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General Questions 

1. Do the 2035 forecasts consider the timing for when the projects are implemented? 

The performance measure and scenario analysis provide a method to forecast how various scenarios 
compare in advancing the goals/performance measures. The 2035 forecasts assume that all the projects 
in each scenario are constructed by 2035. The timing for completion of each individual project between 
2018 and 2035 is not evaluated. Once a preferred scenario is selected, the timing for when projects are 
implemented will depend on a variety of factors including environmental review, whether right-of-way 
will be needed, availability of funding and competitiveness of projects for grants, as well as project 
priorities. Generally, transportation projects can take three to fifteen years to implement based on the 
complexity and these other factors. The decision for which scenario is the preferred scenario is the first 
step in the decision-making process.  

Mode Share 

2. What are the baseline and no build mode share percentages? 

Page 90 of the draft report provides the baseline, no build and 2035 forecasts for person trip mode 
share for a weekday all trips. The total number of trips per day in Santa Cruz County that are estimated 
for 2035 are 947,700.  These are based on the number of trips per person from the 2011-2012 California 
household travel survey escalated based on population growth projections for 2035.  The method used 
to forecast mode share for 2035 based on implementation of the projects in each of the scenarios is 
described on page 89 of the report.  

Table 1: Countywide Mode Share by Person Trips 

 

Mode 2015 
2035 

No Build Scenario A Scenario B Scenario C Scenario E 

Drive Alone 44.8% 44.8% 42.8% 42.4% 43.1% 42.3% 

Carpool 38.4% 38.4% 37.8% 36.5% 37.1% 37.3% 

Transit 2.9% 2.9% 4.1% 6.0% 4.8% 5.3% 

Bike 3.4% 3.4% 4.3% 4.4% 4.2% 4.4% 

Walk 10.6% 10.6% 10.9% 10.7% 10.8% 10.7% 



3. Explain the differences between the available mode share data for Santa Cruz County. 

There are a couple of different sources of data for mode share for Santa Cruz County. The California 
Household Travel Survey taken in 2011-2012 provides the percentages of the person trips by mode for 
all trips taken in Santa Cruz County and was the basis for the mode share used in the UCS. The American 
Community Survey also provides mode share data for means of transportation to work by workers 16 
years and older. A five-year summary of the American Community Survey data is available at the county 
and city level. See page 32 and 89 for additional information.   

4. How was ridership for bus transit, rail transit and BRT on the rail right-of-way determined? 

Local bus transit was calibrated in the travel demand model based on the existing ridership and 
forecasted for 2035 based on the projected population increase and the additional transit service 
offered for each scenario. Rail transit boardings were calibrated in the travel demand model based on 
the analysis performed for the 2015 Rail Transit Feasibility Study, which considered origin and 
destination travel flow data, demographic and other built environment data from the EPA Smart 
Location Database (e.g. population density, employment density, land uses, walkability) . The 2035 
forecast for rail transit boardings for Scenario A is 7396/day and for Scenario E were 6571/day. The 2035 
forecast includes rail transit ridership based on the projected population for 2035 and interregional 
connections via Pajaro Station.  

The boardings for BRT for Scenario C were projected based on research that shows that a BRT service, 
that offers the same level of service and amenities to rail, could provide a similar level of ridership. 
Adjustments were made to downward from rail transit ridership projections to BRT ridership projections 
to reflect the differences in routing including the BRT one-way dedicated lane for the majority of the 
length on the rail ROW and the BRT service on Highway 1 between Watsonville and Santa Cruz. The 
ridership for BRT on the rail ROW is forecasted to be 3949/day, an approximately 45% reduction relative 
to rail transit. 

Level of Public Investment Performance Measure 

5. Are the collision cost estimates current year or 2035 costs? 

The collision cost estimates are in 2016 dollars as this is the latest data available from Caltrans for their 
economic parameters. The relative comparison of the cost of collisions between the scenarios can be 
seen without adding an additional assumption for inflation.   

6. Are the Level of Public Investment project cost estimates and funding potential costs in existing 
dollars or inflated to 2035 costs? 

All project cost and funding estimates are in 2018 dollars. This allows for a direct comparison to today’s 
costs.  Actual project costs are impacted by a variety of factors including economic and market forces, 
material and labor availability, inflation, and project implementation timing.  

7. Please explain the cost differences for paving and earthwork costs for the three trail projects 
evaluated for the rail right-of-way. 



Appendix A provides cost estimates for the bike and pedestrian trail projects evaluated on the rail right-
of-way. The cost estimates for the trail next to rail list the costs for the north coast segment (segment 5) 
and the Westside Santa Cruz segment (segment 7) as a separate line item since these costs have been 
determined to a greater level of detail. Therefore, the paving and earthwork costs line item for the trail 
next to rail includes the paving and earthwork costs for trail next to rail minus the costs for segment 5 
and 7 that are listed separately. The same unit price costs for paving and earthwork were used for the 
three trail projects being evaluated. 

8. What do the rail removal costs include? 

The rail removal costs include removal of the rails and ties and accounts for a $7 per linear foot salvage 
value of the rails.  

9. What are the potential costs to reverse current commitment by the RTC to establish rail service?  

The potential cost of $41 million to reverse current RTC policy from rail service and trail to utilize the rail 
right of way for a trail only or BRT and trail are based on the following: 

• $11 million repayment to California Transportation Commission (CTC) 

• $10 million from State Transportation Improvement Program, Public Transportation Account for 
additional rail right-of-way purchase costs and bridge improvement costs that are required to be 
used for transit 

• $7.8 million escalation of property value of rail right-of-way to repay CTC 

• $10.6 million loss of funds from Central Federal Lands for Segment 5 of Monterey Bay Sanctuary 
Scenic Trail due to inability to meet deadline of construction start in 2020 

• $1.6 million staff costs for working with federal and state agencies to reverse use of rail right-of-
way 

10. What is the reason for the differences between the contingency costs for construction of the trail 
projects, the bus rapid transit on the rail right-of-way and the passenger rail? 

The costs for the trail projects and the bus rapid transit on the rail right-of-way have contingency costs 
of 50% due to unknown costs associated with the handling and disposal of excavated soil from the rail 
right-of-way that may contain contaminants and would be required to be addressed.  

11. What additional funds were identified as a result of updates to the RTP revenue projections for 
the purpose of the UCS public level of investment performance measure? Specifically, how was 
the funding available for the trial project evaluated? 

The UCS Team reviewed the revenue assumptions for all revenue sources in the RTP.  As a result of this 
review, the estimated available funding from Senate Bill 1 (SB 1) Competitive Programs were updated 
from the 2040 RTP revenue projects for the purpose of the UCS funding assessment. This includes the SB 
1 Congested Corridors, Trade Corridors, Transit and Intercity Rail Capital, Active Transportation Program 
and Local Partnership Program grant funds. In addition, the funding amount estimated for the 
Affordable Housing and Sustainable Communities grant program was updated. New funding sources 
considered in the UCS and not included in the 2040 RTP revenue projections also include the state CAP-



n-Trade Programs, the new federal BUILD program and programs dedicated to fixed guideway transit 
investments, including the Federal Transit Administration Fixed Guideway Capital Investment Grants, 
Community Rail Positive Train Control, and the Rail/Highway Grade Crossing Protection Program. In 
addition, transit fares generated from new transit projects in the UCS are assumed as new revenues for 
transit operations. Funding available for the trail project included a combination of dedicated funds 
from Measure D, as well as assumptions that some city/county local funds, and federal and state grants 
would be available. 

12. What local funding sources are assumed to be available for the UCS projects? 

The local funding sources assumed to be available for the UCS projects are as follows: 

• Measure D funding identified for the Monterey Bay Sanctuary Scenic Trail Network (MBSST) and 5% 
of the Measure D funding distributed to local jurisdictions by formula under the Neighborhood 
Transportation; and, 

• a portion of funding from revenues (5%-25% depending on the source) identified by local 
jurisdictions (cities and county) for transportation are assumed to be available for UCS projects. This 
includes revenues from local gas tax, city sales tax, general funds, and developer fees. The majority 
of the transportation funding from local jurisdictions is allocated to maintenance and rehabilitation 
of roadways and is not considered available to UCS projects; and, 

• transit fares generated by new transit service in the UCS. 
 

13. Why are some projects funded more in one scenario and less in another scenario as shown in 
Table 38? In particular, why does table 38 show different funding amounts for the bicycle and 
pedestrian trail in each scenario? 

 
A variety of funding sources are estimated as potential revenues for UCS projects and for evaluating the 
UCS public investment performance measure. Some funds are flexible and could be applied to most UCS 
projects. However, certain projects may be more competitive for flexible funds based on the awarding 
agency or evaluation criteria for those grants. Many funding sources are restricted and are only available 
to specific project types, for example some funding sources are only available for rail transit or highway 
projects. Yet, in many cases there is more than one UCS project eligible for these funds. As noted on 
page 97 of the report- “In some cases, the potential funding identified by projects in each scenario as 
shown in Table 38 and 39 may be shifted to other projects within the scenario if another project meets 
the eligibility requirements for the same funding source. However, the total funding per scenario 
wouldn’t change. New public investment identifies the amount of new revenues that would be needed 
to fully fund the project.”  

 
Funding for the bicycle and pedestrian trail ranges from $179 million to $209 million across the UCS 
scenarios. This is due to the differences in distribution of city/county, Surface Transportation Block 
Grant and SB 1 Local Partnership Program funds applied to the trail between scenarios due to competing 
eligible projects in that scenario. Surface Transportation Block Grant  are distributed between the 
Highway 1 improvements and the trail in Scenarios A and E and some SB 1 Local Partnership Program 



funds are considered available for the trail in Scenario C. City/County funds are distributed amongst 
several projects on local roads and the trail project across scenarios. Other funding sources for which 
the trail project is eligible are assigned to the trail at equal levels in every scenario, with a significant 
portion of the funding coming from the Active Transportation Program. Projects in scenarios are fully 
funded where possible, which shifted funds to less costly projects in some cases. Funding allocations will 
depend on actual revenue amounts, project readiness, and competitiveness. 
 

Costs Associated with Collisions 

14. Why are the forecasted collision costs not differentiated by level of severity?  

The Federal Highway Administration (FHWA) has developed a methodology for forecasting reductions in 
collisions associated with implementation of transportation projects using collision modification factors. 
The FHWA methodology defines whether to apply the factors to the collisions for all severity levels or to 
one or more severity level. The collision modification factors for the projects evaluated in the UCS were 
applied to the total number of fatal, injury and property damage only collisions for all modes to show 
the relative comparison between the scenarios. An average cost per collision was then used to 
determine the reduction in collision costs by scenario. The average cost per collision is based on the 
tangible economic costs and the intangible value of statistical life. The tangible economic costs are 
estimated by the National Highway Traffic Safety Administration (NHTSA) and include lost productivity, 
medical costs, legal and court costs, emergency service costs, insurance administration costs, congestion 
costs, property damage and workplace losses. NHTSA estimates that traffic collisions cost an average of 
$38,100 in material losses. Intangible costs due to lost quality of life from injuries and death are 
estimated by Caltrans at an average of $185,600 per collision. These two estimates provide an average 
cost of $223,700 per incident.  

Household Transportation Costs 

15. What are the costs used for transit in the household transportation cost performance measure? 

Household transportation costs forecasted for 2035 are in existing dollars. Local transit costs are 
equivalent to Metro costs at $2.00/boarding or $65 for a monthly pass. Rail transit and BRT on the rail 
right-of-way were both assumed to cost $5.50/boarding or $200 for a monthly pass.  

 


