





From The Quiet Crisis:

“California is headed for a crisis. Our mobility is challenged
by our growing population and expanding economy, increased travel,
and limited resources. If our transportation system fails to grow
as well, California's economy and quality of life will be at risk.”

“"We can reduce the impacts of growth on our me
but we need a number of a%am%m more
the way we use the automobile, alternativ
planning, and more j?‘“ ctive use of

"The automobile remains the backbone of mobility,
but a multimodal network is essential to a vibrant economy and a
mobile society. Mobility must be recognized as a basic social and
economic necessity-as important as health, education, and law
enforcement-and funding for it must be provided accordingly.”
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? lifornia needs transportation ‘champions’~leades
consistently and effectively seek and implement soluti

have leadership and achieve consensus o core vi
the public must be betier informed and invelved in ngmﬁ:&%:%@&
decisions. Mobility, not one mode of travel, is the issue.”
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We welcome your thoughts.
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to carry much more traffic than they
were designed to.

Southern California’s transportation
system has rated the lowest grade, “D,”
in the Southern California Association
of Governments last four annual “State
of the Region” report cards. California
now ranks last or nearly last among the
states in road conditions and per-capita
state expenditures on roads. Los Angeles
and Orange Counties lead the nation in
congestion delays and costs, and San
Diego and the Inland Empire are not far
behind. Inadequate road maintenance
and poor road conditions cost California
motorists, transit agencies, shippers,
businesses, and taxpayers millions of

dollars annually in increased repair and
maintenance costs for both roads and
vehicles. Transit continues to carry a very small share of trips despite
substantially increased investiment.

Simply put, California will soon face a mobility crisis. A 1999
study found an unfunded backlog of more than $100 billion in
highway, local road, and transit needs over the next 10 years. And
over the next 20 years, we can expect 10 million more Californians
to be using highways, streets, and transit that are inadequate now.
We will have to work hard to accommodate this growth and the
crisis it will precipitate.

We call this crisis “the quiet crisis.” We didnt choose that term
because people are silent about congestion, the state of transit, and the
cost of moving goods—they’re not. Auto Club members frequently rate
transportation concerns along with crime and the economy as critical
issues affecting their daily lives. But the crisis is quiet because most of
us travel fairly well today, although with some amount of delay and
inconvenience. The transportation system functions well enough for
most of us most of the time-—for now.

The crisis is quiet because it hasnt really hit yet—but it
will. California will continue to grow. There are limits to the
transportation system’s capacity and durability and to the
publics adaptability and patience, and we are approaching and in
some places exceeding those limits. Years of effort and many
billions of dollars—and changes in how we think about mobility—

will be needed to handle the demands
that will be placed on our transporta-
tion systems. If we dont meet this
challenge, we will face enormous and
unacceptable impacts on our economy
and quality of life.

Maintaining mobility calls for
coordinated public, private, and
individual actions, ongoing public
dialogue and involvement, and a
general consensus on the directions
we need to take. This report is
intended to stimulate thought and
discussion and help achieve that
consensus,

We've organized the discussion
around five key policy areas: Californias
road system, the automobile, alterna-
tives to the automobile, the planning
and implementation process, and resources.
There is no one single answer. Many actioris
will be needed to solve the problems we
face. Translating those policy recommen-
dations into consensus and action will be a
formidable task, but one that we believe is
both achievable and essential.

The Auto Club will continue its historic
1ole in promoting and preserving California’s
mobility. We look forward to working with
other committed public and private interests
to meet our transportation challenges with
ingenuity and determination—and to keep
our state, residents, visitors, and economy
moving.

Thomas V. McKernan )r.
President and CEQ,
Automobile Club of
Southern California
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istorically, the U.S. transportation system has

been among the best in the world, providing a

remarkable level of mobility and access to goods
and services. Moreover, the system’s quality and perva-
siveness have been influential in shaping development
patterns both locally and nationally. In many respects,
however, the system has been the victim of its oWn success.
The very affluence it has helped create has resulted in a
demand for travel and access that is increasingly difficult
to meet, as witnessed by the growing congestion and delay
that characterize all transportation modes. Although this
congestion may abate in the short term, in time the prob-
lems will return. In addition, as the infrastructure ot the
system has expanded, it has increasingly intruded on
neighborhoods and the environment. Society’s responses

to the complex challenges thus posed — even the failure to

respond — will have fundamental consequences for the
nation’s future prosperity and quality of life, as well as
for the environment.

Executive Committee

Transportation Research Board,
National Academny of Sciences
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The Auto Club will continue it
historic role in promotin
preserving California’s mob

~ We look forward to working with
~ other committed public and
private interests to meet our
transportation challenges—and
to keep our state, residents,
visitors, and economy moving.
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TREY SOLBERG

The Quiet
Crisis—
Transportation
and Mobility in
Southern
California

ver several decades California has built a world-class
system of highways, streets, and public transit, creating
the mobility that is critical to the economy and lifestyle

we enjoy, to the ready access to Californias cultural and
recreational riches, and to the efficient movement of goods
and services throughout the state and beyond. This trans-
portation system is essential to life in California as we know
and enjoy it today.

However, California’s mobhility is declining in the face
of reduced investments, growing population and commerce,
and wear and tear on our streets and highways, and we
believe it is headed for a crisis brought on by decades of
population and economic growth without corresponding
investments in transportation. At present the crisis is
relatively quiet—we still get around fairly well most of the
time. But California will grow—by as many as 10 million
more people by 2020. If our transportation system fails to
grow as well, California’ economy and quality of life will be
at risk.
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Southern
alifornia

Needs
ore Road
Capacity

e use our network of roads and highways for most of

our travel—for business, pleasure, and to transport
goods and services. And for most of these trips, there is no

feasible substitute. The number of automobile, transit, and
truck trips is growing rapidly, as is air travel and shipment
of goods by air and sea.

Our most important roads are becoming more and
more congested. Up to a point, drivers, transit riders, and
shippers can accept some congestion as a result of increas-
ing commerce, personal travel, and population growth.
However, increasing congestion and its byproduct, increas-
ingly unpredictable travel times, create both frustration and
social and economic costs. For example, Southern
California drivers spend 50 to 140 hours a year stuck in traf-
fic congestion, costing drivers $1,000 to $2,500 in wasted
time and fuel.

An annual nationwide survey found that in 2001,
California ranked 50th in road condition and per-capita
state spending on roads. Highway spending in California
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has dropped from about $60 per 1,000
vehicle miles driven in the 1960s to
about $4 today, factoring in infladon.
From 1967 to 1997, Californias road
capacity increased 29 percent—but pop-
ulation increased 70 percent, licensed
drivers by 91 percent, and annual vehi-
cle miles driven by 184 percent.

We can reduce congestion and
improve our ability to predict travel
times in three basic ways:

* We can build new roads and
more lanes on existing roads.

* We can manage the capacity
we have by using vehicles and
roads more efficiently.

®* We can create an environ-
ment that will reduce or limit the
increase in demand.

None of these approaches will do
the job by itself. For example, one study
estimated that if we relied solely on con-
struction, Los Angeles and Orange
Counties would have to add 39 lane-
miles of freeway and 79 lane-miles of
major streets every year in addition to
what we're building now to keep con-
gestion from growing, which is clearly
infeasible. We will need to implement a
combination of these approaches.

Road Construction

i 1986, the Auto Club authored
Freeway Development to the Year
2000. We noted that Southern
California’s population was expected to
increase from 16 to 19 million by 2000,
and daily trips would increase from 50
to 65 million. The report recommended
406 additional route-miles of freeway
development, as well as improved pub-
lic transit and better operation and mainte-

nance of existing freeways and local streets.

The 1986 estimates were remarkably
accurate but somewhat understated. In
2000, Southern California’s population was
19.9 million and daily trips totaled 69 mil-
lion. Despite that growth, only 77 miles of
the proposed freeways have been built and
58 miles programmed for at least partial
construction. Public opposition, environ-
mental issues, political decisions, and fund-
ing shortages make it unlikely that they will
be resurrected. However, we must provide
the mobility in existing urban areas that
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Freeway Service Patrol tow trucks provide assistance to motorists who've broken
down on the freeway, thereby clearing traffic lanes and reducing congestion.

these foregone {reeways represent.

Rapidly developing “edge” cities and suburban areas present
their own issues. In many cases, both the number of roads and their
capacity are inadequate. We will need to increase both to provide
adequate mobility in those areas. Southern Californias Inland
Empire is a case in point. It is estimated to absorb 1.8 million of
Californias expected 10 million population growth by 2020, and
will in many places need entirely new roads as well as substantial
upgrades to its existing road system.

RECOMMENDATION: Create additional freeway and road
capacity.
n older urban areas, some construction of new roads may
be possible, but more likely we will increase capacity by



widening and making other improvements to existing routes. In
newer urban areas and in suburban and rural areas, we must
build new roads and make major improvements where needed
and appropriate. Significant improvements will also be needed
at and around seaports and airports to accommodate growth in
world trade and travel.

We can achieve significant improvements to existing routes
without building entirely new freeways and major highways in
developed urban areas. We can improve major arterial streets
with advanced traffic signals, through-traffic lanes, access ramps
or lanes, bus-priority movement, grade separations, and other
modifications.

We can also make considerable improvements to the carry-
ing capacity and safety of highways and roads by relatively minor
construction, including widening roads, improving intersection
layouts, unclogging bottlenecks, creating reversible lanes in free-
ways and streets that have highly directional morning and
evening traffic, and eliminating railroad grade crossings. Such
improvements, which permit more efficient use of the existing
infrastructure, usually cost less than building new capacity.

RECOMMENDATION: Pursue innovative and nontraditional ways
to increase capacity.

Nonconventional capacity improvements include auto-
only, bus-only, and truck-only roads, lanes, and ramps;
freeway-to-freeway and freeway-to-arterial HOV/transit
connectors; “super streets”; additional freeway levels below-
grade; and urban vehicle tunnels. All are likely to be
expensive, but not providing additional capacity will be
more so.

RECOMMENDATION: Make safety-related improvements in
existing roadways.

Road conditions are a factor in 30 percent of highway fatali-
ties. More than 11,000 people a

Congestion on Southern California’s
freeways consists of bath recurrent con-
gestion (predictable, regular slowdowns
at specific locations) and nonrecurrent
congestion, which occurs in different
places because of such things as crashes,
vehicle breakdowns, load spills, road-
work, special events, and police activity.
Operational and safety improvements
will relieve both kinds of congestion.

RECOMMENDATION: Greatly increase

investment in road maintenance and

reconstruction and in the research,

development, and use of advanced con-

struction and maintenance techniques.

uch of our freeway network was

built during the 1950s, *60s, and

'70s, and many of our other highways

and local streets are even older.

Rehabilitation, safety, and reconstruc-

tion needs between 2000 and 2010

are estimated at $2 billion annually.

Although California designates high-

way system maintenance as the high-

est priority for transportation funding,

significant improvements still need to

be made, including the use of

advanced technologies in pavement

composition and design, bridge con-

struction, and other areas to extend
the effective life of roads.

Maintenance protects existing invest-

ments, defers expensive reconstruction

year are killed in collisions with fixed = ayarage Annual Costs of Congestion Per Driver

objects such as trees, guardrails, and

poles, and more than 400 are killed at

railroad crossings. Road improve-

ments, which will increase capacity LOS ANGELES AND ORANGE COUNTIES

and effectiveness and reduce crashes, TME I 136 Hours
injuries, and deaths, should include : 204 Gallons
roadway lane and shoulder widening, -
removal of obstacles, adding or | AR T i
improving medians, redesigning barri- SAN BERNARDINO AND RIVERSIDE COUNTIES
ers and guardrails, improving sight- TIME 64 Hours

lines,- separa[igg railroad and sFreet 105 Gallons
crossings, adding lanes and medians, e——

traffic-management centers, advanced COST.. ... $1,250
signal synchronization, new roads and - |SAN DIEGO COUNTY

gap closures, and geometric, signal, B oTime 51 Hours

and signage improvements. Heavy-
duty vehicle sizes and weights must be
compatible with the carrying capacity, ‘J COST

EXTRA GAS

s

88 Gallons
$1,015

durability, and safe operation of the
road system.
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The
Automobile’s
Contributions

to Mobility

bodger
Stadium
EXIT Ny Va W

he next two sections discuss partners in mobility
that can and should be complementary—the private
passenger vehicle and its alternatives. One of the most

important transportation goals should be to build a comple-
mentary system that maximizes the contributions of the
automobile and public transit. In urban areas, the private
passenger vehicle can become more like transit (with higher
vehicle occupancy, vehicle sharing, and advanced technolo-
gy) and transit can become more like the private passenger
vehicle (with greater flexibility in available times and routes
and more tailored to individual travel needs).

There are, of course, a wide variety of private passenger
vehicles, including automobiles, motorcycles, light trucks,
vans, minivans, sport utility vehicles, and variations vet to
come. For ease of reference, we’'ll use the term automobile for
all of them.

The awtomobile is the dominant method of wravel for
hundreds of millions of people throughout the world. It will
remain so. In most of Southern California, as in most areas of
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areas in the nation, and with residents that drive a high number of
miles annually, mostly on the freeways. In fact, metropolitan Los
Angeles is denser on a person-per-acre basis (8.31) than the greater
New York City area (7.99), and Los Angeles’s freeway mileage and
miles driven per capita are below average for U.S. metropolitan
areas. Many older, Eastern metropolitan areas with relatively
unchanging populations and more developed public transit
networks are expanding into open land far faster than growing cities
in the West.

Because of the expected increase of 10 million people in
California by 2020, continued suburban and rural growth seems
certain. As a result, there have been calls for changes in urban and
suburban growth, as well as calls for changes in how land and trans-
portation systems are used, many generated by the real and perceived
impacts of the awtomobile. Some potental solutions include affordable
housing in areas closer to employment, more pedestrian-friendly
communities and urban centers, and increased access to employment,
service, retail, education, and recreation opportunities both for those
who use automobiles and those who don't.

Many of these proposals include growth controls, urban growth
houndaries, increased densities, restrictions on road expansion, driv-
ing and parking, and increased dependence on transit, which may
decrease mobility, access to jobs, and education options.

Many who are involved in the discussions about sprawl are con-
cerned with how various land use and growth proposals may affect
mobility and access. Proposed changes to development and living pat-
terns—soimetimes referred to as “new urhanism” or “smart growth™—
should provide options that people want, avoid mandates, and
demonstrate proposed benefits, including reduced congestion and

Fuel-efficient automobiles of the future could include
cars that are propelied by hydrogen fuel cells, such as

Nissan’s Xterra FCV, GM-Opel’s Zafira (top left and

right, respectively), or Toyota’s gas-electric Prius

hybrid (above), which is available now.

Reactive Organic Gases
‘ HTDTAI. AUTOMOBILE MILES TRAVEIEDV PER YEAR [

100

0

2 . - m ’
4 TOTAL ROG AUTOMOBILE EMISSIONS — TONS PER DAY

During the next decade, total reactive organic
gases (ROG) emitted from automobiles in
Southern California will continue to decline, as
they have since 1965, even though the number of
cars and the total miles traveled per year will
increase.
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increased mobility options.  Transportation
should not to be used as a means to limit
choices, nor should automobile use be altered
in response to problems it did not cause and
cannot remedy such as growth and increased
demand for goods, services, and recreation.

Many of the land-use decisions that will
affect the next 20 years or more have already
been made. Changes will likely be gradual
and incremental and can—especially if
guided by appropriate public policy—result
in an increasing variety of newly developed
and redeveloped urban and suburban forms,
We see that variety as a useful expansion of
available living and working choices. As part
of these efforts, planners and policy makers
should better integrate the automobile and
transit with urban, suburban, and rural land
uses, growth and increased demand for
goods, services, and recreation.

Planning officials at all levels should view
transportation policy as only one of many fac-
tors that influence sensible growth decisions.
A comprehensive approach to community
planning and development, including inte-
grated transportation strategies, is key to
achieving sensible growth. Some of the ele-
ments of this approach include:

* Respect for individual lifestyle and
employment decisions.

* Sound and scientifically based
traffic engineering principles.

* Accommodation of expected pop-
ulation levels and distribution.

* Fair distribution of benefits and
impacts of growth, revenues, and infra-
structure.

* Balancing community and region-
al fiscal resources and responsibilities
and transportation needs.

¢ Adequate provision and mainte-
nance of all infrastructure, including
public safety, power, education, water,
sewage, and transport.

* Balancing local and regional
concerns and needs.

* Land-use planning that accom-
modates both short- and long-range
needs.

* Reasonable environmental protec-
tons.
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the automobile, and for the near future, tran-
sit may continue to be a “niche” mobility
provider—necessary for some, attractive to
some, but sitmply unable to attract more than
a relatively small portion of the population
on a regular basis.

The Transportation Research Board of
the National Academy of Sciences, in a 2001
report on improving transit, noted that:

Even dramatic changes in transporta-
tion investments, land-use controls,
and public attitudes—including the
acceptance of much denser settlement
patterns and Western European-style
disincentives to driving—would take
many decades to reshape the American
urban landscape in ways that would
fundamentally favor transit use....
Still, there is ample opportunity for
transit to play a more prominent role in
the urban transportation system of the
United States.

For various reasons, many people can't
drive or choose not to. They might be too
young to hold a license or too old to continue
to drive safely. They might have an injury or a
chronic condition that limits driving. They
might never have learned to drive, or their car

Transit services also provide ways to get around for
people with disabilities and others who can’t drive.
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might be in the repair shop. Also, many people cannot aftord to own
and maintain a car, and some prefer to leave their cars at home when
they head to work. Public transit gives people options. Without it. some
people would either have to reduce their travel or depend on others
with cars to provide them with transport.

In addition to providing alternative means of travel, public
transit can improve mobility by making more efficient use of the
existing transportation network. In 1999, for example, Southern
Californians boarded buses and trains for a total of 687 million
transit trips.

Transit can be both efficient and an attractive alternative to driv-
ing. In too many cases, however, transit patrons are expected to
adapt to the needs of the system instead of the other way around.
Given the almost infinite flexibility of driving, it is not surprising
that most people who can drive, do drive.

Some observers point to the success of public transit in other
parts of the world as a model for transit in the United States.
However, political and social conditions that foster higher transit use
in some other nations—such as greater population and development
densities, stronger central government authority to impose regula-
tions and land-use controls, stronger metropolitan area planning
authority, disincentives to driving in the form of higher fuel and
vehicle-use taxes, and historically high levels of transit use and lower
rates of vehicle ownership—generally do not exist in the U.S and are
not likely to be accepted in most areas. More importantly, although
many of those conditions exist in much of Europe, overall transit
mode share there is decreasing, and automobile ownership and use
is increasing faster than in the U.S.

Increasing the overall use of public transit is essential to main-
tain and improve mobility. Some want to penalize drivers through
increased fees and taxes, higher fuel prices, parking limitations,
operating limitations, and other means to inhibit automobile owner-
ship and use, hoping to force some people to use transit instead.
Such efforts will generate overwhelming resistance and not achieve
the desired increase in transit use.

Instead, to increase the use of transit, we should increase its util-
ity and appeal to a broader base of potential users. If it is to play a
significant role in improving mobility and continue to receive tax
subsidies, transit needs to do a better job of meeting the publics
needs and expectations regarding safety, reliability, and convenience.
Some of our suggestions follow.

ReECOMMENDATION: Approve and fund transit projects provid-
ing the greatest mobility benefits.
Public transit receives the major share of current transportation
investment in California’s urban areas but is not returning pro-
portionate results. In the six-county Southern California
Association of Governiments area, for example, 64 percent of trans-
portation revenues are spent on the capital and operating costs of
public transportation, which represents only 2 percent of all trips.

Dccisions to invest in transportation modes should be made
by objectively analyzing and evaluating road, bus, and rail projects.
The issue should be not only how many highway lanes or what type
of rail should be built. Rather, we should decide how best to spend
limited resources to obtain the greatest possible mobility, using



Bus Rapid Transit
$.07-13.5 mitlion

Capital cost per mile

Operating cost per vehicle revenue hour $97/hour
Operating cost per vehicle revenue mile $3.96/mile
Operating cost per unlinked passenger trip $2.75/trip
Average speed 32.2 mph

Light Rail Transit
$34.8 million
$212/hour
$11.74/mile
$2.63/trip
16.8 mph

FHE URBAN TRANSPORIAHON MONITOR, 161 2/01

unbiased cost-benefit and performance analyses to make decisions
about investment choices. The selection of road, heavy rail, light rail,
commuter rail, busway, bus types and sizes, smart shuttles, and
other investments would then better match their proposed operating
environments. Developing such a methodology and achieving con-
sensus on its use must be a high priority for researchers, planners,
and interest groups.

Decision-makers and the public also need to know the real costs
of transit, just as they need information on the real costs of driving.
In almost all cases, transit requires large and ongoing subsidies, gen-
erally ranging from 40 percent to 80 percent or more of operating
and maintenance costs (over and above capital costs). Adding new
transit services frequently creates unfunded liabilities for ongoing
operating subsidies. For example, the state Legislative Analyst esti-
mated in 2001 that the new transit services identified in the 2000
Traffic Congestion Relief Program created an annual need for about
$250 million in subsidies, funding for which has not been identified
nor provided from any source.

Decisions to subsidize transit must be guided by a credible
decision-making process. Planners must closely scrutinize the
subsidy requirements of most forms of public transit and benchmark
and monitor all transit systems for performance. Future funding
increases should be contingent on maintaining and improving
transit efficiencies and reducing subsidy requirements.

RECOMMENDATION: Select the right form of transit to serve
the intended markets to preserve future flexibility.
* Most high-capacity, fixed-route transit should use buses
rather than rail.
* Transit should be more flexible to appeal to more people.

High—capacity, fixed-route transit—a light rail system, for example-—
is appropriate in many circumstances, such as areas with high
residential and business density, low-income urban areas, and
between outlying residential areas and concentrated areas of
employment. However, heavy, light, and commuter rail are extremely
expensive and inflexible alternatives that should be pursued only after
rigorous analysis that objectively compares its costs and benefits

to other modes and options.

Bus-based transit, including exclusive
(and potentially automated) guideways and
preferential street operation, should be the
transit mode of choice in all but the highest-
service-level corridors. Buses are more flexi-
ble than rail, can be used in various applica-
tions, and can complete trips after leaving
dedicated rights of way. Success of “Rapid
Bus” pilot projects in Los Angeles and of
dedicated bus guideways in other cities sug-
gest that bus transit can provide capacity
comparable to light rail with a fraction of the
investment. If bus service cannot meet the
demand in a specific area, upgrading to rail
may be an option.

The demand for transit that runs on a
fixed route at specific times is relatively small
and has been declining as a percentage of all
trips. If transit service can become more flex-
ible, it may be able to increase its share of
trips, improve mobility, and reduce the
impact on our roads and resources. One
approach can be extensive networks of “smart
shuttles™ that use advanced communication
and economies of scope and scale to allow
tailored service 1o specific destinations with
little advance notice. Other examples of {lex-
ibility include bus services that operate on a
fixed route but allow some flexibility in route
departure and timing; private operations
such as jitneys and paratransit, coordination
by transit agencies of a variety of services,
sometimes referred to as “regional mobility
management”; and extensive use of the high
occupancy vehicle (HOV) lane network for a
variety of transit vehicles. Providing adequate
park-and-ride facilities and real-time transit
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Making
Better
Decisions
About

Transportation

alifornia has a well-developed State Transportation

Improvement Program (STIP) for allocating state
and federal funds for capital, design, engineering, and

administrative uses in statewide, interregional, regional,
and local transportation projects and programs. A major
revision of the STIP in 1998 shifted control of 75 percent
of the capital funding and most of the project decision-
making to regional agencies—a boost to regional and local
decision-making and a recognition of the diversity of
transportation needs and interests among regions.
California also establishes highway operations and mainte-
nance as its highest priority for funding through its State
Highway Operations Protection Program (SHOPP).
However, there are a number of areas in the trans-
portation planning, decision-making, and implementa-
tion processes where improvements are needed. The

suggested revisions are aimed at what are essential
goals-—improving the allocation of scarce transportation
resources and assuring the public that the taxes and fees

The Quiet Crisis THE PROCESS 35






California has for decades largely avoided executive and legislative %g .
determination of specific transportation projects. Instead, the STIP Ye must enact comprehensive
incorporates a defined process of project evaluations and funding rost-reduction measures to

decisions by regional agencies and the California Transportation
Commission. The STIP and regional transportation agencies should

streamline the planning,

continue to govern the allocation process for federal and state trans- environmental review,
portation funding. engineering, construction,
RECOMMENDATION: Expedite project delivery. &ﬂﬁ mlt‘lfgé’%tfﬂ’ﬂ Q%QCGSSQS
\ \ /¢ must enact comprehensive cost-reduction measures to while mamtazmng impori’ant
streamline the planning, environmental review, engineer- environmental and

ing, construction, and mitigation processes, while maintaining
important environmental and fiduciary safeguards. These
processes must retain the important elements of public partici-
pation and legal review to assure widespread involvement and
resolution of issues, but they must not be used as tools to per-
petually delay or increase the costs of needed projects and pro-
grams. Delay alone can add 3 percent or more annually to the Express lanes, such as those on the I-15 in San Diego
cost of projects, depending upon the rate of inflation. Public County (left), and elevated lanes for buses and

. . . carpools, such as the Harbor Freeway Transitway
agencies must also have the option to contract for services to near Los Angeles (below), are two ways to augment

fiduciary safeguards.

reduce costs and foster competition. road capacity.
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power of those collected in 1965, Without adjustment, their value
will continue to diminish over the next two decades because of
inflation, increased gas mileage in antomobhiles, and the increasing
use of electric propulsion and alternative fuels, which are not now
subject to fuel taxes.

State fuel tax revenues, currently 18 cents per gallon for
both gasoline and diesel, are protected by Article XIX of the
California Constitution, which restricts their use to public street and
highway construction and maintenance, and for mass transit guide-
way construction and maintenance (a “guideway” is a dedicated
pathway for a transit train or bus). This protection has served
California well for decades, guaranteeing that funds raised from
highway users are spent predominately on highway needs, and
should be maintained.

Federal fuel taxes, currently 18.4 cents per gallon for gasoline
and 24.4 cents per gallon for diesel, are distributed to states
through complex formulas and
also allocated for projects identi-
fied by Congress. A wide variety
of conditions and requirements
are placed on their use, but there
is also some flexibility in state
decisions over which transporta-
tion modes receive funding.
Currently, California receives
only a minimum guarantee of
90.5 cents from every dollar col-
lected in California of federal fuel
taxes distributed by formula.
Although funding allocated by
Congress to specific projects
partly redresses this tmbalance,
California provides extraordinary
transportation services to the
entire nation because of the
state’s tourism, travel, and inter-
national trade. Additional federal
funds should be made available
to compensate California for
these costs.

RECOMMENDATION: Reduce the
current  two-thirds vote
requirement to enact or re-
local
sales taxes. Local jurisdictions
should be able to determine
when to place the issue on the
ballot and, prior to the elec-
tion, should be required to
adopt a plan specifying the
projects and programs to be
funded, include a sunset date
on the tax, and to have annual
external oversight of the plan
and expenditures.

enact transportation

Local sales taxes approved by voters
specifically for transportation purpos-
es have become a mainstay of funding in
California, raising almost $2.6 billion
annually Several are permanent, but the
taxes in 13 counties, representing about
$1 billion per year, will expire between
2005 and 2011 unless renewed. Under
current law, a 2/3 vote is required to enact
or renew these taxes.

Local sales taxes have provided a
critical source of funding. They are
effective and efficient, can be tailored to
local needs, enjoy popular support and
generate reliable revenues. However,
they can also be a volatile source of

The Alameda Corridor, which connects the ports of Los Angeles and Long Beach with
downtown L.A,, is a high-speed, high-capacity route for trains and trucks that both
improves safety and mitigates congestion,

The Quiet Crisis THE RESOURCES

41

PHOTO COURTESY ALAMEDA CORRIDOR TRANSPORTATION AUTHORITY












out-of-state vehicles), implementation, enforcement, and
administrative 1ssues will need to be resolved before a com-

pelling case can be made for direct road-use charges. The best
that can be hoped for may be to charge for premium facilities
(such as toll roads or lanes) or or to use this approach as a vol-
untary offset to fuel taxes for those choosing to participate in
direct pricing.

Before implementing direct pricing, pilot and demonstration
programs of the principles of direct pricing should be conducted,
including extensive public involvement, to further understand
how they might be applied and how the obstacles might he
addressed. Direct pricing should be evaluated as a possible alter-
native (not addition) to current fuel excise taxes and other less
precise means of charging for road use. A critical principle in
exploring direct user charges must be that they are developed to
impose fair and equitable charges, not to “force™ changes in
behavior nor to exact additional revenue from drivers.

“Vehicle Miles Traveled” (VMT) fees are sometimes proposed
as a means to charge for road use. VMT fees would be based on
the amount of miles driven per year and collected periodically

T CALTRANS

PHOTO CC

based on odometer readings. VMT fees
are a crude iteration of direct pricing
that considers all driving as equal—a
trip across the Los Angeles Basin in rush
hour traffic is treated the same as a
weekend visit to a national park. Such a
fee has no relation to the time and place
of driving or the impact on congestion
or the roads and is therefore inappropri-
ate as a pricing mechanism.

RECOMMENDATION: Explore a fixed-fee
approach to provide support for road
infrastructure construction and mainte-
nance in lieu of the current Vehicle
License Fee.
basic fee to support Californias
roads could be similar to fees that
are charged for telephone and utility
access. These fees support the underly-
ing infrastructure and are independent
of actual use. This annual fee could be
collected instead of the current vehicle
value-based Vehicle License Fee (VLF),
which is an in-lieu property tax that has
no relationship to impact on the roads
and is almost the only remaining
remnant of the state’s former personal
property taxation system. It would be
collected annually by the Department of
Motor Vehicles along with the basic reg-
istration fee (currently $30 for private
passenger vehicles). This fee should be
uniform for all vehicles, similar to
utility standby fees, which do not, for
example, vary based on the number of
telephones per household, and should
be a relatively small amount so as not to
impose a hardship on vehicle owners.
As an example, an annual “road
fee” of $33 applied to the 29 million
nonexempt commercial and noncom-
mercial vehicles registered in California
in 2001 would raise about $960 mil-
lion. Even when added to the basic $30
registration fee, the total payment
would be less expensive for almost all
vehicle owners than the current VLE A
substantial share could be allocated to
counties and cities for road construc-
tion and maintenance according to
an appropriate formula that would
partially offset the loss of VLF funds to
cities and counties. The remainder of
the VLF loss to local governments could
be made up by the state.
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GLOSSARY OF
SELECTED TERMS

ALTERNATIVE FUEL/PROPULSION
VYEHICLES
Vehicles that use a fuel other than
gasoline or diesel (such as com-
pressed natural gas) or another
means of propulsion (such as an
electric motor) 1o move.
BUS RAPID TRANSIT (BRT)
A transportation service that
combines the capacity and quality
associated with rail transit and the
flexibility and lower costs of bus
transit. BRT systems typically include
special buses that provide frequent
service in special lanes or on regular
streets and that use a variety of tech-
nologies to improve speed, reliability,
and overall service quality in high-
transit demand corridors.
BUSWAY (OR TRANSITWAY)
Travel lanes dedicated to the exclu-
sive use of transit vehicles. Lanes
can be located within, or parallel to,
general-purpose freeways or streets
or in a separate right-of-way.
CALIFORNIA DEPARTMENT OF
TRANSPORTATION (CALTRANS)
State agency responsible for planning,
designing, building, maintaining,
and operating state transportation
facilities and services, administering
state transportation resources, and
making various transportation
decisions specified in law.
CALIFORNIA ENVIRONMENTAL
QUALITY ACT (CEQA)
California law that establishes state
policy for the environment and
requires environmental impact
reports before transportation (and
other) projects can be approved.
CALIFORNIA HIGHWAY PATROL
(CHP)
State agency responsible for, among
other things, patrolling state high-
ways and enforcing traffic laws.
CALIFORNIA TRANSPORTATION
COMMISSION (CTC)
A nine-member panel appointed
by the governor responsible for
overseeing and making decisions
on various transportation pro-
grams specified in law, including
approving projects and allocating
state-controlled  transportation
funds to projects and services.

FREEWAY SERVICE PATROL (FSP)
Government-funded roving tow
services that quickly identify and
remove stalled vehicles and debris
from travel lanes and roadway
shoulders to improve traffic flow
and reduce congestion.

GRADE SEPARATION
Vertical isolation of travelways
through the use of a bridge or wn-
nel so that traffic conflicts (between
crossing highways or highways and
rail lines) are eliminated or mini-
mized.

HIGH OCCUPANCY TOLL (HOT)

LANES
An HOV lane that can be used by
single-occupant vehicles for pay-
ment of a toll or fee.

HIGH OCCUPANCY VEHICLE

(HOV), OR CARPOOL., LANES
Highway travel lanes restricted to
vehicles occupied (typically) by
two or more people, including
the driver.

INTELLIGENT TRANSPORTATION

SYSTEMS (ITS)

Systems of highways and transit
services that use advanced technolo-
gies to improve traffic monitoring,
management, and safety, and to
reduce congestion.

JITNEY
Privately owned small- or medium-
sized transit  vehicle usually

operated on a fixed route but not
on a fixed schedule.
METROPOLITAN PLANNING
ORGANIZATION (MPO)
A federally designated public
agency responsible for various
aspects of the transportation
planning, funding, and decision-
making process. Examples include
the Southern California Association
of Governments (SCAG), which
covers the six-county greater
Los Angeles area, and the San
Diego Association of Governments
(SANDAG) in San Diego County.
MODE
Method of travel; for example driv-
ing, walking, or taking transit.
MODE SHARE (OR SPLIT)
Percentage of trips using a particular
mode or {orm of transportation.
MOTORVEHICLE FUEL EXCISETAX
A tax, commonly referred to as a
gas tax, charged on each gallon of

motor-vehicle fuel sold.
Californians pay a total of
36.4 cents per gallon in
motor vehicle fuel excise
taxes; 18 cents per gallon
goes to the state and 18.4
cents per gallon goes to the
federal government. State
gas-lax revenues are pro-
tected by Article XiX of the
State Constitution and can
only be used for street and
highway purposes and
mass transit guideways (for
example rail line construc-
tion), but not transit
operations. Federal gas-tax
revenues are dedicated
exclusively to transporta-
tion purposes.

NATIONAL

ENVIRONMENTAL

POLICY ACT (NEPA)
Federal law that establish-
es national policy for the
environment and requires
environmental-impact
studies before projects can
be approved.

PARATRANSIT
Flexible forms of transit
services that are not con-
fined to a fixed route
and that are usually used
to provide door-to-door service
for the elderly and people with
disabilities in compliance with
the Americans with Disabilities
Act of 1990 (ADA).

RAIL, COMMUTER
A rail line or system that uses
diesel locomotives to pull or push
large passenger cars for longer-
distance trips, typically from out-
lying suburbs to a central city. Local
commuter-rail systems include
Metrolink, which provides services
in Los Angeles, Orange, Ventura, San
Bernardino, and Riverside counties,
and the Coaster, which operates in
northern and central San Diego
County.

RAIL, HEAVY
An electric railway with the
capacily to transport a heavy vol-
ume of passenger traffic and char-
acterized by exclusive pathways (in
tunnels, on overhead structures,
and within [enced rights-of-way),
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NE WS from the Autcs Club

FOR RELEASE: Immediately

CONTACT: Carol Thorp or Jeffrey Spring
(714) 885-2333 Media inquiries only, please

Auto Club Warns California Headed For Transportation Crisis
Launches "Quiet Crisis” Initiative

(Los Angeles, October 2, 2002) — The Automobile Club of Southern California
warned today that California is facing a traffic congestion crisis that will have
"enormous and unacceptable impacts on its economy and quality of life,” if not
addressed with comprehensive planning at all levels of government within the next
two decades.

"As traffic congestion increases in California, residents will have increasingly
difficult commutes to work, goods and services will be delayed in reaching the
marketplace and leisure travel may be restricted,” said Thomas V. McKernan, Jr.,
president and CEO of the Auto Club. "Our current process is not effectively
anticipating and addressing this looming transportation crisis. For too long we have
put off critical transportation decisions and innovative solutions because we are still
moving, however slowly. The Auto Club wants to put the issue on the front burner
so California doesn't hit a mobility roadblock."”

The Auto Club today released "The Quiet Crisis,” a report which looks at
transportation problems in California and possible solutions. The report makes five
key recommendations for dealing with the state’s transportation future:

» Southern California must have additional road capacity — including new
roads, increasing the efficiency of current roads and improving maintenance
to improve safety and travel time.

» Improvements must be made in automobile use — including reducing
energy use, continuing to meet clean air goals and using technology to
make vehicles safer.

o Better alternatives to the automobile must be found — including new and
flexible forms of public transit.

o California needs to improve its decision-making processes for
transportation.

o California needs to get more from its transportation investments and provide
more resources for transportation.

"The Quiet Crisis" report points out that California’s congestion rate is 65 percent
higher than the national average and is increasing by 10 percent annually. In
Southern California alone, drivers spend between 50 to 140 hours a year stuck in
traffic jams at a cost of up to $2,500 in wasted time and fuel.



"Southern California has four of the top ten most congested freeway interchanges
in the nation,” said McKernan, "yet the state ranks last in the nation in per-capita
transportation spending. With 10 million more Californians expected to be using
highways, streets and public transit over the next two decades, we can’t put off
planning for the future.”

As part of its effort to build a transportation consensus in California, the Auto Club
is forming a Mobility Advisory Council. The Auto Club, along with council members,
will hold meetings throughout Southern California over the next year to help
facilitate ongoing public dialogue and involvement in identifying viable solutions to
the state’s transportation problems.

"There is no single answer to solving congestion problems,” said McKernan. "We
hope our recommendations will start much needed dialogue toward building
consensus. Creating comprehensive and cohesive transportation policy is a
formidable task, but one we believe is achievable and essential.”

"The Quiet Crisis" report is available on the Auto Club’s web site at www.aaa-
calif.com.

The Autemobile Club of Southern California, the largest affiliate of the AAA, has
been serving members since 1900. Today, the Auto Club’'s members benefit by
roadside assistance, insurance products and services, travel agency, financial
products, automotive pricing, buying and financing programs, automotive testing
and analysis, trip planning services and highway and transportation safety
programs. Information about these products and services is available on the Auto
Club’s Web site at www.aaa-calif.com.
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More Freeway Lanes, Transit Spending Urged
Traffic: Auto Club calls for action to combat increasing gridlock, and says

transportation must become a priority with policymakers in Southern

California.
By HUGO MARTIN, TIMES STAFF WRITER

The Auto Club of Southern California has added its voice to the public debate over
the region's worsening traffic congestion by issuing a plan that calls for increased
spending on transportation, the construction of more freeway lanes and routine
evaluations of existing transportation programs, among other ideas.

The plan, which will be released today, is the first comprehensive traffic blueprint
issued by the 102-year-old organization and signals a growing frustration among
its 5 million members over the region's increasing gridlock.

"We are not prepared to tell our members that we are just going to wait until traffic
stops dead," said Auto Club President Thomas V. McKernan Jr.

Dating back to the 1930s, the Auto Club has endorsed transportation initiatives,
such as bond measures and ballot proposals.

But for the most part, the organization has limited its public policy initiatives to
promoting safe driving programs, such as reducing teen drunk driving.

Over the last three years, McKernan said, Auto Club members have urged the
organization--through surveys and polls--to play a bigger role in solving Southern
California's worsening traffic problems.

In response, a committee of the club's board of trustees drafted the 48-page plan
with the consultation of various academics and transportation planners.

Most of the recommendations are short on specifics and echo ideas proposed by
local public transportation agencies.

Still, Auto Club leaders say they hope the plan will spur Southern California
policymakers to put traffic on the top of their agenda.

"California transportation needs champions--leaders who will consistently and
effectively seek and implement solutions," the plan states.

Transportation experts who have read advance copies of the plan give it positive
reviews, saying it proposes--for the most part--common-sense ideas.

"What they are proposing is nothing radical," said Brian Taylor, director of the
Institute of Transportation Studies at UCLA. "its tone is moderate and promotes



consensus-building.”

Taylor agreed that Southern California's worsening traffic congestion should
receive more attention from state lawmakers.

"Until a crisis occurs, there tends to be not much action," he said. “Unfortunately
that is the nature of politics."

Evidence of the worsening conditions on Southern California freeways is without
dispute.

Motorists in Los Angeles County spent an average of 136 hours on gridlocked
freeways in 2000, making it the most congested county in the nation for the 15th
year in a row, according to an annual study by the Texas Transportation Institute.

Based on current trends, average freeway speeds in Los Angeles County are
expected to drop to about 20 mph by 2025.

The Auto Club's recommendations include:

* Build more freeway lanes. The study notes that from 1967 to 1997, California's
population increased 70%, the number of licensed drivers jumped 91% and annual
vehicle miles traveled shot up by 184%. At the same time, roadway capacity--or
miles of new lanes--increased by only 29%, according to the report.

The Auto Club study does not specify how many miles of roadway should be built
each year, but McKernan said additional lanes could be built by widening or
double-decking existing freeways.

* Devote more money to transportation. The Auto Club supported Proposition 42,
an initiative adopted by voters in March that permanently designates gasoline
sales tax for transportation projects.

In addition to that funding, the plan suggests that the state increase the use of
bond money and general fund dollars to pay for transportation improvements.

The plan also recommends eliminating the two-thirds majority needed to adopt or
reenact a local transportation sales tax.

"Putting more money into transportation is absolutely necessary," said Mark
Pisano, executive director of the Southern California Assn. of Governments, who
has seen an advance copy of the plan.

* Approve and fund public transit projects that give the greatest benefits. Although
the plan describes automobiles as the "backbone"” of Southern California's
transportation system, it calls for continued funding of cost-effective transit
programs such as buses and rail lines.



McKernan said the Auto Club believes the traffic problem can be fixed only with a
combination of strategies, including cars, buses, trains and bicycles.

"We don't believe there is a magic bullet,” he said.

* Streamline the funding and construction process. The federal environmental
review required to build a major freeway project takes an average of 5 1/2 years.

* Prioritize potential transportation projects. The plan recommends that
transportation spending give priority to those projects that move the most people
efficiently. The plan also calls for regular evaluations and audits to weed out those
projects that are not meeting their goals.

"We want to support what is the best cost-efficient way to move the most people,”
McKernan said.

He complained about what he sees as a lack of leadership on the problem.

McKernan also noted that traffic is not the sole responsibility of one elected official
or one public agency.

SCAG, the California Department of Transportation, Metropolitan Transportation
Authority and dozens of local agencies all take a supporting role in managing and
building Southern California's transportation system.

But Pisano said all of those agencies cooperate well together.

"Our strategies are integrated,” he said. "We have a game plan.”
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Road crisis grows, says Auto Club
Underfunded, crowded, freeways need major help

By Troy Anderson, Staff Writer

Calling traffic congestion a "quiet crisis” that will dramatically worsen in the years
ahead, the Automobile Club of Southern California called Wednesday on state
and federal lawmakers to work harder to solve the region's transportation
problems.

"Southern California has four of the top 10 most-congested freeway interchanges
in the nation,’ Auto Club CEO Thomas V. McKernan Jr. said while releasing the
"Quiet Crisis" report on California's traffic problems.

"Yet the state ranks last in the nation in per-capita transportation spending. With
10 million more Californians expected to be using highways, streets and public
transit over the next two decades, we can't put off planning for our future."

Los Angeles City Councilman Hal Bernson, chairman of the Metropolitan
Transportation Authority, said local officials need to call on state and federal
lawmakers to make transportation their top priority.

"Despite all the elected officials we have in Sacramento and Washington, D.C.,
they don't act as a team to get the transportation improvements we need,’
Bernson said. "We are not getting our fair share of the funding.”

The report calls for a major effort to achieve a regional consensus on congestion
relief, pushing for more freeway lanes, more money for transit projects and more
innovative ways to relieve congestion.

The report comes on the heels of a study by the respected Rose Institute of State
and Local Government at Claremont McKenna College which found Los Angeles
gets less per person in state and federal funds than most large cities in

California.

The new report, issued by the Automobile Ciub of Southern California, found that
between 1967 and 1997, California's road capacity increased by 29 percent while
the population skyrocketed 70 percent. But highway spending has dropped from
$60 per 1,000 vehicle miles driven in the 1960s to $4 in 2002.

It said the state has a 10-year, $70 billion backlog in road construction and
maintenance needs. In 2001, the state's roads were rated the worst of all 50
states, and Californians spent an average of $500 a year on vehicle repairs
related to bad road conditions.



Bernson said state and federal lawmakers need to focus on the growing gridlock
crisis on the Ventura Freeway in the San Fernando Valley. Transportation
planners have three proposals for improving traffic on the Ventura Freeway that
include double-decking, putting a rail line down the middle, adding car-pool lanes
and widening it in sections.

"A lot depends on the funding being made available to us by the federal
government," Bernson said. "But our delegates in Sacramento and Washington,
D.C., are not working together as a team."

State Sen. Tom McClintock, R-Thousand Oaks, vice-chairman of the Senate
Transportation Committee, said he welcomes the Auto Club's fight to expand
freeway and road construction.

“Californians bear the third heaviest highway taxes in the country and yet we're
dead last in our per capita spending on highways," McClintock said. “That is a
not a lack of resources, but badly skewed priorities at both the state and federal
level.”

Rep. Brad Sherman, D-Sherman Oaks, said Congress needs to make
transportation a top priority.

"We need to fund all the different elements,"” he said. "We need the east-west
Valley busway. We need park-and-ride opportunities in lots for both for east-west
Valley busway and the Metro Rapid Bus on Ventura Boulevard."

David Fleming, chairman of the Economic Alliance of the San Fernando Valiey
and co-chairman of the Valley Transportation Strike Force, said traffic congestion
is the No. 2 issue for people behind public safety. He said lawmakers need to
make it a top priority.

The task force was instrumental in getting the city to begin a traffic-signal
synchronization project in the Valley that is expected to coordinate lights at 700
intersections by 2003.

"This will turn major east-west and north-south roads into mini-freeways so at
peak times you can get across the Valley in 20-25 minutes or north-south in a
matter of 20 minutes,” he said.
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