobility needs.
FINDINGS
I. Demands and Constraints
a. Economic pressures are extending the definition
of transit dependent beyond the groups traditionally
considered in this category; the elderly, the young,
the poor, and the handicapped.
b. Budgetary constraints require that all transit
service, including service to transit dependents,
emphasize increased farebox recovery and operational
efficiency.
c. Heavy emphasis on increased farebox recovery may
result in fares which exclude the group most dependent
on the transit system--the poor--from adequate transit
services.
2. Markets and User Involvement
a. The traditional transit dependent groups together
comprise a population dispersed throughout the service
area, with a multiplicity of transit needs at least
as or more complex than those of riders who choose
to use transit.
h. Transit systems emphasizing traditional transit
dependent groups as their primary market have tended
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service; Systems attempting - to capture "by choice"
riders have tended to be more responsive to user needs,
often utilizing contemporary marketing techniques.
Transit service currently provided to racial and
c.
ethnic minority Communities in Sacramento does not
necessarily correspond to the established travel
patterns Of these communities.

Transit service to young people may be considered
an investment in future ridership; those who learn
to use transit effectively as Children will continue
to use it as adults
d.

With the exception of a committee representing •
e.
elderly and handicapped users, there is at present .
no systematic procedure by which the Regional Transit
Board . and management are informed of the concerns
of particular user groups or communities, or of
user concerns beyond the level of individual com-'
plaints.
-

3. Service to Elderly and Handicapped
a. California transit systems utilizing public funds
operate in a context of federal and state laws and
regulations regarding mobility for handicapped
persons.. While subject to some varying, interpretation
these legal restrictions cannot be ignored by local
system operators or policy makers.
1) A controversy exists regarding the issue of
"full accessibility" 'usually defined as wheelchairaccessible buses on fixed-route transit service.
Various parties give widely varying estimates of the
cost and ultimate utilization of such service.
Successful tests have included a high degree of
Cooperation. and coordination between potential uSer groUps, local' and state governments, and the transit
operator.
c. Some level of specialized trahsit service for the
elderly and handicapped—usually, involving : "doortodoor" and related services--will always be required' .
for those who are unable to U8e7 regurar•transit'serviCe.
But these - Services are inherently more costly than
fixed-route :Service, and it is clear that they can
never expand to meet the demand which their existence
will. inevitably generate. Specialized.service,will
necessarily be severely restricted" either in - terma. of
eligibility or simply in the percentage of service
requests that can be met..
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d. There - is at present some duplication of effort
between Regional Transit and Paratransit, Inc. in
the administration of specialized transit service.
Paratransit, Inc. has.developed expertise specific
to the provision of specialized transit service at
the same time that Regional Transit capacity to
provide fixed-route service to regular users is
increasingly strained.
e. For many handicapped persons, a variety of street
barriers make many routine trips a source of extreme
frustratiOn.
f. There is some evidence of dissatisfaction with the
present allocation of specialized service for elderly
and handicapped individuals vs. contracting groups.

4.

Other Services
a. A large part of Sacramento County has virtually
no access to taxi service; what service does exist
is priced well beyond most resident's ability to pay.
POLICIES
1. Marketing
a. Service to transit dependents should
be supported by a vigorous Marketing policy,
to determine the existing or potential
services most needed and most likely to
be utilized.
b. Regional Transit should' attempt to
respond to the needs of particular transit
dependent groups in a creative way, seeking
demonstration funds and grants to test
particular service improvements (for
instance: The selective introduction of
extended evening service on route(s) which
tap a market of young people and which
serve shopping and entertainment facilities
or other activity centers directed toward
this same market.).
.

c. Regional Transit should institute a
Citizens Advisory. Group structured to
provide heavy emphasis on neighborhood
representation. Members of this group
should be expected to contact community
councils or other neighborhood groups,
the business community, and individuals
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concerned with transit in order to bring
a range of.concerns to the attention of
the Regional Transit 3oard and management.

2. , Pares
a.
"Increased . fareboX recovery" should
emphasize more productive service, not
merely increased fares.
13 Local Citizens and policy makers should
investigate the feasibility of implementing
direct transit subsidies for 16w-income
transit dependent residents -in order to
mitigate the impact of-fareYincreases on
them.
3. Service to Elderly and Handidapped .
a- Administrative duplication in the provisions of.paratransit service to the
'
elderly and handicapped should be eliminated
by coordinating all specialized service;
under one agency.
b.
A well planned test of the utility of
wheelchair-equipped buses in the Regional
Transit District should be instituted: this
should: be supported by an effective marketing
prograth designed in cooperation with potential
users of the service- .
Pedestrian corridors commonly.used-by
c.
the handicapped population should be
identified and barriers to mobility within
them removed.

4-

The process by which paratransit service
Is provided to contracting groups should
be restudied.
5. Other Services
a. Sacramento Countyshould explore the
costs and benefits of a partially subsidized
taxi service to be coordinated with existing
or potential transit routes.
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CHAPTER VII

TRANSPORTATION IMPACTS
DISCUSSION
The type of transportation system a community uses has a
substantial impact on most residents. Where people live
and work, the amount of public and private money spent on
transportation, the attractiveness of the community to
outside businesses, and even the quality of the air
are affected. This chapter considersthree major areas
, of impact; energy use, air quality, land economic develooMent.

ENERGY
FINDINGS
1. Eased on the 1979 Sacramento Area Transportation
Study (SATS), 80-85% of all commute trips in the Sacramento
Metropolitan Region are made in automobiles, most of
which only contain one person At this level of occupancy,
the automobile is a relatively inefficient form of
transportation.
2. Over half of the transportation fuel consumed in
California is'in the form of gasoline for cars and
trucks..
3.

Our heavy dependence on the automobile has been

based upon the availability of cheap, abundant oil.
Rapid depletion of this resource combined with international
economic and political forces has Spurred sharp increases
in the price of fuel and led to occasional shortages.
4. We.can expect continuing increases in the price
of fuel and recurring oil shortages in the future..

POLICIES
Short-Term
1. Individuals should do their parts to
.save energy by observing the speed limit
and keeping their: cars tuned and tires inflated.
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Major employers (more than 100 employees)
2.
should develop transportation/fuel saving plans to get their employees td work during a
shortage.
Government should regulate the distribution
3.
of fuel during shortages to assure that the
process Is orderly and that the fuel is distributed to those who need it most.
4.
Regional:Transit should have its own
energy shortage contingency plan detailing

how all the essential District functions will
be carried out in the event of a gasoline
and/or diesel shortage,
5. Sacramento Area Council of Governments :should
diSsetinate inforthation . on'the-shortage to
cities and counties and the public and should
coordinate the implementation of local governMent conservation measures. •
Long-Term
1. Alternatives to single occupancy automobile
use should be developed as described elsewhere
in this plan.
•

2. Regional Transit should take the steps ,
necessary to insure that an adequate supply
of fuel, for a reasonable length Of time,
be available should a fuel Shortage develop
at any time.

AIR.OUALITY

FINDINGS

1. Aecotding to the'Sactamento County

Air Pollution
DiStriet,,the'Sacamenta
Metropolitan
Region
Control primary
National
Ambient
Air
Quality
Standard
violate thefor Otofte, cafbon monoxide, and lead. It also violates
the secondary :Standard for total suspended particulates.
The region has been declared A "non-attainment" area
tor these pollutants by the Environmental Protection
Agency (SPA) and is Committed to a stringent air quality
Maintenance plan to reduce the pollutants to acceptable
levels.

2. Sacramento County and State of California studies
haVe deterMined that, in the region, 85% of the carbon

-43monoxide, 75% of the nitrogen dioxide, 65% of the sulfur
dioxide, and 65% of the organic gases are generated
by automobiles- Also, it is the nitrogen dioxide and
organic gases that react in the presence of sunlight
(ultra violet) to produce ozone (the measurement for
smog).
3. Air quality monitoring for ozone (smog) showed
an increasing trend from 1975 through 1979 and then
a slight reduction in 1980. The increase through 1979
is attributed to the increased number of automobiles
and poor automobile maintenance, as both automobile
and non-vehicular air pollution control improved during
that period. 4. Air quality monitoring also shows that the northeast
area of the Sacramento Region has the poorest air quality.
This is because the northeast area is normally downwind
of Sacramento' S concentrated automobile usage.
5. MeteorolOgically, the Sacramento Metropolitan Region
has the potential of becoming another Los Angeles Basin
in terms of smog.
POLICIES
1. An effective automobile inspection and
maintenance program'should be introdueed in

the Sacramento area..
2. Alternatives to single occupancy automobile
use.should be developed as described elsewhere
in this plan.

ECONOMIC DEVELOPMENT
FINDINGS

1. In Sacramento, access to employment has been primarily
by the automobile.
2. While the automobile has provided a high degree
of mobility, it has also contributed to degradation,
energy usage, housing costs, and loss of tax base due
to the high percentage of land dedicated to streeti
and highways.
3. Increasing automobile costs may limit future accessibility between residence and workplace.
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access to bOth transportation and population centers.
5. The availability and location of transportation
can therefore eh courage or discourage the location
of employers.
.
6. .The lack Of housing and transPortation facilities
tends to restrain the growth of the urban economy in
a region.

POi=us
1, Economic develOpMent should attempt to
preServe air quality and cOnServe energy use
while providing employment opportunitieS.:2. Major employers should locate near ,existing and
proposed transit corridors.
• 3. New housing should locate near eXisting
and prOpoSed transit corridOrs.,
4. A more intensive use of existing urban
parcels should be entouraged. The conversion
Of central Area parcels to higher uses should
be given first. priority.
5. New transportation facilitie should .
attempt to cOnnect exiting (major) emploYers
With housing areas

i
,

Cities. and Counties. should take the necessary
steps to prevent the economic development of the .
8acramentO region ftom being reStricted by. the
lack of housing or transportation facilities.

7. Local planning .proCesSes should intlude
deVelopment incentiveS to itplement the above
suth as density bonuses, variances, tax PoStponement, and. priority processing. In depth
desCriptions of these and other incentives
, are found in%ChapterII of this document.
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CHAPTER VIII

TRANSPORTATION FINANCING
DISCUSSION
Financing for all elements of the transportation system is limited.
Money is not available for new highway development
and may even be insufficient for maintaining the present
system. In transit, RT is facing a substantial deficit
which will be made worse by Federal plans to cut transit
operating subsidies. There are three clear messages.
.One; everything possible must be done to control increasing
costs. Two, the productivity of the existing system
will have to be increased- Three, we will need to
develop a secure and substantial source of local funds.,

FINDINGS
1.

Sacramento County annual transportation expenditures.:
Private Automobile
Roads

42,000,000

Transit (1980-81 Regional Transit Budget)

30,000,000

NOTE:

2.

3.

$1,500,000,000

Figures for comparison purposes only and
cannot be totaled because the figures are
from different years.

Source of streets and roads operation and maintenance
(O&M) funds:
Federal

10%

State

46%

Local

44%

Sources of public transit O&M funds based on the 1980-81
Regional Transit Budget:
Federal

25%

State

43%

Fares

25%

-464% (City and County
General Fund)

Local
Contract- Jurisdiction Support

3%
100%

4. Local O&M funds for.both rOads and . transit are the
smallest single shares but, because of. matching funds:
requirements, are estential to maximize the use of eXisting state and federal funds. Based on the stated
intentions of the Reagan administration, the local
share proportion will probably be required to increase
-because of cUts in federal expenditures.
.5. The United. States consumed, 514. gallons of fuel
per person in 1977; only two other western natiOns:
',exceed 200 gallons per'person..

.

The primary source Of road funds is the 4 per
gallon federal tax and the 7O per.gallbn state and.local tax on each gallon of fuel sold (in effect since
1963). -TOday's buying power of these taxes are iequivalent
to 3 per gallon and cOnservation practices have further
eroded this revenue source.

7. California's gallonage and sales tax on gasoline' .
is approximately. l8 to 29 per gallon (on a range .
of prices from $1.15 to $3.00 per gallon) whereas Fiancé
. is $1.95, Great Britain is 97, Japan is 834, And the
Philippines is 73.
POLICIES
1, ,Increase local revenues.for both transit
and road maintenance. ,
2. Fully utilize'existing sources of local
revenues before new sources are sought. Reevaluate local priorities to determine if more
existing revenues should be utilized tor
transit. Existing sources include local general
funds, tax increments, contract jurisdictions,
and fares.
3. Give priority to revenue sources which are
user or beneficiary related. Examples of the
former are' fares, local gas taxes, parking
tax, drivers' licenses, and vehicle registration
fees. Examples of the latter are assessments
through special benefit district,., joint development, and tax increments, and direct subsidies
from new development areas.
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4. Although not consistent with the
above policy, it is prudent to consider an
addltional sales tax of up to-1/2 cent as a
potential supplemental source of revenue to
finance service improvement for public transit.
5. Increase local general fund subsidies for
elderly and handicapped transit passes.
6. Support a modest payroll contributibn by
large employers (including state and local
government) because their employees depend on
the transportation systems and the cost of
'peak hour travel to meet these needs add
disproportionately to the cost of the transit
system.
7.

Support an increase in gasoline taxes

to provide relief for funding street and road
maintenance and capital transit development
subject to the following conditions ; :

a. Return half the revenues generated
to local government.
b. Return a share of diesel fuel revenues
to local government.
c- Remove the 25% limitation on use of
state highway account funds for fixed
.guideways.

CHAPTER IX
TRANSPORTATION DECISION MAKING

DISCUSSION

There is a crucial need' - to'dntegrate land use and transportation . planning in Sacramento and to maintain close
coordination between the various level of governffient
if this integration and
involved : in . this planning
-coordination, cannot be accomplished utilizing existing
Transportaticift Cohimission should .
structures, then
be created to meet the need.

a

FINDINGS

1. A close* relationship exists both between various
transportation modes and between the -various modes
and community land use patterns. Any shift ih the
utilization of a particular mode affects all other
modes. Any significant shift in land use patterns
or densities affects transportation mode use. Likewise,
major streets, .highways, and transit capital development
projects affect land use patterns . and population densities.
2. ' Sacramento 'is entering an era of significant change
in both'transportation mode Use and land utilization.
The rising cost of owning and operating automobiles
3.
is encouraging users to seek other modes. This trend
is likely to continue and increase. Any major shift
away from the automobile will seriously tax the carrying
capacity of other modes.
Increasing economic development opportunities suggest
4.
an increasing population. Depending on where new developments are located, there may be a shift in where people
choose to live
Population growth combined with increasing housing
5.
costs, public fiscal restraints, and public policy
point toward increasing population densities.
Dealing effectively with changing mode use and
6.
land utilization will require knowledgeable political
leadership and close coordination between various political jurisdictions. It will also require close
coordination between various agencies responsible
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for- transportation planning, development, and operation,
and agencies responsible for land use planning.
POLICIES
APPROACH #1: Present efforts to foster
coordination and inte•ration need to be
continued and strengthened.
1. Regional planning efforts must be
focused on resolving urban transportation
and land use issues...
2. Sacramento City and County representatives
to the Sacramento Area Council of Governments
(SACOG) should determine what our community
needs and wants from the regional planning
.agency are and provide the necessary direction
to obtain it. This can be accomplished by:
a. Taking full advantage of the new Joint
Powers Agreement (JPA) for increased city
and county representation.
b. Utilizing the sub-regional approach
provided for in the JPA for land use,
air quality, and transportation planning.
c. Establishing a forMal or informal
means of coordinating City, County,' and
urban interests regarding SACOG.
d. Providing more specific direction to
the Comprehensive Transportation Advisory
Board (CTAB) and the Technical Coordination
Committee (TCC) appointees.
e. Improving the coordination,of State
developments with local plans in the
Central Business District (CBD), :

4.

3. Public agencies should 'develop and apply
a multi-modal perspective. Moving people ,
and goods as opposed to moving vehicles should
be the objective. A means of integrating
bicycling, 'ride sharing, and walking into all
transportation and land use efforts should be
developed.. Staff should be assigned within
the appropriate existing agencies to assure
that these modes receive adequate consideration.

4. The integration of land.use and transportation
planning and development must be a Cop priority
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land use of all streets, highwaYs, and transit
development projects must be , carefully.evaluated
in light of Communitygnals. It:iust'be
recognized that, if an immediate decision is
made to build LRT in Sacramento; this
decision must be supported by follow-up land
use decisions. Likewise, the impact of land
use decisions on the transportation system
must be considered. Lead responsibility for
this oversight and integration should be
placed with the newly formed Sacramento Transit
Development Board.
APPROACH #2: If the necessary coordination and
utilizing
• integration Cannot
the existing 'Structure, a transportation commission

-fnr the City and County of Sacramento should be

formed. A decision, to form a transurtation
comMission should be made by the beginning: of
1982. -The trans ortation commission should
include the following elements:
1. Be made up of representatives from Sacramento
City, County, and Regional Transit. (Other
incorporated areas in the County may be included.)
2.. Have an independent staff with expertise
in transit development, streets, and highway
development, land use planning, •and transportation
financing.
3. Be funded through Federal and State transportation planning monies presently obligated
for expenditure in our area.
4. Be responsible for transportation development in Sacramento County and the programming
and allocation of all Federal, State, and local'
transportation funds.
5. Be responsible for short-range transportation
planning.
The possibility of having the commission do
long-range-over five years—transportation
planning Should be explored. (Most individual
County Commissions only do short-range planning.)
Expansion of the commission to cover the
greater metropolitan area at some future
date Should be considered. Finally, the commission
.should take the lead in developing local sources
of transportation funding.

