
SUMMARY OF DRAFT I-5/SR 14 CORRIDOR FINDINGS

The completion of the draft I-5/SR 14 Corridor Alternatives Analysis, the development of a  consensus on a Locally Preferred Long Term Strategy, and the preparation of a Short Range Improvement Package for the Call for Projects in less than 18 months represents a significant accomplishment. The Preferred Alternative proposed by the study team (Alternative 6) will provide sufficient peak hour capacity to accommodate the forecast doubling of I-5 corridor travel demand and tripling of SR 14 corridor travel demand by 2025. These major corridors of commerce should function at least as well in the future as they do today through the addition of truck and general purpose lanes. To accomplish this, peak hour commute trips will need to be increasingly shifted tocarpools, buses and rail transit through the provision of two HOV lanes in each corridor,  up to a fourfold increase in transit service, and the addition of High Speed Rail.  The implementation of the Corridor strategies will require new funding sources, additional capacity south of the I-5/SR-14 interchange, and increased attention to the relationship of future growth and new transportation infrastructure.  
Capacity and Demand

I-5 Corridor 

1. Based on the SCAG Regional Model, the I-5 is forecast to carry a southbound person demand of approximately 26,000 in the AM peak hour in horizon year 2025. 

2. The study team determined a need for Alternative 6 to meet future demand. Alternative 6 has the same Cross section as the Caltrans 2020 Transportation Concept Report (TCR).

3. The percent of transit in the peak hour increases from 8 percent for the baseline (No Build) to 15 percent for alternative 6.

4. Based on forecasts, truck demand exceeds one lane of capacity in both directions. Therefore, 2 lanes for trucks are warranted in each direction. Examine a truckway north of the westbound leg of SR 126. Truck climbing lanes are warranted in certain locations to the Kern County Line.

5. 2 HOV lanes are warranted to SR 126 W in peak hour. 

6. Issues beyond the currently adopted growth forecasts and the travel model: 

· Truck forecasts from SCAG Regional Travel model are believed to be low based on latest statewide commodities movement trends. The SCAG model is based on 1994-5 truck information. Newer information introduced into the model would result in higher truck forecasts on I-5.  

· Emerging developments along the I-5 (e.g., Newhall Ranch/Alta Valencia) will result in higher vehicular volumes on I-5. Thus current forecasts from the SCAG travel model for I-5 may be low.

SR-14 Corridor

1. Based on the SCAG Regional Model, SR 14 is forecast to carry a southbound person demand of approximately 33,000 in the AM peak hour for horizon year 2025.

2. The study determined a need for Alternative 6 plus High Speed Rail (HSR) or

· Alternative 6 + 2 more lanes in each direction or 

· A.M. and P.M. Peak periods will lengthen  on the SR 14 similar to what occurs now on SR 91 between Riverside and Orange County and on the I-405 through the Sepulveda Pass. 

3. The Transit Share for the AM peak hour for No Build (Alternative 1) is approximately 8 percent. This increases to approximately 20 percent for Alternative 6 with substantial increases in Metrolink commuter rail and express bus service. It is estimated that the transit share could increase as much as 35 percent for horizon year 2025 with the addition of High Speed Rail.

4. Truck climbing lanes are warranted on certain segments of SR 14 to improve safety and traffic flow.

5. Unlike most freeways in the region, the SR 14 has a 70 to 30 percent directional imbalance in the peak periods.  Future conditions are expected to resemble the SR 91 Corridor between Riverside and Orange Counties. Therefore, application of reversible lanes is possible.

6. Based on demand, 4 HOV lanes are needed in the peak direction or HOV vehicular demand must be reduced to fit two lanes by increasing to a 3+ occupancy requirement during the peak period.

7. Issues beyond the currently adopted growth forecasts and the travel model—The jobs/housing imbalance from the forecasts in the SCAG socioeconomic database for the Antelope Valley may not be realistic. The introduction of more jobs and economic development in the high desert could be possible in the future and would reduce commute trips to Los Angeles on the SR 14.

Environmental Impact 

Based on preliminary analysis, there are no fatal  environmental flaws for any of the final build alternatives and the preferred corridor alternative (6).  Even though some segments of the I-5 are in National Forest, the magnitude of land required for Alternative 6 is relatively low. Therefore, the impacts associated with Alternative 6 are considered minimal. Alternatives that had greater environmental impacts (tunnels through the mountains, etc) were eliminated earlier in the study process during initial screening by the TAC in May 2002.

	Specific I-5 Environmental Impacts:

	· South Fork and Main Branch of the Santa Clara River
	· Castaic Creek

	· 100-year Flood Hazard
	· California Aqueduct

	· Significant Ecological Areas
	· 100-year Flood Hazard

	· CA Historical Landmarks: Rancho San Fran; 

      Oak of Golden Dream 
	· Angeles National Forest

	· Vista Valencia Golf Course; Valencia Country Club
	· Santa Clarita Sports Park

	Specific SR-14 Environmental Impacts:

	· Santa Clara River, Placerita Creek
	· California Aqueduct

	· 100-year Flood Hazard
	· 100-year Flood Hazard

	· Significant Ecological Areas; Vasquez, Rocks Park
	· Pelona Vista Park (Palmdale)

	· Lang Rail Connection, CA Historical Landmark
	· Lancaster City Park

	· Beale’s Cut Stagecoach Pass, CA  Historical Landmark
	· Lancaster Municipal Stadium


Cost  & Cost Effectiveness
1. The cost of adding 4 new lanes in each direction along the 10-mile urban section of the I-5 from SR 14 to SR 126 West is estimated at $320 million. The additional truck climbing lane for 40 miles of rural construction along I-5 from SR 126 West to the Kern County Line is estimated at $290 million. Total I-5 highway construction cost would be $610 million.

2. The cost of adding an average 2-to-3 new lanes in each direction along the 35-mile urban section of SR 14 from I-5 to Avenue P is estimated at $820 million. The additional one lane along SR 14 from Avenue P to the Kern County Line is estimated at $100 million. Total SR 14 highway construction cost would be $920 million. 

3. Due primarily to the greater length of the SR 14 Corridor, the cost of providing a a new lane along the entire corridor will be substantially more expensive along SR 14 than along the I-5 Corridor. A lane of highway capacity in each direction along the urban section of I-5 would be approximately $40 million versus an estimated cost of $180 million per lane for the urban section of SR 14, a factor of 4.5 difference. 

4. In terms of incremental cost of accommodating peak commute capacity over the lifetime of proposed highway improvements, highway improvements will require an investment of about $.90 per commuter along the I-5 corridor and about $3.00 per commuter along the SR 14 Corridor. Again, there is a substantial difference between corridors due to greater length of the SR 14 commute. Note: These costs only include urban highway construction north of the I-5/SR 14 Interchange; cost of downstream highway improvements could be expected to boost incremental  cost per passenger, perhaps by 30-40 percent or more.

5. Incremental cost of providing commute period transit capacity (capital plus operating and maintenance costs over the lifetime of the project) is estimated at $2.60 per commuter. Again expected downstream transit service costs could be expected to boost incremental cost per passenger.

6. For the I-5/SR 14 Corridor, incremental cost of providing highway and transit capacity would appear to be comparable from a cost effectiveness standpoint. The principal difference is that incremental costs for highways are almost entirely capital in nature (right of way and construction), while operational costs comprise a greater share of total transit costs (labor, fuel, maintenance). It is also generally acknowledged that transit provides a broader array of benefits (e.g. energy efficiency, air quality, environmental). To the extent that incremental transit capacity will be utilized, the corridor should make maximum reliance on express bus and Metrolink commuter rail service.

7. The incremental cost of providing High Speed Rail (HSR) in the Corridor is estimated at $5.00 per commuter. HSR capacity will be more expensive to provide than comparable capacity on express bus, Metrolink commuter rail or highway capacity. This is principally attributable to the cost of constructing new facilities and excludes statewide passenger ridership and benefits which will also accrue to the HSR investment. 

Long Range Corridor Strategy

The Locally Preferred Long Range Corridor Strategy for the I-5 Corridor consists generally of doubling highway capacity and tripling transit capacity along the urban portion of the Corridor (SR 14 to SR 126 West), while beyond the urban area providing an additional highway lane to the Kern County Line. The Preferred Long Range Corridor Strategy along the SR-14 consists generally of adding 2-to-3 highway lanes (about 50% capacity increase) and a fourfold increase in transit service within the urban portion of the SR 14 corridor (I-5 to Avenue P), while beyond the urban area providing an additional highway lane to the Kern County Line. More specifically:

1. Along I-5, provide 2 HOV lanes, a truck lane, and an additional general purpose lane in each direction from SR 14 to SR 126 West, and a new truck climbing lane between SR 126 West and the Kern County Line; 

2. Along SR 14, provide an additional HOV lane and an additional general purpose lane from I-5 to Agua Dolce; 1-2 additional HOV lanes and 0-1 general purpose lanes from Agua Dolce to Avenue P; provide 1 HOV lane and 1 additional general purpose lane from Avenue P to Avenue L; and provide 1 additional general purpose lane Avenue L to the Kern County Line; and 

3. A fourfold increase in express bus service and a tripling of Metrolink commuter rail service in the I-5 catchment area; and, a fivefold increase in express bus service and tripling of commuter rail service in the SR 14 catchment area.  

This strategy is based on the statement of Purpose and Need adopted by the TAC and NCTC in early 2002 and the two-tiered Corridor Alternatives Analysis which followed. Several findings played a key role in identification of the recommended strategy:

1. Accommodation of Forecast 2025 Travel—Doubling of person travel is forecast in the I-5 corridor and near tripling of travel in the SR 14 corridor;

2. Maximum Reliance on Transit and Carpooling to Relieve Peak Hour, Peak Direction Traffic Congestion—Cost-effectiveness analysis indicates transit and roadway investments are comparable. Given this and that transit has broader benefits, it is more desirable to accommodate future growth in peak hour, peak direction person travel via transit and carpooling. Unfortunately, there are limits to the attractiveness of transit and carpooling (competitive travel time, need a vehicle for work, etc.), and therefore, there still needs to be some emphasis on roadway improvements. 

3. Avoidance of Significant Environmental Constraints—Alternatives through the San Gabriel Mountains and other options encroaching on valued habitat were eliminated from consideration, in part to avoid protracted and contentious project development, and in part to select options that could be phased in incrementally.    

4. Special Consideration/Priority for Trucks/Goods Movement, Important to the Economic Vitality of the Region—Designated truck lanes should be developed to the extent that separation of truck traffic from general purpose lanes can accelerate the delivery of goods and services and reduce accidents. 

5. Incorporation of High Speed Rail through the Antelope Valley is envisioned as an Integral Part of the Corridor’s Transit Future—With advancement of the California High Speed Rail Project, there is an excellent opportunity to “piggyback” urban commuter service on intercity rail service, thereby achieving greater benefit at lower cost per passenger for both travel markets. 

Short Range Corridor Strategy
The Locally Preferred Short Range Corridor Strategy for the I-5 Corridor consists of: 

1. Along I-5, construct an HOV lane from SR 14 to SR 126 and a truck lane from SR 14 to Calgrove Avenue;

2. Along SR 14, provide a continuous HOV lane plus three general purpose lane section from Sand Canyon Road to Avenue P in Palmdale; and 

3. Tripling of express bus service and more than doubling of Metrolink commuter rail service in both the I-5 and SR 14 Corridors.

This strategy is based on the statement of Purpose and Need adopted by the TAC and NCTC in early 2002 which specified advancement of a package of high priority improvements for early action.

1. Accommodation of Forecast 2010 Travel—Target improvements alleviate congestion envisioned by 2010 travel forecasts.

2. Consistency with Long Range Corridor Strategies—Short range roadway widening would not be undone by future improvements. 

3. Special Consideration/Priority for Safety—Target extension of truck lanes on I-5 from SR 14 to Calgrove Avenue and uniform/consistent roadway section along SR 14 from Sand Canyon to Avenue P to reduce accident rates. 

4. Focus on Transit and Carpool (HOV) Improvements for Greatest Cost-Effectiveness in Accommodating Peak Hour, Peak Direction Person Travel. The strategy is to implement each of the transit provider’s long range (2025) plans, in advance of current scheduling.

Implementation
Upon completion of the SR 138 Alternatives Analysis later in 2003, an integrated North County-wide (I-5/SR 14/SR 138) Implementation Package will be developed, including phasing of improvements to assure maximum utility in response to area development.   This implementation package is expected to identify phasing, including a series of corridor travel volume thresholds, which when reached, would trigger incremental corridor transportation investment. Highway improvements included in the corridor short range recommendations are being submitted for initial funding (Preliminary Engineering/Environmental Assessment) under the MTA’s 2003 Call for Projects. Application for I-5 and SR 14 improvements are being packaged within PSR/PDS documents under Caltrans supervision

Unfortunately, implementation of corridor transportation strategies will not be easy. There are several issues that will need to be addressed: 

1. Funding: Since existing revenue sources are increasingly committed to maintenance and operational improvements on existing highway facilities and transit services, a smaller and smaller share is available for new construction. Unless new revenue sources can be tapped for construction, implementation of Alternative 6 would appear infeasible by 2025.

2. Downstream Improvements: Utility of proposed new highway lanes upstream of the I-5/SR 14 Interchange will require commensurate highway widening through the Interchange and downstream. The cost and impacts of these downstream improvements have not yet been identified, but will no doubt increase the cost for implementing the corridor plan.   

3. Balancing Residential and Job Growth with the Provision of New Transportation Infrastructure:  The Antelope Valley currently experiences a severe jobs-housing imbalance, which, according to regional population and employment forecasts is expected to continue into the future, contributing significantly to SR 14 highway congestion.  Future strategies should include attracting new employment to the North County, transit oriented development, and developing mechanisms to insure that adequate transportation infrastructure accompanies new residential growth.  

Finally, there are several corridor transportation investment opportunities that warrant continued consideration and advancement in response to specific implementation opportunities: 

1. Reversible/Managed Lanes on SR 14—Provision of up to 4 reversible HOV lanes with marketing of excess peak period capacity to single occupant uses willing to pay for premium service is currently be demonstrated on I-15 in the San Diego area. Because of the SR 14 corridor’s peak hour traffic pattern and forecast growth, the SR 14 corridor offers a unique opportunity to provide an extremely cost-effective highway solution. Details will need to be developed to address such factors as implications of terminating or extending the managed lanes south of the I-5 interchange.  

2. Physical Separation of Truck Lanes from General Purpose Lanes on I-5 between SR 14 and SR 126 W—Removing trucks from congestion will save time and costs for transport of goods. There are significant safety benefits from separating truck traffic from general purpose traffic movements (conflicts at on and off ramps). Statewide Goods Movement or Federal Demonstration monies could be targeted to finance the separate lanes.
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