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Introduction

The Interstate 5 North Coast Corridor Project adds highway lanes and makes operational improvements along a 27-mile segment of I-5 from La Jolla Village Drive in San Diego to Oceanside/Camp Pendleton in Northern San Diego County.  The purpose of the project is to maintain or improve traffic levels of service and travel times within the corridor now and in the future and to provide a facility that is compatible with future bus rapid transit and other modal options.  The project is part of a larger vision for the corridor and is intended to be multimodal, including improvements to regional bus and train systems.  Its most prominent feature, however, is the significant expansion of vehicle capacity on I-5 by adding as many as six new free-flow and high-occupancy-vehicle/toll lanes.  

The purpose of this hearing is to inform residents and the general community about the project, to discuss how the project affects and facilitates compliance with the requirements of SB 375 to reduce greenhouse gas emissions from the transportation sector, and to hear feedback from the community on the proposed project.  

Project Description

The project area extends 27 miles from La Jolla Village Drive in San Diego to Harbor Drive in Oceanside/Camp Pendleton.  The proposed project improvements include one or two high- occupancy vehicle (HOV) lanes in each direction, which SANDAG refers to as managed lanes, possibly one general purpose lane in each direction, and auxiliary lanes where needed.  The HOV/managed lanes would be available for carpools, vanpools, and buses at no cost and to single-occupant vehicles for a fee when there is sufficient capacity.  

To maintain free-flowing traffic conditions in the HOV/managed lanes, SANDAG will employ value pricing, also referred to as congestion pricing, to manage demand for those lanes.  Under value pricing, the cost of the toll varies according to congestion levels or time of day such that as the number of vehicles using the lanes increases, so too will the cost of the toll.  As the toll increases, fewer people will opt to use those lanes, thereby maintaining free-flow travel in those lanes.  
The project also includes four direct access ramps (DARs), which are grade-separated interchanges that provide direct access into the managed lanes.  The DARs will be located at the following interchanges: Voigt Drive, Manchester Avenue, Cannon Road, and Oceanside Boulevard.

The project is currently undergoing preliminary engineering and environmental review.  Caltrans released a draft Environmental Impact Report (EIR) in June of this year and is taking public comment until November 22nd.  

The Draft EIR studied the following five project alternatives:

No-Build Alternative:  Keep existing conditions of the highway to 8 general purpose lanes (4 in each direction), and 2 partial high-occupancy vehicle (HOV) lanes (1 in each direction). No other improvements to accommodate future travel demand are provided other than ongoing operations and maintenance.

8 + 4 Buffer Alternative: Add 4 managed lanes (2 in each direction) that are separated from the general purpose lanes with a buffer created by road striping.  
8 + 4 Barrier Alternative: Same as the alternative above, but the managed lanes are separated from the general purpose lanes with a concrete barrier.

10 + 4 Buffer Alternative: Add 2 general purpose lanes (1 in each direction) between Del Mar Heights Road and State Highway Route 78, 4 managed lanes (2 in each direction), and separate the managed lanes from the general purpose lanes with a buffer created by road striping.

10 + 4 Barrier Alternative: Same as the alternative above, but the managed lanes are separated from the general purpose lanes with a concrete barrier.

Depending on which alternative is selected, the project is estimated to cost between $3.4 and $4.5 billion and will be funded with a combination of federal, state, and local funds, including TransNet funds, which is San Diego County’s ½-cent sales tax dedicated to transportation.  The expected completion date for this project is unclear.
Background on AB 32 and SB 375

AB 32 (Nuñez), Chapter 488, the Global Warming Act of 2006, requires the Air Resources Board (ARB) to establish a statewide greenhouse gas emissions limit such that by 2020 California reduces its greenhouse gas emissions to the level they were in 1990.  The transportation sector accounts for approximately 40 percent of greenhouse gas emissions in California.  Three common strategies for reducing greenhouse gas emissions from transportation include improving vehicle fuel economy to reduce the use of carbon-based fuels, reducing the carbon content of transportation-related fuels, and changing land use patterns in a manner that reduces the number and length of vehicle trips.  

In an attempt to promote the third strategy related to land use, the Legislature enacted SB 375 (Steinberg), Chapter 728, Statutes of 2008.  SB 375 requires the ARB to provide each region that has a metropolitan planning organization (MPO) with greenhouse gas emission reduction targets for the automobile and light truck sector for 2020 and 2035, respectively.  The ARB recently adopted these targets.  The targets for the San Diego region are to achieve a 7 percent reduction target for 2020 and a 13 percent reduction target for 2035.

SB 375 is implemented by developing what is known as a Sustainable Communities Strategy (SCS).  The SCS must set forth a forecasted development pattern for the region, which, when integrated with the transportation network and other transportation measures and policies, will reduce the greenhouse gas emissions from automobiles and light trucks to achieve, if feasible, the region’s greenhouse gas emission reduction target.  These other transportation measures and policies may include increasing the reach and frequency of transit services, improving bicycle and pedestrian facilities, encouraging employers to implement employee trip reduction programs, and using road and parking pricing to manage driving demand.  In most cases, regions will have to rely on land use changes and a combination of these approaches to achieve the SB 375 greenhouse gas emission reduction target. 

SB 375 also requires that an MPO integrate its SCS into its regional transportation plan (RTP).

The RTP is a long-range transportation plan intended to achieve a coordinated and balanced regional transportation system, including mass transportation, highway, railroad, maritime, bicycle, pedestrian, goods movement, and aviation facilities and services and to demonstrate how investments in transportation will conform to the region’s efforts to achieve national ambient air quality standards  

The RTP must contain a policy element, an action element, a financial element, and now an SCS, and all four elements must be internally consistent.  The impacts of an RTP on greenhouse gas emissions are modeled to determine whether or not a region is on track to achieve the greenhouse gas target set for it by ARB.  SANDAG is responsible for adopting the RTP for the San Diego region and will adopt a new RTP, including the new SCS, by summer 2011.  

Questions

· What impact are the HOV/managed lanes expected to have on the percentage of drivers in the North Coast area who will carpool or take transit?   What percentage of drivers carpool or take transit today and how will this percentage change over time with the addition of the HOV/managed lanes?

· What are the greenhouse gas emission impacts of the I-5 North Coast Corridor Project?  Do these impacts account for induced demand for I-5 from single-occupant vehicles?  If the project will increase emissions, how will it affect SANDAG’s ability to meet the SB 375 greenhouse gas emission reduction target?  Will it require the implementation of greater emission reduction strategies in other parts of the region?   Is the project consistent with the spirit of SB 375 to reduce the number and length of automobile trips?

· Will the project rely on funds that would have otherwise been expended on transit service to construct the HOV/managed lanes?
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