


FIGURE 33

Potential El Dorado Hills Deviated Fixed-Route
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+ The South Route would consist of a smaller loop serving the Town Center and Town Center East
areas, the multifamily area along Valley View Parkway, and the Sunset Mobile Home Park. This
route segment would require roughly 7 minutes to complete.

+ The El Dorado Hills Business Park would be served by a series of signed On Demand stops, located
along Golden Foothill Parkway, Windplay Drive, Suncast Lane, Mathews Parkway, and Investment
Boulevard. Depending on requests, this service would require 10 minutes to complete.

The On Demand stops would be signed and served as needed to accommodate passengers making
requests for service. They would be served at a specific time past the hour, but only upon request.
Requests can be made in the following ways:

+ By phone on the day of service, a minimum of 30 minutes prior to the scheduled time.
+ On the bus, by directly asking the driver for service.
+ Asa*“standing request,” once a pattern of regular use is established.

These On Demand stops are intended to generate the need for service only when necessary to serve
passengers, thereby reducing in-vehicle travel time and costs associated with service to a stop when no
passengers desire service. It can be expected that the service requests will identify specific times (such as
around shift changes at employment centers) when service will regularly be requested. Once a pattern is
established, some runs may be converted to a regular schedule.

This service would be timed to provide direct transfers to the IPC at the EI Dorado Hills Park-and-Ride.
The IPC currently serves this stop at 53 minutes past the hour in the eastbound direction and 10 minutes
past the hour in the westbound direction. A reasonable hourly schedule would be as follows:

+ North Route departs at 10 after, returning at 45 after.
+ East Route departs at 53 after, returning at the top of the hour.
+ From the top of the hour to 10 after the bus is available to service On Demand stops or can layover.

This schedule provides convenient connections between the North Route and IPC services to and from
Placerville, as well as convenient connections between the East Route and Business Park stops and IPC
services to and from Folsom. As shown in Table 43, this service would incur an operating cost of
approximately $316,800 per year.

Potential ridership on this service can be evaluated in two elements — resident trips and employment trips.
Resident trip demand is estimated to equal 7,600 one-way trips per year, based on the observed ridership
in Cameron Park factored by the relative population and population characteristics, the better hourly level
of service that would be provided in ElI Dorado Hills, and the social service programs that would be
served in EIl Dorado Hills. Employment trips are estimated to equal 4,500 one-way passenger-trips per
year based on the employment levels in El Dorado Hills, typical transit mode split figures observed in
similar suburban employment centers, and the commute patterns of EI Dorado Hills Industrial Park
employees. In particular, some of the major employers such as DST report that they typically operate 12-
hour shifts (6:00 AM to 6:00 PM) that are difficult to serve using traditional public transit. In total,
ridership on this service is estimated to equal 12,100 passenger-trips per year. Subtracting the associated
$18,200 in passenger fare revenues, net subsidy requirements are estimated to equal $298,600.
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TABLE 43: El Dorado County Transit Authority Service Alternatives

FY 2008/09 Ridership and Cost Analysis

Operating Characteristics

Total Annual Ridership Impact Annual
Vehicles Veh. Serv. Veh. Serv. Operating (One-Way Trips) Farebox Subsidy
Alternative Required ! Miles Hours Cost® Daily  Annual Revenue Required
Status Quo
Local Route Service 7 283,177 17,111 $1,392,200 — 143,700  $192,200 $1,200,000
Rural Routes 1 8,398 332 $29,800 800 $1,700 $28,100
Dial-A-Ride Service 8 319,318 14,042 $1,225,000 - 34,100 $67,400 $1,157,600
Sacramento Commuter Service 10 267,508 8,730 $827,000 - 129,800 $578,500 $248,500
Iron Point Connector 1 96,712 3,427 $316,800 6,500 $14,000  $302,800
Special Services 3 11,778 1,149 $86,600 — 14,100 $4,500 $82,100
Sac Med 1 14,749 482 $45,600 800 $3,400 $42,200
Fixed Costs - - - $841,000 - - - -
Subtotal (Excludes Contracted Services) 31 1,001,640 45,273 $4,764,000 — 329800  $858,300 $3,905,700
Local Route Alternatives
El Dorado Hills Fixed Route Circulator 1 75,657 3,732 $316,800 47 13,600 $18,200  $298,600
Express / Community Routes
Additional US 50 (Iron Point Connector) Runs 1 82,896 2,937 $271,500 99 24,800 $53,500 -
Change in Cameron Park Route 0 12,166 281 $30,000 - - - -
El Dorado Hills Fixed Route 1 75,657 3,732 $316,800 47 13,600 $18,200 -
Total 2 170,719 6,950 $618,300 146 38,400 $71,700  $546,600
Combined Pville Express/ Pollock Pines Route 0 0 0 $0 12 2,900 $3,900 -$3,900
Add Earlier Pollock Pines Run - 8,000 500 $40,400 7 1,800 $3,800 $36,600
Extend Local Route Service 1 Hour in Evening 0 25,380 1,481 $121,400 29 7,320 $9,800 $111,600
Sunday Service on Local Routes 1 14,530 1,046 $82,500 65 3,300 $4,400 $78,100
Sunday Taxi Voucher Program
Existing Service - 13,917 612 $65,600 24 1,210 $2,600 $63,000
Taxi Voucher Program $18,800 1,210 $2,600 $16,200
Difference -$46,800 0 $0 -$46,800
Modify Placerville Route to Serve Eskaton 0 2,153 0 $2,000 16 4,600 $3,080 -$1,080
Modify Placerville Route to Serve Mallard Lane Development 0 861 0 $800 3 900 $1,200 -$400
Iron Point Connector Alternatives
Shift Schedule Mid-Day to Better Serve Commuters 0 -13,816 -490 -$45,300 3 800 $1,700 -$47,000
Add a 6:40 AM Run 1 14,500 625 $54,800 4 1,000 $2,200 $52,600
Add a 4:40 PM Run 1 14,500 625 $54,800 5 1,300 $2,800 $52,000
Serve Foothill Oaks Casino 0 3,500 0 $3,300 80 20,000 $43,200 -$39,900
Sacramento Commuter Alternatives
Terminate at Sunrise -3 -189,045 -6,739 -$621,800 -275 -68,800 -$306,600 -$315,200
Terminate in Folsom -213,270 -7,372 -$686,400 -291  -72,800 -$324,500 -$361,900
Add AM Route Arriving Around 7:50 AM 0 11,631 380 $36,000 24 6,000 $26,700 $9,300
Add PM Route Departing Around 3:50 PM 1 11,631 380 $36,000 18 4,500 $20,100  $15,900
Eliminate Route 10 PM Run -1 -11,631 -380 -$36,000 -13 -3,300 -$14,700  -$21,300
Provide Commuter Service from Folsom to El Dorado Hills 1 49,000 2,125 $186,000 48 11,900 $25,700  $160,300
Reinstate Commuter Service to Rancho Cordova 2 88,921 1,656 $193,100 15 3,800 $8,700 $184,400
Rural Services
Eliminate South County Service - -3,431 -133 -$12,000 -3 -147 -$180  -$11,820
Georgetown -- Cool -- Auburn Service - 5,406 204 $14,000 27 1,400 $1,700 $12,300
Provide Sac-Med Service One Additional Day per Week 0 7,375 241 $22,800 7 360 $1,500 $21,300
Expand Dial A Ride 2 68,221 3,000 $261,700 29 7,300 $14,400  $247,300

Note 1: Excluding spares, which can only be calculated for the system as a whole. The Status Quo option "distributes" the existing fleet based on peak needs (as

detailed in Figure 19)
Note 2: Assumes 250 weekdays and 51 Saturdays of service.

Note 3: Based on EDCTA FY 2006-07 cost model presented in Table 28 of Tech Memo 1, factored up 3 percent annually.

Source: LSC Transportation Consultants, Inc.

LSC Transportation Consultants, Inc.

Western El Dorado County

Page 126

2008 Short Range Transit Plan




Express/Community Route Alternative

At present, the EDCTA local route network is configured as a “pulse point” transit network, wherein all
local buses (other than the Pollock Pines Route) serve a single transfer point (Missouri Flat Transfer
Center), scheduled as much as possible to allow direct transfers between buses at this point. This strategy
is best for a relatively compact urbanized area with a strong activity zone near the center of the overall
service area.

An alternative service plan that better fits the urban form of the US 50 corridor is a combination of an
Express Route along US 50 and a series of Community Shuttle routes. As shown in Figure 34, the basis
for this plan would be an Express Route that serves the US 50 corridor between Placerville Station and
the Iron Point Light Rail Station, incorporating both the existing Placerville Express as well as the IPC.
Two buses would be operated to provide hourly service.

The Community Shuttle routes would be as follows:
+ Two buses would continue to operate the existing Placerville Routes on an hourly headway.

¢+ One bus would operate the existing Diamond Springs and Folsom Lake College Routes on an hourly
headway (no longer interlining with the Cameron Park Route). Passengers would transfer to the
Express Route at Missouri Flat Transfer Center (MFTC).

+ The Cameron Park Route would serve the existing route through Cameron Park and Shingle Springs,
but would no longer travel east of Sunset Lane on Mother Lode Drive. Instead, the one bus would be
able to provide hourly service, rather than the current service of every two hours. Passengers would
transfer to the Express Route at the Ponderosa Park-and-Ride.

¢+ One bus would be used to operate the hourly EI Dorado Hills Route, as discussed above, transferring
passengers to the Express Route at the EI Dorado Hills Park-and-Ride.

The Express Route could also serve the other Park-and-Ride lots at specific times during commute
periods, or on request at other times. Overall, this option would require two more buses than currently
operated: one to provide hourly service on the Express Route and one to operate the EI Dorado Hills
Route.

Advantages of this strategy would be as follows:

+ This would greatly improve access from El Dorado Hills to Cameron Park and Placerville, as well as
from Cameron Park to EI Dorado Hills, providing service every hour rather than every two hours.

+ Service frequency in Cameron Park would be increased from every two hours to every hour.
+ Hourly service connections would be provided to Light Rail, increasing the ability of commuters to

use Light Rail and the Express Route to access Rancho Cordova and downtown Sacramento, either in
the commute periods or mid-day.
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Disadvantages would consist of the following:
+ Additional operating subsidy would be required.

+ Existing Cameron Park passengers traveling to and from Placerville would be required to transfer. A
review of existing ridership data indicates that roughly 75 percent of existing riders on the Cameron
Park route travel to or from Placerville. The routes could be scheduled to provide direct transfers
between the Cameron Park Route and the Express Route in both directions.

¢+ Mother Lode Drive between Sunset Lane and El Dorado Road would no longer be served by an
EDCTA route. However, a review of a week of ridership data indicates that less than one passenger
per day is currently served by the stops along this route segment.

Based on an elasticity analysis of existing ridership and the impacts of these various service quality
factors, the net impact of this alternative on systemwide annual ridership (excluding the EI Dorado Hills
Route discussed above) is estimated as follows:

Increased Service Frequency on Cameron Park Route 8,200
Need to Transfer between Cameron Park and Placerville - 500
Elimination of Service to Existing Stops on Mother Lode Drive - 100
Increased Service Frequency on IPC (US 50) 8,300
Total Impact 15,900

The additional services, including the net increase in mileage associated with the change in the Cameron
Park Route, would increase overall operating costs by approximately $618,300 per year. Farebox
revenues would be increased by $52,500, yielding a net increase in required subsidy of $565,800.

Combine Placerville Express and Pollock Pines Routes

At present, the Placerville Express and Pollock Pines Routes both consist of a single vehicle operating
over an hourly route. The two routes meet at Placerville Station to transfer passengers at the top of the
hour. An option would be to combine these routes into a single route between Pollock Pines and the
Missouri Flat Transfer Center using two buses over a two-hour route to maintain the hourly headways.
This would allow passengers traveling between the two routes (which comprise roughly 75 percent of
Pollock Pines Route passengers) to simply stay on the bus to complete their trip. In addition to avoiding
the minor inconvenience of moving from one bus to the other, this avoids the uncertainty associated with
making the connection, which is a bigger deterrent to potential riders. The only disadvantage of this
option would be that delays on one portion of the route segment could cause delays on the other.

This option would incur essentially no cost to implement. The routes could still be designated as two
separate routes (with buses simply changing headsigns at Placerville Station), or designated as a single
route. In either case, route deviations would still be provided east of the Placerville complementary DAR
service area. Research indicates that passengers perceive the elimination of a transfer equivalent to a
reduction in travel time of 10 minutes. Applying an elasticity analysis to the existing ridership levels, this
alternative would increase ridership by approximately 2,900 passenger-trips per year.

Add Earlier Run on Pollock Pines Route
The current Pollock Pines Route schedule provides a first run leaving Pollock Pines at 7:00 AM and

arriving at the Missouri Flat Transfer Center at 7:40 AM. This schedule allows for residents living along
the Pollock Pines Route to get to destinations in Placerville prior to 8:00 AM, but not to other destinations
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on the local route network. This first run of the day, moreover, is the most popular run on this route,
carrying roughly 20 passengers per day westbound. Given this pattern, one option would be to operate an
earlier run beginning in Pollock Pines at 6:00 AM. This service would not require an additional vehicle,
but would incur an operating cost of $40,400 per year. Based on the existing ridership pattern and the
observed variation in ridership by time of day on similar systems, a reasonable estimate of ridership
potential on this run is 7 passengers per day, or 1,800 per year. These riders would generate roughly
$3,800 in fare revenues, resulting in an annual subsidy requirement of $36,600 per year.

Designate More Stops Along Pollock Pines Route

At present only six bus stops are designated with signs on the Pollock Pines Route outside of the
immediate Placerville area: three in Pollock Pines, two in Camino, and one in Camino Heights. The
designated stops serve 80 percent of the route’s ridership, while the remaining 20 percent of boardings
occur at on-request stops. Topography, limited right-of-way, and other constraints have been challenges
in designating additional stops.

In general, designating stops provides several benefits: (1) it shows passengers an acceptable location to
wait for the bus; (2) it indicates to drivers where a passenger can be served without an undue safety
hazard; and (3) it provides an ongoing physical “presence” in an area that increases public awareness of
the service and thus yields a substantial marketing benefit.

Other than the stops already designated, only two on-request stops get any significant (defined as 3 or
more total passenger boardings or alightings per day) level of activity: Pony Express/Mace (3 total
passengers per day) and Pony Express/Alder Road (5.4 passengers per day). Under this alternative,
additional stops would be designated with at least bus stop signs, focusing on these higher passenger
activity locations.

It should be noted that it is often appropriate to designate stops even where all of the criteria of a perfect
bus stop cannot be provided. For instance, it is common in rural areas to use an existing paved
intersecting driveway or roadway shoulder to deploy a wheelchair lift, rather than requiring stops only be
located where a 5° X 8” wheelchair pad can be provided. It is important, however, in the case of the
Pollock Pines route that (1) some means of loading and unloading wheelchair users be available; (2) the
bus be able to stop without impeding through travel lanes along Carson Road or Pony Express Trail; and
(3) a safe standing area be provided for waiting passengers.

Provide Additional Evening Service on Local Routes
At present, the earliest “last departure” time on the local routes is as follows:

Placerville (Eastbound) — 5:00 PM (Missouri Flat Transit Center)
Placerville (Westbound) — 5:00 PM (Woodman Circle)

Placerville Express (Eastbound) — 4:35 PM (Missouri Flat Transit Center)
Placerville Express (Westbound) — 5:05 PM (Placerville Transit Center)
Cameron Park — 5:00 PM (Missouri Flat Transit Center)

Diamond Springs — 5:00 PM (Missouri Flat Transit Center)

Pollock Pines — 5:00 PM (Placerville Station)

Folsom Lake College — 5:35 PM (Missouri Flat Transit Center)

* & & & O o o o
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This schedule allows passengers with a departure time of 5:00 PM (such as an employee getting off work
at 5:00 PM) to make it home only if their trip does not require a transfer. If a transfer between routes is
required (such as a Diamond Springs resident working in Placerville), a 5:00 PM departure is not
currently served. Similar transit programs in Northern California typically provide service for roughly one
additional hour providing last departures until roughly 6:00 PM, with last arrivals until roughly 7:00 PM.

Under this alternative, one additional run on weekdays would be operated on the Placerville Routes, the
Diamond Springs Route, the Pollock Pines Route, and the Cameron Park Route. In addition, one
additional hour of DAR service would be added for complementary paratransit service in the Placerville
area.

One advantage of extending the service day, or increasing the number of days that the service is operated,
is that additional vehicles are not required. Thus, there are no direct capital costs associated with this
improvement (though the additional annual mileage could potentially shorten the economically useful life
of the transit buses). However, there are still annual operating costs to consider. As presented in Table 43
above, the estimated net annual increase in operating cost to extend local deviated fixed-route service by
one hour would amount to $121,400. The consultants reviewed current EDCTA ridership data by hour of
day to determine late afternoon trip patterns and to develop anticipated annual evening ridership. In
addition, the productivity of evening service on similar transit systems already providing such service was
reviewed. Based on this analysis, approximately 7,320 additional annual one-way passenger-trips and
$9,800 in farebox revenues are anticipated under this option. Thus, the annual net increase in subsidy
required would total $111,600 for the local deviated fixed-route service.

The greatest advantage of this option is that travelers whose work or school schedules end after the
current daily span of service would be able to use local transit services. In addition, this option would not
require additional vehicles. The disadvantage is that additional annual operating funding would be
required.

Sunday Service on Local Routes

EDCTA currently operates deviated fixed-route service Monday through Friday from roughly 6:30 AM to
6:00 PM, and on Saturdays from roughly 9:00 A.M. to 5:00 PM. No Sunday service is currently provided.
A reasonable alternative would be to provide Sunday local deviated fixed-route service similar to the
existing Saturday service. Under this alternative, four buses would provide service on the Placerville
Local, Diamond Springs, Pollock Pines, and Cameron Park Routes from roughly 9:00 AM to 5:00 PM. In
addition, a DAR van would provide complementary paratransit service in the Placerville area.

As presented in Table 43 above, this option would require an additional $82,500 in annual operating
funds. Due to lower travel demand, transit ridership on Sunday services is typically observed in similar
systems to be half of Saturday ridership. Using this proportion as a basis for estimating Sunday ridership,
approximately 3,300 annual one-way passenger-trips would be provided, or 65 per day on the local
deviated fixed-route service. This ridership level would generate approximately $4,400 in additional
annual passenger fares. A total of $78,100 in annual operating subsidy would be required under this
option.

The greatest advantages of this option are that the fleet would not need to be expanded and the service

would increase riders’ access to jobs, shopping, and recreational opportunities. The greatest disadvantage
is the increase in annual operating cost.
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Sunday Taxicab Subsidy Program

At present, EDCTA services on Sundays are limited to the General Public DAR program. Two vehicles
are currently used for Sunday DAR, averaging approximately 12 vehicle-hours of service and serving
approximately 23 passenger-trips per day. One option to expand mobility on Sundays would be to provide
a taxi subsidy program. Under such a program, DAR passengers would be served by a local taxi services,
charged the existing DAR fare, and required to sign a voucher documenting the trip. The taxi company
then submits the voucher to EDCTA which in turn redeems the voucher at full value. This ensures that the
providers receive full fare for their services.

There are numerous examples of taxicab voucher programs around California. Several — particularly in
the Bay Area — are “guaranteed ride home” services only. Most are limited to disabled and/or elderly
residents only, including services in Susanville, Santa Fe Springs, Norwalk, Clovis, and Redondo Beach.
The specific financial arrangement varies, with some services providing service at a fixed price per
voucher, while in others the user pays a percentage of metered fare upon presentation of an ID card. In all
cases, it is very important to establish rigorous controls and monitoring procedures if abuse of the
program is to be avoided.

A reasonable option would be to replace the existing Sunday DAR program with a subsidized taxi
program. Under this option, passengers would still make advanced reservations for service with EDCTA
dispatchers. Rather than operating Sunday service, however, the Sunday passenger schedule would be
provided to the contracted taxi operator, which would then serve the scheduled requests. In addition to
paying the DAR fare to the taxi operator, the passenger would also sign a voucher filled in by the taxi
driver providing the details on the trip (including the passenger’s name). The taxi operator(s) would then
provide a monthly invoice to EDCTA for reimbursement of the difference between the collected fare and
a contracted amount per trip (which could vary by mileage). To be eligible for reimbursement, the
passenger name would have to appear on the passenger manifest provided by EDCTA.

As shown in Table 43, the current EDCTA Sunday DAR service is estimated to incur an operating cost of
$65,600 (including eight hours per day of dispatcher time). Subtracting an estimated $2,600 in annual
fares, this service required $63,000 per year in operating subsidy. The subsidy under a taxi subsidy
program can be estimated based on the typical trip length and the existing taxi fare structure. A review of
existing DAR information indicates that the average passenger trip length is approximately 6 miles. At the
existing typical taxi fare of $8 for the first 3.2 miles plus $2.50 for each additional mile, a 6 mile
passenger trip would incur a taxi fare of $15.50. Assuming that ridership under a taxi program would not
change from the current DAR ridership, a total of $18,800 in taxi fares would be required. Subtracting the
$2,600 in annual fares, the same ridership currently served by DAR could be served with $16,200 in
annual subsidy — a reduction of $46,800 per year.

A successful taxi subsidy program would require more administrative time than the current DAR
operating hours provide. While it is the responsibility of the taxi company to provide a high quality
service, it is the role of the administrator to provide information, monitor use, oversee safety, ensure good
use of public funds, and prepare reports. Below are specific administrative elements of the taxi voucher
program. EDCTA would be required to conduct the following:

+ Prepare and administer a Request For Proposals for Service, and select one or more service
provider(s).

¢+ Prepare weekly passenger manifests.

+ Review and approve monthly invoice requests, and check ride eligibility.

+ Ensure that service providers maintain the required insurance, vehicle inspection records, and driver
records.
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Monitor service providers.

Prepare reports for the EDCTA Board as well as for FTA.
Oversee a driver training program.

Implement the marketing program.

Respond to passenger complaints.

* & & o o

In order to participate in a subsidy program, a taxi operator would need to meet numerous requirements,
including record keeping necessary to comply with FTA requirements. In addition, the operator would
need to enter into an agreement with EDCTA guaranteeing a reasonable response time, a limited number
of missed trips, and other service standards. The organization’s vehicles would need to be clean, reliable,
and safe. In addition, some drivers would need to undergo passenger assistance training to ensure that
passengers with disabilities were handled in a proper and courteous manner. All persons working in a
public transit “safety sensitive” position funded wholly or partially through the Federal Transit
Administration are required to comply with FTA’s drug and alcohol testing program, including random
testing for drug and alcohol use. This would include both the drivers providing taxi voucher trips, as well
as the dispatchers and mechanics maintaining the vehicles. Any contract between the EDCTA and a taxi
operator would need to include adherence requirements to ensure compliance with drug and alcohol
testing.

The crucial element in a successful taxi subsidy program is the participation of a competent and
professional taxi operator willing to undertake the steps listed above to comply with the additional
regulations, and to work in a cooperative spirit with the transit agency to “make the program work.”
While there are many examples of successful taxi subsidy programs, there are also many examples of
such programs that have been terminated.

The advantages of this alternative are the potential for substantial cost savings and subsidy is expended
only when service is being provided. These cost savings could potentially be used to expand the hours or
capacity of the service to better serve Sunday ridership. It also provides a great deal of flexibility, as the
program can be adjusted over time to reflect changes in demand and funding levels. However, the
program will require administrative time to set up the program (develop agreements with service
providers, market the program, work with social service agencies, etc.) and will also need to be closely
monitored to determine its efficiency and value in meeting unmet demand.

Modifications to Placerville Routes to Serve New Developments

A review of current plans for new development indicates that many of these developments are located
along existing transit routes (such as the project planned along Broadway in Placerville) or would be
served by other potential alternatives (such as the projects along Green Valley Road in EI Dorado Hills).
Minor route changes or new stops to address the transit needs of these developments can be addressed
through the development review process. However, there are two developments in the Placerville area
that merit evaluation in this planning study:

+ A new subdivision entitled The Ridge at Orchard Hill is currently under development west of Mallard
Lane and north of Green Valley Road. This project will include homes specifically for Seniors and is
also adjacent to an existing subdivision on the east side of Mallard Lane. While there is an existing
request only stop at the Phoenix Center to the south, this nearest stop is roughly a half-mile walk from
this new subdivision. EDCTA could establish another request only stop near the intersection of
Mallard Lane and Pintail Lane that would serve both subdivisions. It appears that there is adequate
schedule time available to accommodate the occasional request for service to this stop.
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¢+ An Eskaton Senior Community is currently under construction on Blairs Lane south of Broadway.
The project will ultimately consist of 113 single-family units, 64 condominiums, 60 assisted living
apartments, and 40 special care units. Serving this project would require roughly 1.1 additional miles
of travel on the local Placerville Route (either in the eastbound or westbound direction), adding
approximately 3 minutes running time. Considering the demand for fixed-route service generated by
Eskaton Lincoln Manor on Mother Lode Drive (an average of 8 passenger per day generated by 100
apartment units), service to the new Eskaton site would generate on the order of 15 passenger-trips
per day.

Temporary Changes to Local Routes to Address Construction Delays

The EDCTA local routes have been designed to efficiently transfer passengers between routes at “timed
transfer” points, such as the Missouri Flat Transfer Center. While designed to typically maintain the
service schedule, long delays on any one route can cause delays throughout the system as buses are held
to allow transfers from the delayed route. In particular, the “interlining” of vehicles between the Folsom
Lake College, Diamond Springs, and Cameron Park routes results in delays throughout these routes when
one route is delayed. Construction delays at locations without easy alternate routes (such as the Missouri
Flat Interchange reconstruction project) can create operational and service quality issues that last for
months if not years.

While it is not appropriate or cost effective to design new permanent routes to address relatively short-
term construction delays, it may be beneficial to reconfigure how the routes are operated in order to
reduce the impacts of construction delays on the overall system. For example, in the current situation
where the Folsom Lake College route is impacted by delays, this route could be operated separately using
a dedicated vehicle, allowing the other routes to maintain the published schedule. The Folsom Lake
College route could then be temporarily operated on a higher frequency schedule. This service would
incur a substantial operating cost and would not meet productivity standards, but would allow the overall
system to operate more effectively minimizing the impact of construction delays on transit passengers.
Optimally, EDCTA should be involved in prior coordination for major construction projects along transit
routes, and the incremental costs of service changes necessary to address construction delays could be
funded as part of the construction project budget.

IRON POINT CONNECTOR SERVICE ALTERNATIVES
Extend IPC to Sunrise Light Rail Station

One option for the IPC (IPC) would be to extend the route from its current terminus at Iron Point Station
(in Western Folsom) to the Sunrise Station. This would add 10.3 miles to the length of the route and
would require approximately an additional 25 minutes per round-trip to serve. As there is not this amount
of available running time in the current schedule, making this extension would require either (1) an
additional bus on the route; (2) dropping service in Folsom to Folsom Lake College and Kaiser; or (3)
reducing service frequency from every 120 minutes to every 150 minutes.

This extension of service, moreover, does not increase regional connections. While there is increased light
rail service west of Sunrise (every 15 minutes rather than every 30 minutes), every IPC run already makes
a direct connection with a light rail departure. Moreover, at present the other stops in Folsom are operated
on the eastbound run only. If they were still to be served with this extension, the trip from EI Dorado
County to these stops would require 15 additional minutes on the bus. At present, roughly one third of
current IPC ridership is generated by these other Folsom stops. Given the costs that would be incurred
under any option, the negative impact on existing ridership, and the negligible benefits that would be
provided, this alternative is not considered further.
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Shift IPC Schedule Mid-Day to Better Serve Commute Times

At present, the IPC schedule does not conveniently serve typical work schedules for EI Dorado County
residents working in the Rancho Cordova area. For example, a survey of Franchise Tax Board (FTB)
employees conducted in December of 2007 indicates that the most prevalent work start time is 7:00 AM
(23 percent of all employees) and the prevalent work end times are 4:30 PM (29 percent) and 5:30 PM
(22 percent). The existing IPC schedule is not convenient for Rancho Cordova employees working the
typical 7:00 AM to 4:30 PM work schedule. In particular, an employee leaving work at 4:30 PM has a
first opportunity to catch an eastbound light rail train to Folsom at 4:55 PM, arriving at Iron Point at 5:23
PM. However, they would then need to wait until 6:27 PM for the next departure of the IPC route,
arriving in El Dorado Hills at 6:53 — almost two and a half hours after leaving work. If IPC service were
not provided during one hour mid-day (such as between 1:40 PM and 2:40 PM, when ridership is
relatively low), a 5:27 departure from Iron Point could be provided.

Under this schedule, the existing 5:40 PM departure from Missouri Flat Transfer Center would be
dropped from the schedule, reducing the number of daily runs from seven to six. This shift would also
affect existing passengers on the 1:40 PM and 3:40 PM IPC runs, including a few passengers per day
using the service to travel eastbound from Folsom Lake College, Kaiser, and EI Dorado Hills. Overall,
however, this alternative would result in a slight increase in ridership. (While it is typically not beneficial
to provide an inconsistent schedule, with a two-hour headway on the existing IPC route this is not an
important consideration).

Add a 6:40 AM Run and/or a 4:40 PM Run on Iron Point Connector

The current IPC schedule allows EI Dorado residents to get to Rancho Cordova employment sites by
catching the first IPC run (departing Missouri Flat Transfer Center at 5:40 AM and El Dorado Hills at
6:10 AM) and transferring to light rail at 6:33 AM, arriving in Rancho Cordova a few minutes before 7:00
AM. This work start time is the most prevalent, when 27 percent of surveyed FTB employees start work.
In comparison, only 11 percent of FTB employees report an 8:00 AM start time. Based on these factors
and the existing ridership, this option would generate ridership of approximately 1,000 passengers per
year.

As discussed above, a 4:40 PM IPC run would better serve some commuters. Rather than shifting the
schedule, another option would be to add an additional run. This option would increase ridership by
roughly 1,300 passenger-trips per year.

Either of these options would require the operation of an additional bus. With the required additional
deadhead time, either run would cost $54,800 per year. Subtracting the estimated farebox income, the
additional annual operating subsidy would equal $52,600 for the additional morning run or $52,000 for
the additional afternoon run.

Serve Red Hawk Casino

The Red Hawk Casino currently under construction along US 50 east of Shingle Springs will be a major
new employment center in the existing IPC service corridor. Due to the construction of a new
interchange, it would be very easy for the IPC route to be modified to provide direct service to the casino,
adding roughly 1 mile of route length and 3-4 minutes of travel time to the existing route. As this running
time is available in the current schedule, only the additional mileage-related costs would be incurred,
increasing annual operating costs by roughly $3,300 per year.
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Ridership that would be generated by this stop can be estimated by a comparison with the similar Thunder
Valley Casino north of Roseville. This facility is very similar in size (85,000 square feet of floor area
versus a planned 88,000 square feet at Red Hawk). It is currently served by the Placer County Transit
Rocklin-Lincoln route, providing hourly service in both directions from roughly 6:00 AM to 8:00 PM.
Over the most recent 12-month period, a total of 38,936 transit passenger trips were served. (It should be
noted that several years of service were operated before this ridership level was reached.) Adjusting for
the reduced service frequency and span of service provided by the IPC, ridership generated by the Red
Hawk Casino is estimated to equal 20,000 per year. These new riders would generate roughly $43,200 in
farebox revenues, yielding a net reduction in operating subsidy of $39,900. The primary generator of
ridership to the Thunder Valley Casino (as well as other Indian gaming facilities in the region) is reported
to be employment, rather than gaming customers.

An alternative means of achieving a transit connection to the new casino would be for the casino operator
to provide a shuttle service to an existing IPC stop (such as at the Ponderosa Park-and-Ride), where
passengers could transfer. Given that this option would be substantially less convenient for EDCTA
passengers and that the subsidy required to operate the IPC could be significantly reduced, direct service
to the Casino on the IPC route is preferable.

Changes to Kaiser Permanente Service within Folsom

The access drives at the existing Kaiser Permanente Hospital on Iron Point Road are not well designed for
bus service. As a result, the IPC (as well as the Folsom Stage) only serves a stop directly on Iron Point
Drive, which requires passengers to walk roughly 600 feet up an incline to the front door. Under this
alternative, EDCTA would work with the City of Folsom to encourage improved bus access to this
existing facility.

In addition, Kaiser is currently constructing a major new facility at Bidwell Street and Broadstone
Parkway. Once completed, the IPC should serve a stop at this new facility.

COMMUTER SERVICE ALTERNATIVES
Curtailing Sacramento Commuter Service

Like transit systems in other outlying counties and cities in the Sacramento Region (such as Yolo County,
Yuba/Sutter Counties, Placer County, and Roseville), EDCTA provides an extensive commuter service to
downtown Sacramento, with no funding contribution from Sacramento City or County. This is despite the
fact that these commuter services provide very significant benefits both to the employment end of the trip
(in terms of traffic and parking reductions and increased access to workforce) as well as the residential
end of the trip (in terms of improved quality of life, commute cost savings, and environmental benefits).
In light of this, and the increasing demands on public budgets, it is appropriate to consider means of
reducing the Commuter Service. As discussed below, three alternatives are considered: terminating
service at the Sunrise Light Rail station, terminating service in Folsom (at the Iron Point Light Rail
Station), and terminating service at the EI Dorado/Sacramento County Line.

Terminating Service at Sunrise

Providing service to the Sunrise Light Rail station would allow access directly to Light Rail service on 15
minute headways. To evaluate the impact of shortening the service on ridership, it is useful to consider
the quality of service that would be provided. The quality of service would be impacted in the following
three ways:
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¢+ Vehicle Travel Time — At present, the Sacramento Commuter service provides about a 46 minute
travel time in the peak period from El Dorado Hills Park-and-Ride and downtown Sacramento (9th
and P Streets) in the morning, and a 58 minute return trip in the evening. If service were to be
shortened to Sunrise (the current terminus of every-15-minute light rail service), the transit running
time from EIl Dorado Hills to Sunrise would be roughly 22 minutes (in either direction). The light rail
running time from Sunrise to 8th & O Streets is 35 minutes eastbound and 36 minutes westbound.
Including 5 minutes for the transfer, total travel time would be approximately 62 minutes in both
directions, or an increase of 16 minutes in the morning and 4 minutes in the evening. Due to the
inconvenience and uncertainty introduced into a transit trip by a transfer, moreover, passengers
typically perceive transfer time as more of a detriment to service than simply the clock time. (It is
worth noting that Sac RT plans to provide limited stop service on the Gold Line once the Watt
Avenue grade separation is completed in late 2009, which will reduce the in-vehicle running time on
some departures by roughly 8 minutes.)

¢+ Walk Time to Work — The existing Commuter Service serves a total of 20 bus stops in downtown
Sacramento, designated over the years to be convenient to passenger work sites. In comparison, the
Gold Line light rail serves 11 stops in downtown Sacramento. As a result, many passengers would be
required to walk several additional blocks to and from their work locations.

¢+ Quality of the Journey — Commuter Service passengers are currently provided with a direct trip
between El Dorado Hills and the downtown Sacramento area, allowing an uninterrupted period to
work, read or sleep. In comparison, light rail serves 17 stops between Sunrise Boulevard and 8th and
O Streets, requiring passengers to deal with the comings and goings of other passengers. This is
typically considered to be a substantial detriment to the quality of a transit trip, particularly for
passengers who have the option of commuting in their own car.

Table 44 presents an analysis of ridership impacts associated with these potential alternatives, based on
the most recent available research regarding the impacts of these service factors on ridership. This
“elasticity analysis” is based on the principals of micro-economics, evaluating the proportionate change in
ridership that corresponds to a proportionate change in service quality (such as in-vehicle travel time)
based on an “elasticity factor” observed for similar changes in service quality in similar settings. The
negative value of the elasticity factor reflects that the service quality factor and ridership are negatively
proportionate — as in vehicle travel time increases, for example, transit ridership decreases. Further an
elasticity factor of -0.50 indicates that, a one percent increase in vehicle travel time would result in a -0.50
percent decrease in ridership. As indicated, this alternative is forecast to reduce overall ridership by 53
percent, resulting in an annual Commuter Service ridership of approximately 61,000 one-way passenger-
trips per year.

The scope of the service required to serve this ridership level would be reduced from current levels, both
due to the reduction in running time to serve trips only as far west as Sunrise Boulevard, and also due to
the lower seating capacity needed to accommodate the remaining passengers. Total annual vehicle-miles
(including deadhead miles) are estimated to be reduced by roughly 70 percent, while annual vehicle-hours
would be reduced by roughly 77 percent. Considering that some additional runs per day could be served
by cycling the buses on the shorter route, the same span of service could be provided by three fewer buses
in the Commuter Service fleet. Overall, annual operating costs would be reduced by approximately
$622,000 per year. Subtracting the loss of roughly $307,000 in annual farebox revenues, the total impact
of this alternative on EDCTA’s annual operating subsidy requirements would be a reduction of $315,200.
A key issue with regard to this alternative is its impact on EDCTA’s overall farebox recovery ratio. The
Transportation Development Act requires that, overall, EDCTA maintain a ratio of farebox revenues to
total operating costs of 10 percent. As roughly two-thirds of EDCTA’s current farebox revenues are
generated by the Commuter Service, a significant reduction in this revenue has the potential to drop the
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TABLE 44: Ridership Analysis of
Commuter Route Reductions
Terminate
Terminate at Iron
At Sunrise Point
Existing Ridership 129,800 129,800
In-Vehicle Travel Time
Existing 52 52
With Alternative 62 68
Effective Impact of Transfer 10 10
Effective Travel Time 72 78
Elasticity Value -0.78 -0.78
Out-of-Vehicle Travel Time
Existing 5.00 5.00
With Alternative 10.00 10.00
Elasticity Value -0.40 -0.40
Factor: Quality of the Journey 0.80 0.80
Ridership with Alternative 61,000 57,000
Percent Change -53% -56%
Note: Assumes no change in effective total fare per trip.
Sources
Forecasting Incremental Ridership Impacts from Bus Route Service Changes,
Ecosometrics, 1991.
TCRP Report 95: Traveler Response to Transportation System Changes, Transportation
Research Board, 2003

ratio below this state requirement. An evaluation of this ratio with termination of Commuter Service at
Sunrise Boulevard is shown in Table 45. As indicated, this alternative (exclusive of other potential
alternatives) would reduce the overall farebox return ratio from an estimated 18 percent to 13.3 percent.
While a significant reduction, the farebox return ratio would still remain at acceptable levels.

Another factor is whether the Sac RT Gold Line Light Rail service has the passenger capacity to
accommodate the additional passenger load that would be added west of the Sunrise Station by this
alternative. Considering the existing typical peak passenger loads carried by the Commuter Service
(approximately 160 passengers) and the proportion of this ridership that would remain on the service with
the alternative, this option would add roughly 75 passengers per hour to the ridership on Light Rail. Sac
RT staff indicates that there is adequate capacity on the Gold Line service to accommodate this additional
ridership. Capacity of the light rail service, moreover, is planned to be expanded in late 2009 once the
grade separation at Watt Avenue is completed.
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TABLE 45: Evaluation of Systemwide Farebox Ratio
With Commuter Route Reduction

Terminate At Terminate at

Existing Sunrise Iron Point
Impact of Alternative
Farebox Revenues -- -$306,600 -$324,500
Operating Costs -- -$621,800 -$686,400
Farebox Revenues $858,300 $551,700 $533,800
Operating Costs $4,764,000 $4,142,200 $4,077,600
Farebox Return Ratio 18.0% 13.3% 13.1%

Terminating Service in Folsom (Iron Point Light Rail Station)

If service were to be shortened to Iron Point, the bus travel time from El Dorado Hills would be 17
minutes (in either direction). Light Rail travel time is approximately 56 minutes westbound and 45
minutes eastbound, resulting in a total transit travel time of 62 minutes eastbound and 73 minutes
westbound. Comparing to the Commuter Service option, this change in service would add 16 minutes in
the morning and 15 minutes in the evening. (The limited stop service to be implemented in late 2009
would reduce these figures by 8 minutes.) Compared with the six stops between EI Dorado Hills and P
and 9th Streets on the Commuter Service, under this option a passenger would travel through 19 stops.

An evaluation of ridership impacts of this alternative, as shown in Table 44, indicates that this alternative
would reduce existing Commuter ridership by 56 percent (slightly more than the Sunrise alternative).
Operating costs would be reduced by $686,400, or 83 percent. Subtracting $324,500 in reduced farebox
revenues, net subsidy would be reduced by $361,900. As with the previous alternative, this option as
shown in Table 45 would reduce the systemwide farebox return ratio substantially (to 13.1 percent), but
would still provide a ratio that attains the minimum Transportation Development Act (TDA) standard.
Roughly 70 passengers per hour in the peak direction would be added to the Gold Line Light Rail
ridership, which can be accommodated on the existing service.

Terminating Service at the El Dorado/Sacramento County Line

A final option considered for the reduction of Sacramento Commuter service would be to simply
terminate service at a new transit center near the EI Dorado/Sacramento County line (such as along White
Rock Road). This has the policy advantage of ensuring that EI Dorado County transit resources are used
wholly within EI Dorado County. Presumably, another transit provider such as Sac RT would provide
transit service west of this new transit center. The additional transfer required of passengers by this option
(probably in addition to a second transfer to Light Rail) would reduce ridership by at least an additional
25 percent below the previous alternative. The EI Dorado Short Range Transit Plan study can only
address decision making regarding transit resources under the control of EI Dorado County organizations.
As this option would presuppose transit funding decisions on the part of others outside the prevue of this
document, it is not appropriate to consider it further as part of this study.
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Changes in Commuter Service Runs
Additional service has been requested as follows:

¢+ Anew AM run filling the “hole” in the schedule between Route 8 (arriving at P and 9th Streets at
7:24 AM) and Route 10 (arriving at the same location at 8:18 AM). This route could serve the new
Bass Lake Park-and-Ride, reducing parking demand at the El Dorado Hills Park-and-Ride. Based on
existing ridership and an elasticity analysis, this new route would increase overall ridership by an
estimated 6,000 passengers per year. With the associated increase in fare revenues, it would require a
$9,300 increase in annual operating subsidy.

+ Inthe PM period, service could be provided departing P and 9th Streets around 4:00 PM, filling the
hole in the schedule between the 3:35 PM departure of Route 8 and the 4:18 PM departure of Route 5.
Net impact on ridership is forecast to equal 4,500 passenger-trips per year. Operating subsidy would
be increased by roughly $15,900 per year.

On the other hand, the Route 10, PM run is currently carrying roughly 7 passengers per day. This last run
of the day (departing at 6:15 PM) benefits the overall service by providing passengers with some
flexibility to work a bit late or accomplish an errand in downtown Sacramento without missing the last
bus. The net impact of eliminating this run would therefore be more than simply the existing passengers
on this specific run, and is estimated to equal 3,300 passenger-trips per year. This option would reduce
overall subsidy requirements by an estimated $21,300 per year.

Commuter Service to El Dorado Hills Employment Sites for Sacramento County Residents

Total employment (total number of jobs) in the El Dorado Hills area has grown to over 6,500. In addition,
information received from the major commuters indicates that the large proportion (on the order of 50
percent) of employees live in Sacramento County — and an even higher proportion of lower-wage workers
(more likely to make use of a transit service in this setting) live in Sacramento County.

At present, service for Sacramento County residents commuting to El Dorado Hills is very scant. While
two AM and three PM existing Sacramento Commuter buses are operated with an “open door” in the
“reverse” direction, the first of these services does not get to the EI Dorado Hills Park-and-Ride
eastbound until 8:15 AM. In addition, the IPC provides eastbound service departing Iron Point at 6:27
AM and arriving at El Dorado Hills at 6:53 AM. Once a commuter reaches the EI Dorado Hills Park-and-
Ride, they can currently only complete their commute if they happen to work within walking distance.

One option would be to extend one or more of the Reverse Commute runs to other El Dorado Hills
employment areas, such as the El Dorado Hills Business Park, possibly on an on-request basis, and to also
serve the Iron Point Light Rail Station. However, the first Reverse Commute run in the morning does not
get to El Dorado Hills until 8:15 AM (after most work start times). This would also delay other
passengers using the Reverse Commute service. Therefore, this option is not considered further.

Another option would be to provide a dedicated service. One bus could be used to operate hourly service
from the Iron Point Light Rail Station to the major employers in EI Dorado Hills. A reasonable schedule
would be to operate three runs in the AM commute period (providing connections to Light Rail at 5:30
AM, 6:30 AM, and 7:30 AM) and three runs in the PM commute period (providing connections at 4:30
PM, 5:30 PM and 6:30 PM). This service would require an additional vehicle, and would increase annual
operating costs by $186,000 per year.
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Transit ridership generated by high-tech employers in suburban settings in other areas is disappointingly
low. For instance, transit services to such areas in Lincoln, Roseville, and Vacaville have all generated
very low ridership levels. This can be attributed to several factors, including the non-traditional work
shifts (such as 6 AM to 6 PM shifts), the dispersal of employee residences over a wide area, the free and
plentiful availability of parking at the worksite, the relative lack of traffic congestion in the “off peak”
direction, and the variability in work shifts associated with changes in demand levels. Given these factors
and the estimated number of El Dorado Hills employees living along the US 50 corridor in Sacramento
County (per the SACOG SACMET model), it is estimated that this service would generate roughly
11,900 passenger-trips per year. Assuming a fare structure similar to IPC, these riders would generate
approximately $25,700 in annual revenues, resulting in a subsidy requirement of $160,300 per year.

A final option to serve this transit “market” would be to implement one or more of the other alternatives
discussed above. For instance, the local connection issue could be addressed through implementation of
the EI Dorado Hills local service. In addition, expanding IPC to hourly service along with a local service
could yield hourly service availability between Iron Point and ElI Dorado Hills Business Park. While this
would require a transfer, it would be a sufficient level of service to adequately test the potential for this
transit “market” without additional cost.

Reinstatement of EI Dorado County Transit Authority Transit Service to Rancho Cordova

Until July 2006, EDCTA operated a commuter bus service from El Dorado County to the majority of
employer sites in Rancho Cordova, consisting of two AM and two PM runs per day. Ridership in FY
2004/05 totaled only 2,935 one-way passenger-trips, which generated only 2.8 passenger-trips per
vehicle-hour of service, and a farebox return ratio of only 6 percent. Due to this poor ridership (typically
two to four passengers per run), the service was discontinued.

The US 50 Corridor Transit Plan identified a range of reasons why the ridership on the service was not
higher. Some had to do with the quality of the transit service, notably the limited number of departures in
the morning (two runs, effectively serving a 6:00 AM and 8:00 AM start time) and the ride quality of the
older buses used in this service. However, the larger issue was that the “competing” travel mode — the
private automobile — provides a more convenient overall trip, as (1) extensive free parking is available at
employment sites, (2) overall traffic congestion on the US 50 corridor between EIl Dorado County and
Rancho Cordova is not sufficient to discourage auto use (3) auto drivers are not tied to a fixed transit
schedule and (4) there is no need to make the inconvenient transfer at a Park-and-Ride lot. As a result, the
proportion of commuters from El Dorado County to Rancho Cordova employment sites using transit was
found to be only 0.3 percent, while the proportion traveling to work in downtown Sacramento on the
EDCTA transit service was found to be a full 40 percent. In addition, surveys at the FTB indicate that
roughly 5 percent of total employees live in EI Dorado County.

Since the cessation of service, the potential demand for EDCTA service has been increased by additional
development in the area. In particular, two new seven story buildings have been built at the FTB campus
in Rancho Cordova, resulting in an increase of approximately 3,000 new employees. Overall,
employment in the area previously served by the EDCTA Rancho Cordova route has climbed by roughly
20 percent. While it can also be argued that demand has been increased by the rise in gas prices in recent
years, there is little evidence that this has significantly shifted commute travel modes, particularly for the
economic level typical of Rancho Cordova employees. Along with revisions to schedules and
improvements in vehicles, it is reasonable to assume that a new Rancho Cordova route would generate 30
percent higher ridership than previously.
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A service similar to that previously operated (two scheduled trips in the AM and in the PM peak periods,
using two vehicles) at current unit costs would incur a cost of roughly $193,100 per year. At a ridership of
approximately 3,800 passenger-trips per year, $8,700 in fares would be generated, yielding a subsidy
requirement of $184,400 per year.

Serve a Rancho Cordova Stop on Some EDCTA Sacramento Downtown Commuter Runs

One reason for the inefficiency of EDCTA service to Rancho Cordova in the past is that substantial
vehicle running time (and costs) were expended on providing direct service to many employers dispersed
over a wide area. This was necessary because local collector service (that could be used to transfer
passengers to their destination) were limited to very few Regional Transit routes.

The City of Rancho Cordova, however, is currently developing plans for a comprehensive network of
local services (possibly including a streetcar route) that could provide the convenient “last mile” service
from a centralized transit station to the various major employers. This network is outlined in the 2006
City of Rancho Cordova Transit Master Plan and detailed implementation plans are currently being
developed. When available, the potential for EDCTA Downtown Commuter service to conveniently serve
a reasonable level of ridership in the Rancho Cordova area would be significantly improved.

Under this alternative, several existing Sacramento Commuter runs per day in each direction would divert
off of US 50 to serve a single stop in Rancho Cordova that requires a minimum amount of running time
and can provide good connections to the Rancho Cordova local services. Service to the Mather/Mills
Light Rail Station, could be accomplished while only adding 4 to 5 minutes of running time to Commuter
Routes. A reasonable minimum level of service would be to make this stop on runs passing through
Rancho Cordova at roughly 6:30 AM, 7:30 AM, 4:30 PM, and 5:30 PM. Assuming that driver shift times
are increased by 5 minutes on these runs, the total annual cost to serve this stop would be roughly $6,400
per year. The biggest drawback of this alternative would be the increase in in-vehicle travel time to the
passengers commuting downtown, which could result in a slight reduction in ridership. Given that it
would depend on the quality of local connecting transit service, it is not possible to estimate new ridership
that would be generated by this alternative. However, given the relatively small impact to the EDCTA
program, this alternative seems to have a high longer term potential, so long as plans to expand local
services in Rancho Cordova are realized.

Provide El Dorado County Transit Authority Service to Sacramento International Airport

At present, private shuttle service between El Dorado County and the Sacramento International Airport is
expensive (on the order of $110 round-trip). While it is possible to use EDCTA services either to
downtown Sacramento or to light rail to connect to existing Yolobus service to the airport for a much
lower overall fare, this option requires two to three hours of one-way travel time and the limited schedules
precludes service to many of the existing flights.

There have been public requests for direct EDCTA bus service, at a typical transit fare, directly to and
from the airport. However, for such a service to be viable it would need to be a very substantial expansion
of EDCTA services and would raise the following institutional issues:

+ Areasonable service could be operated using two vehicles providing service roughly every two hours

on a four-hour round-trip. Rather than providing door-to-door service the vehicles would serve Park-
and-Ride lots and EDCTA transit centers and then proceed directly to the airport.
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+ Along span of service would be required. A review of the airport schedules indicates that flights
arrive and depart around the clock. A reasonable span would be to serve flights departing as early as
6:00 AM and as late as 12:00 AM. Given the time required to pass through security, service would
need to begin operating at roughly 3:00 AM (to arrive at the airport by 5:00 AM), and would not end
service until roughly 2:00 AM.

+ With a spare, three additional vehicles would be required.

+ Additional dispatch staff would be required, as this would substantially expand the hours of EDCTA
operation.

+ Assuming service is operated every day of the year, this service would cost approximately $1,500,000
to operate. While passenger fares would help to offset this cost, if fares were set at typical public
transit fare levels (such as a $5.00 one-way fare), the remaining public subsidy would still be very
significant.

+  Another option would be to offer very limited service. One van could operate 14 hours per day per
year 6:00 AM to 8:00 PM. With this schedule, an airport service would cost approximately $460,000
to operate. However, as it would only serve passengers with both flights between roughly 8:00 AM
and 5:00 PM, it would not serve a substantial proportion of air travelers.

+ This service would use public dollars to directly compete against existing private transportation
providers.

Given these factors, this alternative does not appear consistent with the overall mission of the EDCTA,
and is not considered further.

RURAL ROUTE ALTERNATIVES

South County Service

The ridership generated by the scheduled service to the South County Mt. Aukum/Somerset area has been
disappointing. Similar to the better-utilized Grizzly Flat service, the South County service consists of a
morning and evening run operated on one day per week (Tuesday). Though the service has been offered
for several years and efforts have been made to publicize the service in the South County community,
only 151 passenger-trips were served over the course of the last year (or roughly 3 one-way trips per day
of service). On a two-week recent sample period, two out of the three passengers were served along the
Grizzly Flat Route, indicating that ceasing service on South County would not completely eliminate their
service. While additional efforts to market the service can always be tried, EDCTA staff has already taken
the steps necessary to ensure that those South County residents most likely to use the service are already
aware of it, and additional marketing is not likely to generate significant increases in ridership.

One option would be simply to eliminate the South County service. This would reduce overall marginal
operating subsidy requirements by roughly $12,000 per year, eliminating service to the existing 151
annual passenger-trips (assuming no existing passengers shift to the Thursday Grizzly Flat service.)
Another option would be to eliminate the separate South County service and instead serve any requests
for service before or after service to Grizzly Flat. In order to not add to the in-vehicle ride time for
Grizzly Flat passengers, South County residents would be served before Grizzly Flat in the morning and
after Grizzly Flat in the afternoon. However, this would result in very long in-vehicle travel times: for
instance, a passenger at the Bistro/Fairplay stop would need to board the bus at roughly 8:10 AM for a
10:00 AM arrival at Missouri Flat, and would depart Missouri Flat at 3:00 PM but not get off the bus until
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roughly 4:50 PM. Serving a single one-way ride request in South County would add approximately a half-
hour of running time and 12 miles to the Grizzly Flat route, incurring an operating cost of $77. Compared
with the recommended service efficiency goal of no more than $35 in operating subsidy per passenger-
trip, serving a single rider would not be efficient. A travel group of three passengers or more, however,
would attain this standard. One alternative that would provide at least a minimum opportunity for transit
service therefore would be to offer service before and after Grizzly Flat service (on Thursdays) for groups
of three or more. Requests would need to be made at least 2 days in advance, as the driver’s schedule
would need to be adjusted for an earlier work start time and later work end time.

Provision of Service between Georgetown and Auburn

Residents of the northwestern portion of the County, including the communities of Georgetown, Cool,
and Pilot Hill, tend to travel to Auburn for medical appointments, pharmacy visits, and other needs.
Similar to the Grizzly Flat service, a service could be established operating one day a week at least
initially, with a single morning run and a single afternoon run. A van would deadhead to Georgetown and
then provide service through Cool (and Pilot Hill on request) to Auburn and North Auburn before
returning to the operating base. The afternoon service would operate in the opposite direction. This route
requires roughly 2 hours to operate per trip, with a minimum travel distance of 53 miles.

The long deadhead travel distance from the EDCTA operating base makes the operation cost of direct
EDCTA service in this area inefficient. Rather, the most cost-effective means of providing this service
would be to contract with an Auburn-based public transit program. Placer County funds a transit service
in this region and is currently going out to bid for a new contractor. To ensure that the best contractor is
identified and to comply with regulations, EDCTA would release a Request For Proposals for this service
and fully consider other potential service contractors.

Applying typical Coordinated Transportation Service Agency operating costs this service would incur an
annual operating cost (including provision of a van) of approximately $14,000. Ridership, based on actual
ridership for similar services in rural portions of Northern California (including Grizzly Flat) adjusted to
reflect population characteristics, is estimated to equal approximately 1,400 one-way passenger-trips per
year or 27 per day. Subtracting an estimated $2,700 in annual passenger fares, a subsidy of $12,300
would be required.

Provide Service between South Lake Tahoe and Placerville

With the cessation of Greyhound service several years ago, the public transportation service available for
trips between the Placerville area and the South Tahoe portion of EI Dorado County is limited to the once-
a-day Amtrak Thruway service. In the past, this has created a transportation problem for persons in the
Tahoe area that must access County services only available at the County seat in Placerville, such as those
required to travel to Juvenile Court in Placerville and to transport some mental health department clients
between South Lake Tahoe and Placerville. However, the EI Dorado County Probation Department
indicates that there is now both a Juvenile Hall and Juvenile Court in South Lake Tahoe as well as
Placerville, so the need for transportation between the two areas is minimal (perhaps one time a month).
El Dorado County Health Department already owns one van which can be used to transport clients
between Eastern and Western EI Dorado County and may be better served as a recipient of the van grant
program discussed in the vehicle alternatives section. Given that providing service even twice a day one
day a week would incur an annual operating cost of approximately $34,000, this option would not be
cost-effective and is therefore not considered further. However, there may be options to partner with
other jurisdictions along the corridor (such as the Tahoe Regional Planning Agency) to expand intercity
public transit options that could result in local funding requirements more consistent with the needs
generated in Western El Dorado County.
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DIAL-A-RIDE/SAC-MED ALTERNATIVES
Expanded Dial-A-Ride Service

As the population of the study area increases, and as the population ages, demand for DAR service will
increase. In addition, a review of ridership logs demonstrates that no additional capacity exists during
peak periods. As such, a reasonable alternative is to add approximately 12 vehicle service hours per
weekday (increasing the peak vehicles in operation by two) to meet existing and potential future demand.

Under this service alternative, the daily service vehicle service hours would be allocated by operations
staff depending upon anticipated needs. For example, staff could operate one vehicle throughout the
service day to “distribute” ridership over the entire day, or staff might find it more beneficial to use two
buses during the peak periods. Either way, this alternative assumes that operations staff is best able to
determine how these additional resources would ultimately be used. As presented in Table 43 above, this
alternative would increase annual vehicle service miles by 68,200 and vehicle service hours by 3,000.
This would require an additional $261,700 in operating funds. Annual ridership under this alternative is
anticipated to be 7,300 one-way passenger-trips and passenger fare revenues are anticipated to be
$14,400. The resulting annual subsidy would be $247,300.

It should also be noted that other alternatives expanding scheduled services could reduce the existing and
future demand for DAR services. In particular, establishment of a fixed-route service in ElI Dorado Hills
and/or provision of hourly service along the US 50 corridor within the County could reduce the need for
time-consuming (and thus costly) DAR service to the western end of the County.

Potential Changes to SAC-MED Program

At present, the two-day-a-week SAC-MED service occasionally has capacity constraints, requiring
potential passengers to shift their day of an appointment or find other transportation. There are three
potential means of addressing this issue:

+ Limit Eligibility — The service is currently available to all. A review of driver logs for several days of
service indicates that roughly 60 percent of passengers are seniors (with or without disabilities), 40
percent are non-seniors with disabilities, and few if any passengers are neither senior nor disabled.
There is thus little benefit in restricting use of the service to seniors or disabled only.

+ Transfer Passengers to Other Transit Providers — Another option would be to transport EI Dorado
County residents as far as a common transfer point with other paratransit service providers. For
instance, service could be provided to the Iron Point Light Rail Station, where passengers would
transfer to either the Folsom DAR program or to the Paratransit, Inc. program providing service to the
remainder of Sacramento County. This option would require passengers to make reservations both on
the EDCTA SAC-MED service as well as on the connecting service in both directions. Given
capacity constraints on the various services, it would be difficult to arrange connecting round-trips.
Transfers for wheelchair users often requires ten minutes or more, which would tend to reduce any
savings in travel time for EDCTA. Moreover, any delay at the medical office could cause passengers
to miss their connections, either stranding them at the transfer point or requiring EDCTA to delay
service (and incur additional cost). For these reasons, this option is not considered to be feasible.
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+ Restrict Service Area — With the growth in medical facilities in Folsom, it may be possible for some
existing SAC-MED passengers in the future to meet their needs closer to EI Dorado County. Service
could potentially be restricted geographically, such as to Folsom and Rancho Cordova only.
However, some existing passengers must travel to facilities only available in other areas such as
Carmichael or Sacramento, including UC Davis Medical Center and state rehabilitation facilities.

+ Expand Service — Service could also be expanded, such as by providing SAC-MED on an additional
day per week. This option would increase operating costs by $22,800 per year and is estimated to
serve 360 passenger-trips per year (or 180 round-trips). Subtracting the roughly $1,500 in annual
fares, this option would increase operating subsidy requirements by $21,300.

Volunteer Transportation Program

Another means of expanding mobility in a community is through a volunteer transportation program.
There are several good examples of volunteer programs in the region:

¢ Senior Services, Inc. is a non-profit organization in Amador County that assists seniors throughout
the County, including a transportation program called “Common Grounds,” which uses volunteers
with private cars to transport clients locally for medical trips. Currently, the program has ten
volunteer drivers. A lift-equipped van is also available to provide trips (with advance notice), but
most of the trips are provided with volunteer vehicles. The transportation is funded through an Area
12 Agency on Aging grant.

¢+ The Amador Sheriff’s Posse VVolunteer Transportation program is a senior outreach program operated
by the Sheriff’s Department, with eight volunteers. Volunteers either use their own private vehicles or
a donated sedan to provide medical trips. The costs of operating the vehicle are absorbed by the
County Sheriff’s Department budget. While they receive calls daily for requested trips, they are only
able to provide between two and four trips per week. In addition to seniors, they receive trip requests
from Adult Protective Services and other social service programs.

+ Nevada County’s Telecare program is a non-profit transportation provider which has a DAR service
within the County, but relies on volunteers for long-distance trips outside of the service area. The
client is charged $0.55 per mile. The driver is reimbursed at $0.40 per mile, which more or less pays
for the vehicle cost. Telecare receives $0.15 per mile for administrative costs, which includes
dispatching and managing the volunteers. This service is therefore paid for by the client, with the
volunteer donating his or her time. There have been as many as twelve volunteer drivers in recent
years, but currently there are six. Virtually all of the trips provided by the volunteer program are for
medical appointments primarily in Roseville or Sacramento.

Volunteer programs are particularly effective for social service program site transportation (such as to and
from a senior center), as it is easier to motivate drivers to provide transportation to those that they already
know through the program. It is important to note that a volunteer transportation program is typically not
completely “free” to a public transit agency, due to the staff time needed to organize the program. In
particular, there is a need for ongoing efforts to recruit new drivers, as there is typically a high rate of
turnover in volunteers. Another issue is that of liability. Accidents on the part of volunteer drivers can
potentially make the organizing agency liable. It is therefore important for the agency to screen potential
volunteers for clean driving records and ongoing proof of insurance. This is also a reason why most
volunteer transportation programs are organized through a non-profit organization that already has an
ongoing volunteer program for other purposes, rather than through a public transit agency.

It should also be noted that the vehicle donation program discussed below could aid a volunteer
transportation program.
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Vanpool/Ridesharing Programs

Another, less expensive alternative for public transit service between Western EIl Dorado County and
Sacramento would be the establishment of a vanpooling program. An excellent nearby example of a
successful employee vanpooling program is operated by Placer County, California, in the
Roseville/Auburn area. Under such a program, public funds are used to lease 12- to 14-passenger vans, to
market the service, and to underwrite any initial operating losses. Over the long term, the operating costs
of these vans are paid for by passenger revenues. Van drivers would be “volunteer” employees in El
Dorado County who, in exchange for driving duties, ride for free and are typically allowed to use the van
for a set number of personal travel miles.

Vehicles would be stored overnight at driver’s homes. Fueling and maintenance could be provided on a
contractual basis with a local private garage.

This alternative has the advantage of being a relatively low cost, low risk, way of developing a transit
market in this corridor. The most cost-effective means of developing a vanpooling program while
minimizing the potential financial risk to the County would be through a third-party vehicle leasing firm
like VPSI, Inc. Vanpools are typically planned such that little or no long-term public operating subsidy is
required.

A minimum of eight potential passengers are typically considered to be required to sustain a vanpool, in
light of “turnover” in ridership. Successfully maintaining a vanpool requires either a strong effort on the
part of a major employer, or an ongoing continual effort on the part of a public agency to recruit new
passengers and ensure that adequate driver training, insurance, and vehicle maintenance is provided. It is
also worth noting that many of the major employers in the region, both in El Dorado County and along
the US 50 corridor in Sacramento County, already operate vanpool programs — a hew vanpool program
organized by EDCTA would therefore be effectively “competing” with these established vanpool
programs. In light of the very limited potential market, this option does not appear to be feasible in
Western El Dorado County.

COMPARISON OF SHORT-RANGE SERVICE ALTERNATIVES

This section presents a comparison of the various alternatives discussed above, as measured by a series of
performance indicators. Not all of the indicators are applicable to each alternative; for instance, it is
impossible to consider the marginal one-way passenger-trips per hour of service for an alternative that
does not change the number of hours of service.

Figure 35 presents a simple comparison of the impact of the various alternatives on annual ridership
levels. As shown in this figure and Table 43, the highest potential for increasing ridership is the
Express/Community Route alternative (29,500 passengers), followed by service to Red Hawk Casino
(20,000), the EI Dorado Hills Circulator (13,600) and the commuter service from Folsom to El Dorado
Hills (11,900). On the other hand, terminating the Sacramento Service at Sunrise or in Folsom would
reduce ridership by 68,800 and 72,800 passengers per year, respectively. The range of ridership impact
across the alternatives is quite wide, and other factors must be considered along with this measure before
deciding which alternatives are the most advantageous.

The impacts on annual operating subsidy requirements are shown in Figure 36. The greatest subsidy
increase would be required for the Express/Community Route ($565,800), followed by the EI Dorado
Hills Circulator Route ($298,600) and the expansion of DAR service ($247,300). Subsidy reductions
associated with the reductions in the length of the Sacramento Commuter service would equal $361,900
for termination in Folsom or $315,200 for termination at Sunrise. Other alternatives that could result in
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FIGURE 35

Annual Ridership by Alternative
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Alternative

FIGURE 36

Annual Subsidy Requirement by Alternative
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relatively large reductions in subsidy requirements are the shift in mid-day Iron Point Commuter service
(-$47,000), replacement of Sunday DAR with a taxi voucher program (-$46,800), and service to Red
Hawk Casino (-$39,900).

Table 46 presents a series of “performance indicators” for the various service alternatives discussed above
and below:

+ A key measure of the operating effectiveness of the alternatives is the marginal one-way passenger-
trips per vehicle service hour. Of those alternatives that increase both vehicle-hours and ridership,
the “best” alternative is adding a new AM Sacramento Commuter route which would carry 15.8
passenger-trips per vehicle-hour. An alternative that reduces both vehicle-hours and passenger-trips
also results in a positive value for this performance measure. As shown, terminating the Sacramento
Commuter service at Sunrise would reduce ridership by 10.2 passenger-trips for every hour of service
reduced, while the figure for termination in Folsom would equal 9.9. The negative value for this
measure for the mid-day shift in IPC (-1.6) represents an increase in passenger-trips over a decrease
in vehicle-hours. No value is provided for this measure for those options that do not include a change
in vehicle-hours.

+ Another key measure is the marginal subsidy per passenger-trip. This directly measures the key
“input” to a public transit program (public subsidy funding) against the key “output” (ridership). The
“best” values are the negative values or values approaching zero, representing a reduction in subsidy
accompanied by an increase in ridership (the mid-day shift in IPC service, the service to Red Hawk
Casino, the combination of Pollock Pines and Placerville Express routes, and the Placerville local
route service to new areas). For those alternatives increasing both subsidy and ridership, a lower value
represents a better alternative. The additional AM Sacramento Commuter run, for example, is
relatively efficient, as it requires only $1.55 in additional subsidy per new passenger. Other relatively
efficient alternatives in this category are the additional PM Sacramento Commuter run ($3.53) and the
Georgetown — Cool — Auburn service ($8.79). Other alternatives reduce both subsidy requirements
and ridership, indicating that a high positive value (representing the dollars saved per passenger trip
lost) is better. The elimination of South County service stands out by this measure, saving $80.41 in
subsidy for every passenger-trip eliminated.

+ The marginal farebox return ratio performance measure is calculated by dividing the marginal
change in farebox revenues by the marginal change in operating costs. The negative value for the
mid-day shift in IPC indicates the best value, as it reflects an increase in revenues over a decrease in
costs. For alternatives increasing both revenues and costs, the service to the Red Hawk Casino stands
out with a very high value of 1,309 percent. Other relatively good alternatives by this measure are the
modifications to Placerville service to new areas (around 150 percent) and the additional Sacramento
Commuter AM run (74 percent).

An overall assessment of financial impact also requires consideration of capital needs. The greatest
increase in fleet size would be required for the Express/Community Routes alternative, the reinstatement
of Rancho Cordova service, and the expansion of DAR, all of which would increase peak vehicles in
service by two. On the other hand, terminating the Sacramento Commuter service either at Sunrise or
Folsom would reduce peak vehicle needs by three. A number of alternatives would not require additional
vehicles (such as evening, Sunday or earlier service), as they would use existing vehicles during times
when they are not currently in use.
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TABLE 46: El Dorado County Transit Authority Service Alternatives Performance Analysis

FY 2008-2009 Ridership and Cost Analysis

Performance Measure

Marginal Marginal Marginal Marginal Marginal
Passengers Passengers Cost Per Subsidy Per  Farebox
Alternative Per VSH Per VSM Pass. Trip Pass Trip Ratio
Status Quo
Local Route Service 8.4 0.5 $9.69 $8.35 13.8%
Rural Routes 2.4 0.1 $37.25 $35.13 5.7%
Dial-A-Ride Service 2.4 0.1 $35.92 $33.95 5.5%
Sacramento Commuter Service 14.9 0.5 $6.37 $1.91 70.0%
Iron Point Connector 1.9 0.1 $48.74 $46.58 4.4%
Special Services 12.3 1.2 $6.14 $5.82 5.2%
Sac Med 1.7 0.1 $57.00 $52.75 7.5%
Subtotal (Excludes Contracted Services) 7.3 0.3 $14.45 $11.84 18.0%
Local Route Alternatives
El Dorado Hills Fixed Route Circulator 3.6 0.2 $23.29 $21.96 5.7%
Express / Community Routes 5.5 0.2 $16.10 $14.23 11.6%
Combined Pville Express/ Pollock Pines Route - - $0.00 -$1.34 -
Add Earlier Pollock Pines Run 3.6 0.2 $22.44 $20.33 9.4%
Extend Local Route Service 1 Hour in Evening 4.9 0.3 $16.58 $15.25 8.1%
Sunday Service on Local Routes 3.2 0.2 $25.00 $23.67 5.3%
Modify Placerville Route to Serve Eskaton - 2.1 $0.43 -$0.23 154.0%
Modify Placerville Route to Serve Mallard Lane Development - 1.0 $0.89 -$0.44 150.0%
Iron Point Connector Alternatives
Shift Schedule Mid-Day to Better Serve Commuters -1.6 -0.1 -$56.63 -$58.75 -3.8%
Add a 6:40 AM Run 1.6 0.1 $54.80 $52.60 4.0%
Add a 4:40 PM Run 2.1 0.1 $42.15 $40.00 5.1%
Serve Foothill Oaks Casino - 5.7 $0.17 -$2.00 1309.1%
Sacramento Commuter Alternatives
Terminate at Sunrise 10.2 0.4 $9.04 $4.58 49.3%
Terminate in Folsom 9.9 0.3 $9.43 $4.97 47.3%
Add AM Route Arriving Around 7:50 AM 15.8 0.5 $6.00 $1.55 74.2%
Add PM Route Departing Around 3:50 PM 11.8 0.4 $8.00 $3.53 55.8%
Eliminate Route 10 PM Run 8.7 0.3 $10.91 $6.45 40.8%
Provide Commuter Service from Folsom to EDH 5.6 0.2 $15.63 $13.47 13.8%
Reinstate Commuter Service to Rancho Cordova 2.3 0.0 $50.82 $48.53 4.5%
Rural Services
Eliminate South County Service 1.1 0.0 $81.63 $80.41 1.5%
Georgetown -- Cool -- Auburn Service 6.9 0.3 $10.00 $8.79 12.1%
Provide Sac-Med Service One Additional Day per Week 15 0.0 $63.33 $59.17 6.6%
Expand Dial A Ride 2.4 0.1 $35.85 $33.88 5.5%

Source: LSC Transportation Consultants, Inc.
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As is presented in Table 46 and in Figures 35 and 36, the advantages and disadvantages of each
alternative differ substantially. These performance indicators should be studied carefully before deciding
which, if any, of these service alternatives should be implemented in the short or long term. The relative
effectiveness of each service needs to be weighed against their ability to achieve the goals of the transit
service and against funding limitations.
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