Expected Forecasts

Transit Ridership

The existing mode split in Tri-Valley involves 4 percent transit use for peak-hour
commute trips, and this is expected to increase to 5 percent for the expected 2010
forecasts. Nevertheless, the drive-alone percentage is predicted to increase slightly
from 76 percent to 80 percent.

The traffic model estimates transit and carpool usage by taking into account travel
time, travel cost, and transit availability. The model does not include policy direction
that might lead to more carpooling or transit ridership—for example, the Bay Area Air
Quality Management District goals to increase average vehicle ridership. Table 5-9
summarizes the transit ridership forecast for the expected transit network. Transit
ridership is predicted by the Tri-Valley Transportation Model to almost triple by 2010,
compared to a doubling of population and employment. The drive-alone percentage is
expected to remain high, however. This is a function of time and cost factors, which
will continue to favor driving alone. A complete breakdown of transit information for
the “expected” 2010 forecast is included in the Appendix.

Table 5-9
2010 Expected Transit Ridership

W

1990 2010
Carrier Daily Ridership' Daily Ridership®
County Connection 3,097 13,404
WHEELS 16,698 41,433
BART 19,482 . 52,058 °
Express Buses — 6,041
Total 39,277 112,935

! For routes that serve the Tri-Valley, based on Tri-Valley Transportation Model validation run.
2 Eor routes that serve the Tri-Valley, based on Tri-Valley Transportation Model expected run.
2 Daily boardings of 44,000 on the BART line, the remainder on BART buses.

Source: Barton-Aschman Associates, Inc., 1994,
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6.
Plan Alternatives

Chapter Summary

* The Transportation Service Objective of Level of Service E for the freeways cannot
be met at the gateways based on demand, without spending over $2 billion on
transportation improvements—far in excess of the funding that could reasonably

be available.

* Even if there were no further development in the Tri-Valley, the freeway system
would still become increasingly congested by long-distance commuters that neither
live nor work in the Tri-Valley. (This assumes that neighboring communities will

continue to grow as planned.)

* The plan should restrict increases in gateway capacity for single-occupant vehicles,
insure that the internal transportation system operates at acceptable levels of
service through selective network improvements and freeway ramp metering, and
achieve a jobs-housing balance. Ridesharing and transit usage should be particu-
larly emphasized at the gateways.

This chapter describes the alternatives tested to develop the Tri-Valley Transportation
Plan. Potential actions and strategies to address the projected transportation deficien-
cies were developed by the consultant, the TAC and the TVTC. These actions and
strategies can generally be divided into three groups: increase transportation supply
through highway investment, increase transportation system efficiency through more
reliance on transit, and decrease transportation demand through land use adjust-
ments. Note that the evaluation of transportation alternatives was conducted with the
baseline forecasts and did not include the gateway constraint concept.
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Plan Alternatives -

Maximum Highway Investment

The purpose of testing an alternative that maximized highway investment was to see
if, regardless of cost, it would be possible for the Tri-Valley to build its way out of the
problem of traffic congestion. All physically and potentially politically acceptable road
improvements were included. The assumed maximum highway network changes are
shown on Figure 6-1. Expenditures for these improvements are summarized, by
improvement, in Table 6-1. Funding levels for the maximum highway investment
would require an additional $598 million beyond that required for the assumed
baseline improvements. Approximately $547 million of this amount would be
unfunded. ,

These changes included substantial capital expenditures on new roads and road
widening projects throughout the Tri Valley area. The additional road capacity would
alleviate, to some degree, congestion on arterial corridors in Tri Valley. The gateways
to Tri Valley (I-680, Altamont Pass and Vasco Road) would continue to be congested
during peak conditions. Figure 6-2 shows the congested routes with the maximum
highway alternative.

Maximum Transit Investment

This alternative was to test the ability of transit systems to relieve highway conges-
tion. Transit systems offering travel times superior to automobiles were included in
the major corridors. Potential transit improvements are shown on Figures 6-3 and 6-4.
Cost estimates for the maximum transgit investment is summarized in Table 6-2. The
maximum transit investment would require an additional $1,136 billion in capital and
operating costs through 2010 beyond the baseline improvements. None of this amount
is funded.

Potential projects include BART service extended to Eastern Livermore, Altamont
Pass Rail service from Stockton to San Jose, and north/south corridor priority express
bus transit. Extensive bus service feeding the proposed rail stations was also assumed.
The additional system capacity would not eliminate congestion on either arterial
corridors or the gateways to Tri-Valley (I-680, Altamont Pass and Vasco Road).

Figure 6-5 shows the congested routes with the maximum transit alternative.
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