
AGENDA ITEM NO. 10.2 
 

CITY OF ELK GROVE 
 CITY COUNCIL STAFF REPORT 

 
    

 
AGENDA TITLE:  Consider adoption of the Comprehensive 

Operational Analysis (COA) of the City’s 
local and commuter transit service (e-tran) 
for Fiscal Years 2018 to 2022, and direct 
staff to pursue the implementation of the 
7.6% service reduction scenario as 
identified in the COA on Service 
Implementation 
 

MEETING DATE:   April 12, 2017 
 
PREPARED BY:   Jean Foletta, Transit System Manager 
   Mike Costa, Senior Transit Planner 
     
DEPARTMENT HEAD:   Robert Murdoch, Public Works Director /  
     City Engineer 
          
 
RECOMMENDED ACTION: 
 
Staff recommends that the City Council adopt a resolution adopting the 
Comprehensive Operational Analysis (COA) of the City’s local and 
commuter service (e-tran) for Fiscal Years 2018 to 2022, and direct staff to 
pursue the implementation of the 7.6% service reduction scenario as 
identified in the COA. 
 
BACKGROUND INFORMATION: 
 
In July 2014, the City was awarded a competitive grant from the California 
Department of Transportation (Caltrans) Sustainable Communities 
Transportation Planning Grant Program to conduct a COA of the City’s 
local and commuter transit services. On June 24, 2015, the City Council 
awarded the COA contract to IBI Group. 
 
The COA is an implementation blueprint for proposed e-tran fixed route 
service improvements during the next five years, Fiscal Years (FY) 2018 
through 2022. The COA is the first comprehensive assessment of the e-
tran fixed route system since the City assumed responsibility for the service 
from the Sacramento Regional Transit District (RT) in 2005. 
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The study process has culminated in local and commuter route 
restructuring proposals that are consistent with public feedback received 
during extensive outreach and facilitation efforts with the public and key 
regional stakeholders. The plan identifies three service scenarios that 
correspond with financial plans that consider the elimination of annual 
contributions from the City’s General Fund, and two fare increases in FY 
2018 and FY 2022, during the five year period. 
 
COA OVERVIEW: 
 
The first four chapters of the COA present background information as 
follows: 
 
• Chapter 1 Introduction and Chapter 2 Market Analysis- Describes 

the COA context and process; and provides a market analysis based on 
key community demographic and land use characteristics. 
 

• Chapter 3 Survey Research/Stakeholder Consultation- Documents 
the extensive outreach process conducted for the study, including two 
public workshops, multiple interviews with various agencies, and a 
community survey that received over 400 responses. 
 

• Chapter 4 Review of E-tran Existing Fixed Route Transit Services- 
Provides a comprehensive evaluation of existing local and commuter 
fixed route transit services, including operational performance and 
opportunities for service enhancements.   
 

The fifth chapter provides three options for service modifications, while the 
sixth chapter discusses the financial impacts of each scenario. 

 
• Chapter 5 Planned Improvements – Service Plan- Describes 

recommended system concepts, service design guidelines, and 
performance metrics for a redesigned local route network and enhanced 
commuter routes.  The plan would redesign the fixed route system as a 
grid network consistent with the underlying street network.  The more 
efficient grid transit network that covers Elk Grove neighborhoods and 
destinations will be served by local and commuter routes functioning 
together as an integrated system.   
 
E-tran operated approximately 59,000 annual revenue hours in FY 2016.  
The COA presents three levels of service (LOS) scenarios supporting 
the proposed route network configuration. The scenarios were created in 
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conjunction with corresponding financial tables to demonstrate various 
LOS while further eliminating the City’s annual General Fund 
contribution to cover overhead costs associated with the transit system’s 
operations. Chapter 5 identifies the COA’s three LOS scenarios as 
follows:  
 

• Base Scenario - LOS consistent with Fiscal Year 2016-17 budget 
projections and relatively similar to FY 2015-16 actual revenue 
hours, 
 

• 7.6% Reduction Scenario – the base scenario’s revenue hours are 
reduced by 7.6%, and  

 
• 10% Reduction Scenario – the base scenario’s revenue hours are 

reduced by 10%. 
 
Reduction in service hours for the 7.6% and 10% scenarios are 
achieved primarily by reducing the proposed reverse commute trips in 
the base scenario from 22 trips to eight trips, eliminating all fixed route 
service on Sundays, and reducing the commuter service by two trips. No 
reductions to the Paratransit service are proposed for Sundays. E-van 
service will still be provided on Sundays. It is important to note that while 
the 7.6% reduction results in fewer commuter revenue hours and trips 
than the base scenario, it is an increase in commuter services compared 
to the current service level.  
 
The 7.6% reduction scenario also includes additional revenue hours on 
the Route 150, to allow the service to operate from 8:30 p.m. to 10:30 
p.m., Monday-Friday, as previously requested by Council. The 10% 
scenario does not include this additional service. The Route 150 is the 
trunk route running along Big Horn Boulevard from Cosumnes River 
College (CRC) to Kammerer Road. Proposed LOS and service 
frequencies for the three scenarios are summarized in Table 1 (see next 
page): 
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Table 1: COA Level of Service (LOS) Scenarios 

 
FY 2016 
Existing 
System 

Base 
Scenario 

7.6% 
Reduction 
Scenario 

10% 
Reduction 
Scenario 

Annual Revenue Hours    

Local 38,660 34,283 34,178 32,661 

Commuter 20,353 25,603 21,151 21,151 

Total 59,013 59,886 55,329 53,812 

     

Local Frequency (in minutes) 

Peak Weekday 30 - 60 30 - 60 30 - 60 30 - 60 

Midday 
Weekday 30 - 120 30 - 120 30 - 120 30 - 120 

Evening 
Weekday 30 - 60 30 - 120 30 - 120 30 - 120 

Saturday 80 60 - 120          
(4 routes) 

60 - 120                
(4 routes) 

60 - 120                 
(4 routes) 

Sunday 80 60 - 120 No service No service 

     

Commuter Frequency (in daily trips) 

Peak Direction 67 68 66 66 

Reverse 
Direction 

6 22 8 8 

     

Service Span     

Local Weekday 
5:52 am – 
11:00 pm 

(16.9 hours) 

6:00 am – 8:30 
pm 

(14.5 hours) 

6:00 am – 10:30 
pm (only Route 150 
would operate past 

8:30 pm) 

(16.5 hours) 

6:00 am – 8:30 pm 

(14.5 hours) 

Local Saturday 

 

7:15 am – 
11:10 am 

1:15 pm - 6:10 
pm 

 

6:00 am – 7:00 
pm 

(13 hours) 

 

6:00 am – 7:00 pm 

(13 hours) 

 

6:00 am – 7:00 pm 

(13 hours) 
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Local Sunday 

7:15 am - 
11:10 am 

1:15 pm - 6:10 
pm 

7:00 am - 6:00 
pm 

(11 hours) 
No Service No Service 

     

Commuter 5:20 am – 
8:40 pm 

5:30 am – 8:45 
am 5:30 am – 8:45 am 5:30 am – 8:45 am 

 3:10 pm – 
6:55 pm 

3:30 pm – 7:00 
pm 3:30 pm – 7:00 pm 3:30 pm – 7:00 pm 

 
Performance metrics are also proposed in this chapter to guide future 
improvements as additional revenues for e-tran become available, or 
conversely, to determine reductions to local service span and frequency 
if further budget cuts are required.  

• Chapter 6 Financial Plan – Chapter 6 presents a five-year financial, 
operating, and capital plan with discussion of fare policy considerations, 
and recommended fare structure and rates for each of the three COA 
service scenarios identified in Chapter 5. The City’s demand response 
revenue/expenses are not directly reflected in the financial plans. 
However, certain revenue sources are reduced based on assumed 
demand response expenses and capital needs within the FY 2018 – 
2022 period that the financial plan considers.   

For each of the COA’s service scenarios, there are several common 
operating revenue assumptions, as well as common fare policy revenue 
assumptions. Common revenue assumptions are discussed for Transit’s 
primary sources of operating revenue - Transportation Development Act 
(TDA) Local Transportation Funds (LTF), State Transit Assistance 
Funds (STA), and Low Carbon Transit Operation Program (LCTOP) 
funds.  

In addition, the common fare policy assumptions include increases of 
22% for local fares and 44% for commuter services cash fares in 
January 2018, and an increase of 9% and 23% to the local and 
commuter basic cash fares, respectively, in July 2020. These fare 
increases consider other regional operators’ fare policies and pricing, 
and the price for premium commuter services offered. Additionally, the 
fare increases are necessary in order to maintain future farebox 
recovery at, or above, 20% (required for operators in urbanized areas), 
and address operating cost increases. Should the City not be able to 
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achieve the required farebox recovery, there could be a risk to future 
funding amounts pursuant to the TDA requirements.     

Each of the COA’s three service scenarios further considers common 
capital revenues and expenses. The proposed network restructuring 
plan identified by the COA requires a total of 46 buses for fixed route 
service, consisting of 38 for peak period service and eight spares.  This 
plan allows for an overall reduction of nine buses from the fixed route 
fleet, resulting in capital cost savings of approximately $5.4 million from 
the current network’s capital replacement plan. In addition, park-ride 
facility improvements are identified in FY 2020, as well as bus stop 
improvements related to the beginning of a bus rapid transit service 
(BRT) in FY 2022. Common federal funding sources, such as the 
Congestion Mitigation Air Quality (CMAQ), FTA Section 5339, and FTA 
Section 5309 funding programs are anticipated to cover most of these 
capital expenses.  

Aside from the common revenue, fare policy, and capital expense 
assumptions, each of the COA’s three service scenario have revenue 
and expense assumption, which result in unique revenue to expense 
projections for the five year financial program. Table 2, shown on the 
next page, identifies an overall summary of the revenue and expense 
assumptions and projections for each of the COA’s LOS scenarios, 
covering fiscal years 2018 through 2022. It is important to note that 
overall expenses are adjusted upward annually to account for inflation, 
and reflect consistency with the City’s operations and maintenance 
annual contractual rate increases. Additionally, while historically the 
City’s General Fund has provided revenue to cover overhead costs, the 
COA’s five year financial plan removes all General Fund revenue 
contributions to the annual budget beginning in FY 2018. Should 
General Fund contributions be considered during FY 2018 through FY 
2020, the cumulative surplus or deficit for each of the COA scenario’s 
financial plans would be different. 
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Table 2: Comparison Summary of the Three COA LOS Scenarios’  
Financial Plans 

 
Base 

Scenario 
7.6% Reduction 

Scenario 
10% Reduction 

Scenario 

FTA Section 5307 
Revenue Assumptions 

Increases 
annually by 
2% from FY 

2018 

Increases 
annually by 1% 
from FY 2018 

Remains flat in FYs 
2018-2020, increases 

by 1% in FYs 2021 
and 2022 

    

Cumulative Ridership 
Assumptions for  
FYs 2018 – 2022*  

Overall 
ridership 

increases by 
5%  

Overall ridership 
increases by 1% 

Overall ridership 
decreases by -4% 

    
Cumulative Fare Revenue 
Increase  for  
FYs 2018 – 2022**  

63% increase  57% increase 49% increase 

    
Cumulative Operating 
Expense Percentage 
Increase for  
FYs 2018 – 2022***  

19% increase 10% increase 7% increase 

    
Five Year Cumulative 
Surplus/Deficit**** 

$3,509,237 
deficit $395,396 deficit $392,601 surplus 

*Assumed from base year (FY 2017) ridership end of year projection 
**Assumed from base year (FY 2017) end of year fare revenue projection of $1.28 million 
***Assumed from base year (FY 2017) end of year operating expense projection of $8.21 million 
****Assumes no General Fund Contributions to cover overhead expenses 

 
Assumptions utilized in each of these scenarios are based on staff’s 
conservative forecasts for future revenues and expenses, as well as 
anticipated capital needs. Should any of these assumptions change, in 
particular state or federal funding sources, as well as future capital 
replacement needs, significant changes would occur to the five year 
cumulative surplus/deficit identified for each COA service scenario. 
 
FISCAL IMPACT: 
 
As identified in Chapter 6 of the attached COA document (Attachment 2), 
and Table 2, above, each of the COA’s proposed service scenarios have 
different cumulative revenue and expense impacts to the transit budget. 
Additionally, each of the COA scenarios identified cumulative five year 
surplus/deficit has a significant impact on Transit’s overall fund balance. 
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Transit’s current fund balance is approximately negative $6.71 million. 
Table 3 identifies the anticipated fiscal impacts to Transit’s ending fund 
balance in FY 2022 for each of the COA’s service scenarios. This tables 
highlights what Transit’s fund balance would look like assuming no General 
Fund contributions annually, and what the fund balance would look like if 
annual contributions from the City’s General fund are made to cover the 
City’s overhead costs incorporated into Transit’s annual operating 
expenses. 
 

Table 3: Comparison of the Three COA Service Scenario Impacts to 
Transit’s Fund Balance 

  Base 
Scenario 

7.6% Reduction 
Scenario 

10% Reduction 
Scenario 

Current Anticipated General Fund Ending 
Balance in FY 2017 -$6,714,661 -$6,714,661 -$6,714,661 

Cumulative Surplus/Deficit for FYs 2018 - 2022 -$3,509,237 -$395,396 $392,601 

Ending Fund Balance in FY 2022 without 
General Fund Contribution -$10,223,897 -$7,110,057 -$6,322,059 

Total Assumed Cumulative General Fund 
Contribution Amount for FYs 2018-2022* $4,433,895 $4,433,895 $4,433,895 

Ending Fund Balance in FY 2022 with General 
Fund Contribution -$5,790,002 -$2,676,162 -$1,888,164 

*Assumed Cumulative General Fund Contribution Amount is determined by the addition of the cumulative annual overhead costs 
that are factored into Transit’s annual operating expenses. This calculation is based on historical General Fund contribution 
amounts, with an annual percentage increase of two percent based on inflationary assumptions.  
 

STAFF RECOMMENDATION: 
 
While the 10% reduction scenario is the only COA scenario that identifies a 
cumulative surplus of revenues to expenses in the five year financial plan, 
staff recommends that the 7.6% reduction scenario be implemented. The 
7.6% reduction scenario assumes a decrease in revenue hours, which will 
lead to a more closely balanced budget without General Fund 
contributions. Any additional reductions in service could lead to a greater 
than expected ridership decrease, which would further jeopardize 
anticipated fare revenues and some state and federal operating revenue 
sources.  
 

8



Elk Grove City Council 
April 12, 2017 
Page 9 of 10 
 
Should Council direct staff to implement the 7.6% reduction scenario, staff 
would immediately begin implementation tasks with the expectation that 
service changes would become effective on October 29, 2017.  
 
OTHER CONSIDERATIONS: 
 

Implementation of the recommended COA scenario will require nine fewer 
buses in revenue service. By October 2017, the City will be required to 
retire a total of five buses due to the expiration of their Compressed Natural 
Gas (CNG) tanks. Transit is in the process of ordering four new buses to 
replace these retiring buses. However, staff does not believe that these 
buses will be delivered before the end of October. Should the COA not be 
implemented by October 29, there would not be a sufficient number of 
buses to maintain an adequate spare ratio during current peak service 
requirements, which could jeopardize current service levels. Staff would 
also consider leasing buses from another transit operator, such as 
Sacramento Regional Transit District (RT), in order to maintain existing 
service levels until the City’s new replacement buses are placed into 
service.  
 
While preparing this report, staff learned that the State is considering 
legislation that could potentially provide an additional $1 million annually to 
transit. However, the uncertainty of the FTA operating and capital 
revenues, which currently account for between approximately $1-3 million 
of transit’s annual revenues still is unclear. In consideration of this 
information, staff continues to recommend implementation of the 7.6% 
reduction scenario. Staff will continue to monitor changes to State and 
Federal funding, and will bring back updates and service recommendations 
to Council accordingly. 
 
 
 
ATTACHMENTS: 
 

1. Resolution 
2. Comprehensive Operational Analysis 
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ATTACHMENT 1 
 

A RESOLUTION OF THE CITY COUNCIL OF THE CITY OF ELK GROVE 
ADOPTING THE COMPREHENSIVE OPERATIONAL ANALYSIS (COA) OF THE 

CITY’S LOCAL AND COMMUTER SERVICE (E-TRAN) FOR FISCAL YEARS 2018–
2022, AND DIRECTING STAFF TO PURSUE THE IMPLEMENTATION OF THE 7.6% 

SERVICE REDUCTION SCENARIO AS IDENTIFIED IN THE COA 
 
 WHEREAS, the City of Elk Grove was awarded a Sustainable Communities 
Transportation Planning Grant from the California Department of Transportation 
(Caltrans) to conduct a Comprehensive Operational Analysis (COA) for the City’s local 
and commuter transit service (e-tran); and 
 

WHEREAS, the COA is an implementation blueprint for proposed e-tran fixed 
route service improvements during Fiscal Years (FY) 2018-2022; and 
 

WHEREAS, the COA identifies and defines three service scenarios for 
implementation: base scenario, 7.6% reduction scenario, and 10% reduction scenario; 
and 

 
WHEREAS, the three service scenarios are supported by corresponding financial 

plans, which all include proposed local and commuter fare increases in FY 2018 and 
2021, and remove General Fund contributions to Transit’s annual budget; and  

 
WHEREAS, the 7.6% reduction scenario will lead to a more closely balanced 

transit budget without General Fund contributions, while retaining service levels for Elk 
Grove residents. 
 

NOW, THEREFORE BE IT RESOLVED that the City Council of the City of Elk 
Grove adopts the COA of the City’s local and commuter service for Fiscal Years 2018- 
2022; and 
 

BE IT FURTHER RESOLVED that the City Council of Elk Grove directs staff to 
pursue the implementation of the 7.6% reduction scenario, as identified in the COA. 
 

PASSED AND ADOPTED by the City Council of the City of Elk Grove this 12th 

day of April 2017. 
 
 

       
       STEVE LY, MAYOR of the 

CITY OF ELK GROVE 

 

ATTEST:      APPROVED AS TO FORM: 

_____________________________           
JASON LINDGREN, CITY CLERK JONATHAN P. HOBBS,  

CITY ATTORNEY 
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EXECUTIVE SUMMARY 

The City of Elk Grove Transit (e-tran) Comprehensive Operational Analysis (COA) is an 
implementation blueprint for proposed e-tran service improvements during the next 5 years. 
The COA was commissioned as the first comprehensive assessment of the e-tran services 
since the City assumed responsibility for the system from the Sacramento Regional Transit 
District (RT) in 2005.  As the City continues to grow, it is anticipated that community 
expectations will rise for e-tran to meet the mobility needs of its residents, businesses and 
institutions.  Among the key objectives of the study: 
 

 Improve the efficiency and productivity of e-tran services; 
 Anticipate land use and community development directions occurring in the City and 

design system improvements to address them; 
 Identify and prioritize short-range investment in vehicles and facilities required to 

support the enhanced transit system; and 
 Ensure seamless connectivity between e-tran and other bus and light rail transit (LRT) 

services operating in the Sacramento region.  
 
The study process has culminated in local and commuter route restructuring proposals that are 
consistent with anticipated population and employment growth in the City, as well as the needs 
of transit-dependent riders and changing attitudes of the general population toward transit as a 
mobility choice. The COA’s service plan maximizes the performance of existing services while 
responding to additional community mobility needs. The focus of the COA’s recommendations 
concentrate service on strong routes in order to provide a foundation for increasing ridership and 
more fare revenue generation, while also preserving service in areas with lower ridership 
potential.  

Most importantly, the service plan responds to key issues identified by e-tran customers and 
other stakeholders to create a system that will be more attractive to new riders in the years to 
come.  The study process has included a great deal of outreach and facilitation with the public 
and key regional stakeholders. The service plan reflects input received from a variety of 
activities, including two public workshops, multiple interviews with several agencies, and a 
community survey. 

The COA final report is presented in six chapters.   

 
CHAPTER 1 - INTRODUCTION AND CHAPTER 2 - MARKET ANALYSIS 
 
Chapters 1 and 2 describe the COA context and process; and provide a market analysis based 
on key community demographic and land use characteristics.   

 
CHAPTER 3 - SURVEY RESEARCH/STAKEHOLDER CONSULTATION 

Chapter 3 documents the extensive outreach process conducted for the study, including two 
public workshops, multiple interviews with various agencies, and a community survey that 
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received over 400 responses.  It is important to note that the consensus among those who 
participated in the public workshops, which were conducted in August 2016, was supportive of 
the proposed changes, and favorable comments were received regarding the recommended 
service plan. However, there were concerns expressed regarding the potential decisions to 
reduce the level of local transit services during the midday and weekend service periods. 

 

CHAPTER 4 – REVIEW OF E-TRAN EXISTING FIXED ROUTE TRANSIT SERVICES 

Chapter 4 provides a comprehensive evaluation of existing local and commuter fixed-route 
transit services, including operational performance and opportunities for enhancements.  E-tran 
currently provides nine local routes, eight commuter routes to Sacramento, two commuter 
routes to Rancho Cordova, and two reverse commute routes from Sacramento and Rancho 
Cordova. Key findings and conclusions based on the evaluation of local and commuter route 
performance are summarized in the following paragraphs.  The evaluation included the review 
of key operating data (ridership, number of revenue hours, schedules and headways).  
Individual route performance by service type is presented in Appendix D.    

Local Network 

 The local system is underperforming in terms of ridership and productivity.  In FY 2015, 
local service generated an average of 13.6 boardings per revenue hour, 13% below the 
City’s performance target (16 per hour) and one-third below the more common industry 
standard minimum productivity threshold of 20 boardings per revenue hour among mid-
sized western cities.  Only one regular route (154) generates more than 20 or more 
boardings per hour. 
 

 Cosumnes River College (CRC) is the dominant boarding and alighting location in the 
system, suggesting that half or more off all local trips are to destinations beyond the City 
limits.  This indicates that the existing route network does not adequately accommodate 
local travel patterns. 
 

 The route network is overly complicated.  Some alignments are circuitous or contain 
excessive one-way segments.  Weekend alignments are substantially different from 
weekday alignments. This contributes to poor productivity on Saturday and Sunday. 
 

 Local and commuter routes and schedules are not coordinated; resulting in longer wait 
times for local customers. 
 

 Existing routes are inconsistent with school boundaries, resulting in the need for three 
extra routes that operate on school days only.  School route schedules (151,152,153) 
should be integrated into the regular route network. 
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 Current routes and schedules are not designed to ensure schedule reliability and 
compliance with California Wage Order 9.  
 

Commuter Network 

 Commuter routes are generally well-utilized.  Eleven existing routes collectively average 
69% occupancy, with individual routes ranging from 97% (Route 153) to 7% (Route 91) 
of available seats occupied. 
 

 Generally, commuter routes spend too much time on arterial streets where relatively few 
customers board.  Alignments should be shortened to a maximum of 5 miles and 15 
minutes of scheduled running time on arterial segments. 
 

 Peak periods are too narrowly defined.  Schedules should be expanded to provide 
morning arrivals between 6:45 am – 9:00 am; afternoon departures from 3:45 pm – 6:00 
pm.  
 

 Ridership patterns indicate that up to 75% of morning customers board commuter routes 
at a park-ride lot rather than at bus stops along the routes.  Park-ride lot improvements 
are key to expanding commuter service capacity.  Recommendations include two new 
facilities, and expansion or other physical improvements at existing lots.  
 

 There is a need to plan for park-ride lots at future station sites in the Big Horn Boulevard 
transit corridor at Bruceville, Laguna Boulevard, Elk Grove Boulevard, Whitelock 
Parkway and Bilby Road. 
 

CHAPTER 5 PLANNED IMPROVEMENTS – SERVICE PLAN 

Chapter 5 describes recommended system concept, service design guidelines, and 
performance metrics for a redesigned local route network and enhanced commuter routes.  The 
plan would redesign the fixed route system as a grid network consistent with the underlying 
street network that makes Elk Grove a relatively convenient and efficient place to drive.  The 
more efficient grid transit network covering Elk Grove neighborhoods and destinations will be 
served by local and commuter routes functioning together as an integrated system.  Looking 
ahead to the next five years and beyond, the network should not need to change significantly 
from year to year unless there is a dramatic change in transit funding.  Short-term stability of the 
route network will give customers and others a better opportunity to comprehend and use e-tran 
service following implementation of restructuring.   

System level of service (LOS), which is expressed as the total annual revenue service hours 
must be scalable to available transit budgets from year to year.  E-tran operated approximately 
59,000 revenue vehicle hours in FY 2016.  Transit system operating costs may be calibrated to 
annual budgets by adjusting the days, hours, and service frequencies that individual routes are 
operating.   
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Consistent with the City executive management staff’s guidance, this report presents three LOS  
service scenario options.  The base scenario represents service levels (total revenue hours) 
relatively unchanged from FY 2016. A 7.6% reduction scenario and a 10% reduction scenario 
have also been prepared. The 7.6% and 10% reduction scenarios are established should the 
City need to reduce future transit spending, and would be achieved through selective reduction 
of proposed reverse commute trips in the base scenario, weekend and weeknight service on 
local routes, based on ridership and productivity expectations. Performance metrics are 
proposed to guide future improvements as additional revenues for e-tran become available, or 
conversely, reductions to local service span and frequency if further budget cuts are required.  

Implementation of the new system design follows three steps:  

1. Restructure the local route network around a new express route with a north-south 
alignment extending between the CRC campus LRT station and the planned business 
district located near Hwy 99 and Kammerer Road primarily via Big Horn Boulevard.  This 
is intended to lay the foundation for further consideration of an enhanced transit service 
corridor envisioned in the 2003 General Plan. An enhanced transit service corridor may 
take the form of express bus, bus rapid transit or ultimately light rail transit service. 

2. Implement five (5) additional local routes to provide east-west coverage along developed 
segments of Calvine Road, Sheldon Road, Bond Road-Laguna Boulevard, W Big Horn 
Boulevard, Elk Grove Boulevard, and Whitelock Parkway; and north-south coverage on 
segments of Elk Grove Florin Road, S Big Horn Boulevard, Bruceville Road, Franklin 
Boulevard, and Harbour Point Drive.  This forms a grid network primarily on arterial streets 
with routes both intersecting the Big Horn corridor, and also running parallel to it.  

3. Overlay seven (7) commuter routes on local alignments within Elk Grove with peak period 
service directly to Downtown Sacramento via I-5 and Hwy 99. These commuter routes 
would maintain and enhance peak-period service capacity between Elk Grove and 
Sacramento, and focus on serving an improved network of park and ride lots. The 
alignment of the commuter service routes results in reduced travel times within the city 
limits and further utilizes a downtown realignment with all routes operating in the same 
network. 

In addition to design guidelines, the City also needs a way to monitor transit system 
performance using a compilation of key indicators, measures, targets and standards consistent 
with transit industry best practices and local requirements.  The adopted Fiscal Year 2014-2020 
Short Range Transit Plan (SRTP) contains several operational policies and performance 
standards that should be brought forward and calibrated to current conditions in the updated 
document. These standards focus on service reliability in terms of on-time performance, 
incidence of road calls and wheelchair lift failures, and ridership performance targets.  Specific 
ridership targets are: 

 Local Routes - 41,000 monthly boardings averaging 16 boardings per service hour; and 

 Commuter Routes - 41,000 monthly boardings averaging 26 boardings per service hour. 
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The SRTP recommended consideration and adoption of additional performance standards such 
as: 

 Spacing criteria for adding, removing or relocating bus stops along a route; 

 Ridership performance, including minimum productivity thresholds to identify 
underperforming routes or segments requiring restructuring or discontinuation; and 

 On-board loading conditions, including minimum and maximum occupancy thresholds 
relative to seating capacity.   

Key performance indicators for e-tran fixed route services are summarized in Table ES-1.  
These metrics provide the basis for service evaluation and most directly influence proposed 
changes to the LOS operated on individual routes at various times of the service day.  Most 
transit systems monitor key performance indicators on an ongoing basis and report results 
monthly or quarterly. Some agencies report results to customers via the Internet or their 
agency’s website. 

Several additional performance indicators are suggested to improve upon the existing static 
monthly ridership target and relatively low productivity threshold cited in the existing SRTP.  
Proposed performance indicators and associated measures and short-range targets for e-tran 
fixed route services are summarized in Exhibit ES-1. These metrics provide the basis for service 
evaluation for the COA’s service plan. 
 

Exhibit ES-1.  Key Performance Measurement Criteria 
 

Category 
Key  

Performance 
Indicator 

Measure      FY 2022 Target 

Service 
availability 

Span Days / Hours Wkdy/Sat - 17 hours 
Sunday -  15 hours 

Coverage Percent residents within 0.33 mile 90% 

Frequency Route Headways 30 minutes or better 

Service 
delivery 

Productivity Passengers per revenue hour 
20 average 

10 (new < 2 yrs) 

Loading Condition Percent of seated capacity Local:  125% 
Commuter:  100% 

Financial 
performance Cost Effectiveness Farebox recovery 

 (% of total operating cost) 20% 

 
Local Network Redesign:  The network changes from the presently configured radial network 
(i.e., all routes terminate at the CRC campus) to a grid network.  The grid is constructed around 
the future Big Horn Boulevard rapid transit corridor running between the CRC campus LRT 
station and the planned commercial development area near the Hwy 99 interchange at 
Kammerer Road.  Additional local routes operate parallel to crosstown routes with transfer 
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connections to the Big Horn transit corridor.  These routes are composed primarily of arterial 
street segments running east-west and north-south across the City.  It is important to note that 
restructuring local service into a grid format may impact some customers who currently have a 
one-seat ride to the CRC campus.  

Local Service Span and Frequency: Because the local system is designed as a network, all 
routes will operate the same days and hours. Except for Route 156, the proposed span is 
comparable to, or longer than, existing schedules. The proposed service plan initially was 
developed on a budget-neutral basis with frequencies presented as the “base scenario”. The 
impact on local service frequencies of a potential 7.6% or 10% budget reduction scenario is 
identified in a subsequent section, below.  

Incremental Service Improvements: The proposed service plan is fully scalable to facilitate 
the efficient implementation of upgrades to local route frequencies and operating hours when 
future funding levels permit; and also, to add commuter capacity when necessary to meet 
adopted onboard loading condition targets.  Potential service upgrades that could occur within 
the short-range horizon of this COA are discussed in Section 5.6.  

Commuter Network: Proposed commuter routes are closely aligned with local routes to 
simplify the transit network and increase the visibility of e-tran service by concentrating more 
service on arterial and collector streets.  Merging local and commuter route alignments within 
Elk Grove will provide e-tran commuters with expanded travel options beyond the peak periods 
during which commuter buses will continue to access Downtown Sacramento directly. 
Consolidation of 12 existing commuter routes into nine routes is proposed.  Fewer commuter 
routes translate into more robust schedules by modifying or eliminating five marginal routes that 
currently operate one or two trips per peak period - 66, 70, 90, 91 and the Purple Route.  Purple 
Route customers with mobility limitations will be accommodated on other proposed commuter 
routes.   

Improve Park-Ride Access: The five-year plan includes provisions to both expand the level of 
commuter service available at e-tran park-ride lots, and upgrade existing facilities.  Section 5.8 
provides a development blueprint for constructing new facilities, improving existing facilities, and 
phasing out the use of minor park-ride lots that lack sufficient capacity or proximate access to a 
freeway interchange.   

Downtown Sacramento Routing: A common two-way alignment through Downtown 
Sacramento is recommended for all proposed commuter routes.  The alignment is intended to 
balance customer walking distances to destinations in the downtown core with shorter wait 
times, and expedited bus travel on less congested streets in the downtown core.  A singular 
alignment has potential to improve service quality for customers, while also reducing capital 
costs through higher vehicle productivity.  It is important to note that the proposed alignment 
presented is dependent on the travel patterns of other transit agencies and is subject to further 
coordination with the City of Sacramento in regards to travel patterns associated with the 
Golden 1 Events Center. 
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Regional Connectivity: The service plan urges the further integration of e-tran with the 
regional transit system, including all-day connectivity to both the Blue Line at the CRC campus 
station, and the Gold Line at Butterfield station.   

System Resource Requirements: Exhibit ES-3 presents the three COA service scenario 
options for the proposed first-year operation of the fixed route system.  The service plan was 
developed with LOS consistent with actuals from FY 2016 operations.  
 

Exhibit ES-2.  COA Level of Service (LOS) Scenarios 
 

 
FY 2016 
Existing 
System 

Base 
Scenario 

7.6% 
Reduction 
Scenario 

10% 
Reduction 
Scenario 

Annual Revenue Hours    

Local 38,660 34,283 34,178 32,661 

Commuter 20,353 25,603 21,151 21,151 

Total 59,013 59,886 55,329 53,812 

     

Local Frequency (in minutes) 

Peak Weekday 30 - 60 30 - 60 30 - 60 30 - 60 

Midday 
Weekday 30 - 120 30 - 120 30 - 120 30 - 120 

Evening 
Weekday 30 - 60 30 - 120 30 - 120 30 - 120 

Saturday 80 60 - 120       
(4 routes) 

60 - 120               
(4 routes) 

60 - 120                
(4 routes) 

Sunday 80 60 - 120 No service No service 

     

Commuter Frequency (in daily trips) 

Peak Direction 67 68 66 66 

Reverse 
Direction 6 22 8 8 
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Service Span     

Local Weekday 
5:52 am – 
11:00 pm 

(16.9 hours) 

6:00 am – 
8:30 pm 

(14.5 hours) 

6:00 am – 10:30 
pm (only Route 

150 would operate 
past 8:30 pm) 

(16.5 hours) 

6:00 am – 8:30 pm 

(14.5 hours) 

Local Saturday 

 

7:15 am – 
11:10 am 

1:15 pm - 6:10 
pm 

 

6:00 am – 
7:00 pm 

(13 hours) 

 

6:00 am – 7:00 pm 

(13 hours) 

 

6:00 am – 7:00 pm 

(13 hours) 

Local Sunday 

7:15 am - 
11:10 am 

1:15 pm - 6:10 
pm 

7:00 am - 
6:00 pm 

(11 hours) 
No Service No Service 

     

Commuter 
5:20 am – 
8:40 pm 

5:30 am – 
8:45 am 5:30 am – 8:45 am 5:30 am – 8:45 am 

 3:10 pm – 
6:55 pm 

3:30 pm – 
7:00 pm 3:30 pm – 7:00 pm 3:30 pm – 7:00 pm 

 
CHAPTER 6 – FINANCIAL PLAN 
 
Chapter 6 presents a five-year financial operating and capital plan with discussion of fare policy 
considerations, recommended fare structure and rates, and a five-year financial and capital plan 
for each of the three COA service scenarios identified in Chapter 5. The financial plan is 
prepared to ensure there is sufficient funding available for the proposed fixed route service, and 
the development, maintenance, and replacement of capital assets. The City’s demand response 
revenue/expenses are not directly reflected in the financial plans; however, certain revenue 
sources are reduced based on assumed demand response expenses and capital needs within 
the FY 2018 – 2022 period that the financial plan considers.  This plan will be used to further 
assist the City with preparing the 10-year capital and operations plan concurrent with the 
Sacramento Area Council of Government (SACOG) Transportation Development Act (TDA) 
claim process. 
 
For each of the COA’s service scenarios, there are several common operating revenue 
assumptions, as well as common fare policy revenue assumptions. Common revenue 
assumptions are discussed for Transit’s primary sources of operating revenue, TDA Local 
Transportation Funds (LTF), State Transit Assistance Funds (STA), and Low Carbon Transit 
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Operation Program (LCTOP) funds. In addition, the common fare policy assumptions include 
fare increases to both the local and commuter services in FY 2018, a 22% and 44% increase to 
the basic cash fare respectively, and an increase of 9% and 23% to the local and commuter 
basic cash fares, respectively, in FY 2021. These fare increases consider other regional 
operators’ fare policies and pricing, commuter premium services offered, as well as adjust to 
maintain future farebox recovery and address inflationary operating cost increases.     
 
Each of the COA’s three service scenarios further consider common capital revenues and 
expenses. The proposed network restructuring plan identified by the COA requires a total of 46 
buses for fixed route service, consisting of 38 for peak period service and eight (8) spares.  This 
plan allows for an overall reduction of nine (9) buses from the fixed route fleet, resulting in 
capital cost savings of approximately $5.4 million from the current network’s capital replacement 
plan. In addition, park-ride facility improvements are identified in FY 2020, as well as bus stop 
improvements related to the beginning of a bus rapid transit service (BRT) in FY 2022. Common 
federal funding sources, such as the Congestion Mitigation Air Quality (CMAQ), FTA Section 
5339, and FTA Section 5309 funding programs are anticipated to cover most of these capital 
expenses.  
 
Aside from the common revenue, fare policy, and capital expense assumptions, each of the 
COA’s three service scenario have some unique revenue and expense assumption, which result 
in unique revenue to expense projections for the five year financial program. Exhibit ES-3, 
shown on the next page, identifies an overall summary of the revenue and expense 
assumptions and projections for each of the COA’s LOS scenarios, covering FYs 2018 through 
2022. It is important to note that overall expenses are adjusted upward annually to account for 
inflation, and reflect consistency with the City’s operations and maintenance annual contractual 
rate increases. Additionally, while historically the City’s General Fund has provided some 
revenue to cover overhead costs, the COA’s five year financial plan removes General Fund 
revenue contributions to the annual budget beginning in FY 2018. Should General Fund 
contributions be considered during FY 2018 through FY 2020, the overall surplus or deficit for 
each COA scenario’s financial plans would be different.   
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Exhibit ES-3.  Comparison Summary of the Three COA LOS Scenarios’ Financial Plans 
 

 Base Scenario 7.6% Reduction 
Scenario 

10% Reduction 
Scenario 

FTA Section 5307 Revenue 
Assumptions 

Increases 
annually by 2% 
from FY 2018 

Increases annually by 
1% from FY 2018 

Remains flat in FYs 2018-
2020, increases by 1% in 

FYs 2021 and 2022 

    
Cumulative Ridership 
Assumptions for  
FYs 2018 – 2022*  

Overall ridership 
increase by 5%  

Overall ridership 
increase by 1% 

Overall ridership 
decrease by -4% 

    

Cumulative Fare Revenue 
Increase Percentage for  
FYs 2018 – 2022**  

63% increase  57% increase 49% increase 

    
Cumulative Operating Expense 
Percentage Increase for  
FYs 2018 – 2022***  

19% increase 10% increase 7% increase 

    
Five Year Cumulative 
Surplus/Deficit **** $3,509,237 deficit $395,396 deficit $392,601 surplus 

*Assumed from base year (FY 2017) ridership end of year projection 
**Assumed from base year (FY 2017) end of year fare revenue projection of $1.28 million 
***Assumed from base year (FY 2017) end of year operating expense projection of $8.21 million 
****Assumes no General Fund Contributions to cover overhead expenses 

 
As indicated in Chapter 6, while the 10% reduction scenario is the only COA scenario that 
identifies a cumulative surplus of revenues to expenses in the five year financial plan, staff is 
recommending that the 7.6% reduction scenario be implemented. The 7.6% reduction scenario 
assumes a decrease in revenue hours, which will lead to a more closely balanced budget 
without General Fund contributions. Any additional reductions in service could lead to a greater 
than expected ridership decrease, which would further jeopardize anticipated fare revenues and 
some state and federal operating revenue sources. It is important to note that the assumptions 
utilized in each of these scenarios are based on staff’s conservative forecasts for future 
revenues and expenses, as well as anticipated capital needs. Should any of these assumptions 
change, in particular state or federal funding sources, as well as future capital replacement 
needs, significant changes would occur to the five year cumulative surplus/deficit identified for 
each COA service scenario. 
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1.0 INTRODUCTION 

The Comprehensive Transit Analysis, also known as the COA is an action plan to guide the 
implementation of transit service improvements over the next 5 years. A COA of the City’s 
local and commuter transit routes is important in order to improve the efficiency of service 
within the City, address future anticipated land use development and transportation 
investments, and enhance connectivity to regional light rail and bus services. The COA has 
specifically addressed how the City’s transit system will connect to the light rail service at 
CRC, which opened in September 2015, and serve the proposed future land use 
development in the City’s Southeast Policy Area. Overall, the analysis has culminated in 
recommendations for local and commuter route revisions that would address future 
population growth and transit demand, transit-dependent needs, connectivity to regional 
transit service, and anticipated financial revenue and transit investment opportunities. 
 
Key elements of the COA study approach included: 

 Problem identification – an evaluation of the performance of existing e-tran local and 
commuter services; 

 Identification of the City’s unmet mobility needs; 

 Identification of key local and regional origins and destinations; 

 Identification of the critical markets in the study area; 

 Address the type and level of transit service justified for the study area as well as future 
service requirements and financial resources (including LRT connectivity); and 

 Address community input. 

The COA study process has included a great deal of outreach and facilitation with the public 
and key regional stakeholders. The alternative service scenarios described below, reflect input 
received from a variety of activities, including two public workshops, multiple interviews with 
various agencies, and a community survey that received over 400 responses. 

Further, these service scenarios were presented at two public workshops held on August 29, 
2016. A copy of the presentation material is included as Appendix A. Service enhancements, as 
described herein and presented to the public, were designed to reflect previous comments 
such as the following:  

 A  “desire for a more user-friendly service”; 
 Some of the alignments of the commuter services are too long; and  
 A  concern that any restructuring will result in “an elimination or reduction of 

commuter services to downtown Sacramento due to the newly operational LRT service 
to CRC. 

The consensus at the August public workshops was one of support, and favorable 
comments were received regarding the recommended approach. However, there was some 
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concern expressed regarding the potential decisions to reduce the level of local transit services 
for midday. 

COA outcomes provide the foundation (recommended service restructuring) for a plan to 
guide the implementation of transit service improvements over the next 5 year period.  This 
plan will enhance the efficiency and effectiveness of e-tran’s existing transit services while 
responding to the changing demands for transit throughout the service area. As the population 
grows and demographics shift, it is important to reshape transit service to respond to new and 
changing transit demands. It is also important for transit service improvements to be 
implemented in a fiscally responsible (and financially sustainable) manner. This plan maximizes 
the performance of existing services while responding to additional community mobility needs. 
The focus of the recommendations is to enhance service, incorporate more efficient corridors to 
increase system ridership and generate more fare revenue, in addition to maintaining 
appropriate transit service in lower potential ridership areas. The recommendations respond to 
key issues identified by passengers and the community to create a system that is more 
attractive to riders. 

1.1 Study Process 

The COA study began in May 2015, with a comprehensive data collection effort including 
historical operating and financial data, ancillary reports and a robust stakeholder and community 
outreach, and survey research effort.  Key elements of the work plan are illustrated in Exhibit 1-1. 
The findings from the data collection and public outreach efforts provided the key inputs for an 
analysis of market and performance trends. This analysis was the basis of the Existing Service 
Evaluation report which identified key findings and strategies to improve e-trans’ transit network. 
These findings and strategies were used to develop the service recommendations in the draft 
Service Plan Working Paper (October 2016).  
 

Exhibit 1-1.  COA Work Plan 
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2.0 MARKET ANALYSIS 

Elk Grove is the second largest city in Sacramento County, California, located just south of the 
state capital of Sacramento. It is part of the Sacramento–Arden-Arcade–Roseville Metropolitan 
Statistical Area. As of July 1, 2016, the population of the city was estimated at 162,995 persons.  
The City was incorporated on July 1, 2000 and was the fastest growing city in the U.S. in 2004-
2005.   
 
Exhibit 2-1 shows the primary study area, the City of Elk Grove within the shaded boundary, and 
CRC to the north of the City’s boundary.  The City is bordered on the west by Interstate 5 (I-5) 
and is crossed by State Route 99 (SR 99). Major transportation corridors in the City include 
Laguna Boulevard/Bond Road and Elk Grove Boulevard (east-west streets), and Franklin 
Boulevard, Bruceville Road, Elk Grove-Florin Road and Waterman Road (north-south streets).  
The western and central parts of Elk Grove have experienced significant growth and 
urbanization in recent years.  The eastern portion of the City retains the rural character that 
once typified the entire community. 
 

Exhibit 2-1.  Elk Grove Study Area 
 

 
 
2.1 Major Employers  

While many local residents commute to Sacramento for work, Elk Grove has a significant 
employment base with several large work sites and retail shopping plazas, medical centers and 
schools.  The largest work site in the City is the Apple campus with over 1,800 workers on 
Laguna Boulevard east of I-5.  The next largest is the State Department of Corrections and 
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Rehabilitation campus with about 1,500 employees on Longleaf Drive between Big Horn 
Boulevard and Laguna Springs Drive.  Key concentrations of retail and service employment are 
located in the vicinity of SR 99 Freeway interchanges at Calvine Road, Bond Road, and Elk 
Grove Boulevard, and at Calvine Road and Elk Grove Florin Road.  Kaiser Permanente has two 
locations on Big Horn Boulevard and Promenade Parkway. 
 
2.2   Demographics 
The Elk Grove area experienced rapid growth between 2000 and 2010, from 72,685 persons 
pre-incorporation to 153,015 persons in 2010.  Recent Department of Finance figures estimated 
Elk Grove's population at 162,995 on July 1, 2016.  Elk Grove is projected to have a population 
approaching 176,000 in 2020. 

As prepared by SACOG, Exhibit 2-2 presents a detailed community demographic profile, 
including “Potential Transit Market” measures in the final section.  In addition to the number of 
youth and older adults of the population, measures of vehicle availability, poverty and disability 
may indicate demand for public transit. The youth and older adult populations and potential 
transit measures, reflect populations who may be less likely to have access to an automobile 
(possibly because of affordability or disability), and/or may not have a driver’s license (possibly 
because of age).  
  

Exhibit 2-2.  Elk Grove Community Demographic Profile 

Characteristic Number % 
Six-County 

SACOG Region 

General Characteristics1
    

Total Population 153,015 100% 2,316,019 
19 years and younger 50,622 33.1% 28.2% 

20 to 54 years 74,635 48.8% 48.3% 

55 years and older 27,758 18.1% 23.5% 

Median Age 34.3  

Total Households 47,927 100% 843,411 

Average Household Size 3.179  

Race/Ethnicity1
    

White/Caucasian 58,305 38.1% 55.6% 
Asian 39,479 25.8% 11.6% 

Hispanic/Latino 27,581 18.0% 20.7% 

Black/African American 16,462 10.8% 6.7% 

Two or more races 8,600 5.6% 3.9% 

Some other race 2,588 1.7% 1.5% 

Income2
    

Median household income $79,457  

Per capita income $29,164  
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Characteristic Number % 
Six-County 

SACOG Region 

Means of Transportation to Work (workers ages 16+)
2

    

Drove alone (car, truck, or van) 49,630 76.2% 75.2% 
Carpooled 8,891 13.7% 12.3% 

Worked at home 3,264 5.0% 5.2% 

Walked 599 0.9% 2.1% 
Public transportation 1,926 3.0% 2.6% 

Other means 796 1.2% 2.7% 

Educational Attainment (population ages 25 +)
2

    

Less than 9th grade 4,870 5.7% 6.3% 

Less than high school (no diploma) 4,305 5.0% 7.3% 
High school graduate 14,917 17.4% 22.3% 

Some college (no diploma) 32,980 38.5% 35.0% 
Associates degree or higher 28,509 33.3% 29.0% 

Potential Transit Market2
    

One vehicle available per household 10,167 22.9% 31.8% 
Zero vehicles available per household 1,215 2.7% 6.3% 

Non-white population 94,710 61.9% 44.4% 
Individuals below the poverty line  8.0% 12.8% 

Families below the poverty line  6.3%  

Youth 19 and under 50,622 33.1% 28.2% 

Seniors 65 and older 12,744 8.3% 12.0% 

Persons with a disability 14,993 10.2% 12.6% 

SOURCE: 12010 CENSUS; 22006-2010 ACS 
 

Salient household, economic and social characteristics include: 

 Elk Grove is made up largely of families with young children (33.1% of population is 19 
years and younger) 

 18.1% of the population is age 55+ (compared to 23.5% for the region) 

 2.7% of households have no vehicle available (compared to 6.3% of the region)  

 8% of individuals and 6.3% of households are below the federal poverty level 

 10.2% of the population have a disability of some kind although it is not known if this 
impacts on an individual’s mobility 

The demand for public transit is typically driven by the number of youth, older adults, lack of 
vehicle availability, affordability (percent of population below the poverty level) and/or disability.  
Except for the number of youth, all of the aforementioned potential transit market indicators in 
the City are below regional averages.  Nonetheless, these demographic and socio-economic 
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characteristics suggest that a sizable portion of the City’s population who are dependent on e-
tran. 
 
2.3 Journey to Work 
Elk Grove experiences a net worker outflow with a greater number of workers leaving the area 
for employment than coming into it.  Approximately 47,000 workers leave the City for 
employment and 19,000 workers come to the City for employment.  Exhibit 2-3 illustrates the 
worker flows. 

Exhibit 2-3.  Elk Grove Work Flows (2010) 

Employed in area 24,581 
Employed in area and live in area 5,782 

Worker inflow 18,799 

Live in area 52,797 
Live in area and employed in area 5,782 

Worker outflow 47,015 
Net Worker Flow (28,216) 

SOURCE: ON-THE-MAP DATA – INFLOW/OUTFLOW OF WORKERS –  
ALL JOBS 2010 U.S.CENSUS BUREAU 

 
2.4 Growth and Development 
The City has a number of developments in the planning stages, currently under construction or 
recently completed that may have an impact on transit demand.  The largest anticipated growth 
area is in the southern portion of the City, between Whitelock Parkway and Kammerer Road, 
from Bruceville Road to SR-99. Further, there are a number of smaller developments with high 
trip generation (such as medical facilities and shopping destinations) that are also being 
planned throughout the City. 

The City is currently updating its General Plan – laying out the community vision for the City’s 
future.  The update will address future growth and development, with the inclusion of 
complementing economic vitality, land use and circulation elements contained within the General 
Plan. The Comprehensive Transit Analysis (or COA) considered the future direction of growth 
and development in advancing a scalable approach to a recommended local and commuter 
transit network.   
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3.0 SURVEY RESEARCH/STAKEHOLDER CONSULTATION  

The COA study process has included a great deal of outreach and facilitation with the public 
and key regional stakeholders. The alternative service scenarios and recommended service 
plan (presented in Chapter 5), reflect input received from a variety of activities, including two 
public workshops, multiple interviews with various agencies, and a community survey that 
received over 400 responses.   

Transit survey results are presented in Appendix A.  Public workshop/outreach presentation 
material is presented in Appendix B. 

3.1 Community Survey 
As a part of the initial planning process, a community survey was conducted to better 
understand the transit needs of the community.  The survey provided information on travel 
behavior, quality of service, and user demographics.  The survey also provided an opportunity 
for the community to express their concerns and make recommendations to improve transit 
services. 

The survey was administered on-line via Survey Monkey accessed through a link from the City’s 
home page. To ensure maximum participation, surveys were made available to the community 
for an approximately six-week period, beginning on October 1, 2015 and concluding on 
November 11, 2015.  Notification of the web-based survey was made to the public via the City 
of Elk Grove’s website as well as electronic newsletters and rider alerts.  Additionally, a member 
of the City’s staff administered a modified shorter version of the survey at a local public event.   

The community survey consisted of seven questions targeted to solicit feedback from 
community members on their preferred transportation mode choice, typical trip destinations by 
mode, opinions on the quality of transit service provided by e-tran, recommendations on 
potential improvements to transit service, and individual demographic data.   

Results from the survey were reviewed as a part of the comprehensive analysis and served as 
important input for the development of service enhancements.  

Key observations from the survey results.  Survey participants were generally satisfied with 
the quality of e-tran services.  Most respondents expressed that the fares were reasonable and 
generally felt safe on the buses.  Despite overall satisfaction with the quality of service, 
respondents did identify several areas for improvement.  The following are some of the key 
observations from the survey results including the comments: 

 The majority of respondents were regular Commuter Service customers that use the service 
for work purposes.  Conversely, 60% of Local Service customers use e-tran for non-work 
purposes. 

 The most common reason why survey respondents did not use e-tran services was because 
the buses do not go close enough to where they want to travel to and from.  Infrequent 
service and a feeling that a trip takes too long, were also recurrently mentioned. 
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 The survey revealed that the most desired transit service improvement was a mobile app for 
real-time information followed by a desire for more frequent bus service.  Third was the 
desire for later night service.  

 Most unfavorable comments focused on: 

o An apprehension with using LRT (citing safety and security concerns as well as 
increasing commute times); 

o Concerns of the prospect of eliminating e-tran Commuter Service (indicating they 
would rather drive than use LRT); and 

o Quality of e-tran service deteriorating because of missed runs and accusations of 
this being intentional to encourage the use of LRT.  
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4.0 REVIEW OF E-TRAN EXISTING FIXED ROUTE TRANSIT     
SERVICES 

4.1 Overview of Existing E-tran Services 

Prior to 2005, public transit in Elk Grove was provided by RT. These services were provided 
under a contract that was set to expire in June 2004. In 2003, the City decided to create its own 
transit system to replace the services being provided by RT. Elk Grove's new "e-tran" system 
started operating on January 2, 2005, and replaced Sacramento RT routes 52, 53, 57, 59, 60, 
and 66. Initial routes were essentially unchanged when e-tran took over providing service. Since 
separating from RT, e-tran has added several commuter and local routes, and made significant 
service changes. 

E-tran currently provides nine local routes, eight commuter routes to Sacramento, two 
commuter routes to Rancho Cordova, and two reverse commute routes from Sacramento and 
Rancho Cordova.  Exhibit 4-1 illustrates the e-tran system map. 

With the Phase 2 extension of the Blue Line from Meadowview to CRC which opened in 
September 2015, the regional LRT network is now within a mile of the northwest corner of the 
City, and within five miles of most Elk Grove residents.  The project includes a 2,700-space 
park-ride lot at CRC.   

Service Hours: 

 Local e-tran service operates Monday to Friday from 5:30 AM to 10:30 PM.  
 Commuter service operates Monday to Friday from 5:00 AM to 6:55 PM.  
 The weekend shuttle operates from 10:00 AM to 5:00 PM on Saturday and Sunday.  
 The City of Elk Grove does not offer transit services on federal holidays.  

 

Commuter routes offer between one and eight peak direction trips, depending on the route. 
Local routes operate at varying frequencies, with routes that run as often as every half hour to 
routes that run once every two hours. Routes 151, 152, and 153 operate on school days only 
and are timed around morning and afternoon school bell times. 
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Exhibit 4-1.  Existing E-tran System Map 
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Fare Structure: Exhibit 4-2 presents existing e-tran fare types and prices. Currently e-tran 
charges $2.25 for a basic single-ride ticket, which can be used on either the local system or 
commuter routes.  Transfers, issued only when boarding buses, cost $0.50 and are valid for 120 
minutes. Transfers may only be used once and must be surrendered to the bus operator upon 
boarding another e-tran vehicle or at the end of the time limit. There is no stated policy as to 
whether transfers may be used to complete a round trip. The transfer policy may be 
discouraging to local riders who, while preferring a one-seat ride between origin and destination, 
actually pay more for a two-seat ride.  Moreover, e-tran transfers are not accepted by RT, 
Yolobus, Yuba/Sutter Transit, El Dorado Transit, or Roseville Transit.  Elk Grove’s participation 
in the regional Connect Card collaborative is a key step with fare policy and revenue sharing 
implication for Elk Grove as well as its partners.   

Exhibit 4-2.  E-tran Fare Structure 

Type of Fare Media Basic 
Senior (62+)/ 

Disabled/  
Medicare 

Student/Youth 
(ages 5-18) 

Single Ride $2.25 $1.10 $1.10 

Transfer $0.50 $0.25 $0.25 
Daily Pass $6.00 $3.00 $3.00 

10-Ride Pass $22.50 $11.00 $11.00 

Unrestricted (commuter) 31-
day pass $100.00 $50.00 $50.00 

Local (only) 31-day pass – good 
on reverse commute service $80.00 $40.00 $40.00 

Route Deviation Request (only 
available on routes 160 and 162 for 
seniors, persons with disabilities, 
and e-van Eligibility Card holders; 
¾ mile limit) 

- $0.50 - 

 

E-tran is the only transit system in the region that charges the same price for a local, single- ride 
ticket as for a commuter, single-ride ticket. When compared to other transit operators that offer 
commuter service, e-tran fares are much less expensive. Exhibit 4-3 provides a comparison of 
commuter fares in the region. 
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Exhibit 4-3.  Regional Commuter Fare Prices 
 

Agency Basic Single Ride Monthly Pass Monthly Pass Discount 

e-tran $2.25 $100.00 +$0.25 per ride 

Yolobus Express $3.25* $110.00 -$0.25 per ride 

Roseville Transit $3.25 - $4.50 (resident 
discount) $110.00 - $155.00 -$0.50 – $0.63 per ride 

Yuba-Sutter Transit $4.00 $128.00 -$.80 per ride 

South County Transit $4.00 $120.00 -$1.00 per ride 

Placer Commuter 
Express $4.25 - $5.75 (zone-based) $131.25 - $178.50 -$0.97 - $1.29 per ride 

El Dorado Transit $5.00 $180.00 -$0.50 per ride 

*Note: Yolobus offers some "commuter" routes for the basic $2.00 fare, but the express commuter routes have a 
$1.00 premium. 

4.2  Peer Review 
 

To compare e-tran performance relative to peers, a select number of transit agencies were 
identified for review. Transit agencies were divided into three groups – agencies with local 
services only, agencies with both local and commuter services, and an agency with experience 
operating light rail (Valley Metro – Phoenix).  Local service only agencies were the Central 
Contra Costa Transit Authority, Petaluma Transit, CityBus (Santa Rosa), and City Coach 
(Vacaville).  Local and commuter service agencies were the Golden Gate Transit (Marin 
County), Solano County Transit, and the Western Contra Costa Transit Authority. 

Results of the peer review are presented in Appendix C. 

Information reviewed in this process included: 

 Service area population and geography; 

 An overview of route structure, coverage, service levels, and service standards; 

 Passenger trips and service hours per capita; 

 Unit operating costs and performance levels; 
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 Revenues - average fares and farebox recovery; 

 Innovative services and other strategies that have been implemented to generate 
additional ridership and revenue; and 

 Fleet and operator information.  

Data was obtained from the National Transportation Database (NTD) for FY2014.  Summary 
data is presented in Exhibits 4-4, 4-5 and 4-6.  Key observations include: 

 E-tran has lower per capita ridership on the fixed-route (and ADA) services 
compared to agencies that operate local services only; 

 E-tran has the lowest boardings per revenue hour and revenue mile of agencies 
providing only local services with the exception of boardings per revenue hour for 
bus services; 

 E-tran has the second highest local bus service costs per boarding (and the highest 
operating costs per boarding for ADA paratransit) among agencies providing local 
services only; 

 E-tran has the highest ADA paratransit operating cost per revenue hour among 
agencies providing local services only; 

 E-tran has the lowest farebox recoveries for bus (and ADA paratransit) among 
agencies providing local services only; 

 E-tran receives the highest proportion of fares from commuter services among 
agencies that provide commuter services; 

 E-tran has the highest boardings per revenue hour for its commuter services among 
agencies that provide commuter services; 

 E-tran has the highest commuter operating costs per revenue hour and revenue mile 
among agencies that provide commuter services. 

 

Valley Metro (Phoenix, AZ) LRT experience offers ideas on how BRT and LRT were introduced 
to a community.  

 Valley Metro alleviated public concerns of replacing a bus with light rail due to the 
improved service their light rail provided. Additionally, farebox recovery is twice that 
for the Central Phoenix line at 40% compared to only 20% for the previous Red Line 
bus; 

 Valley Metro introduced a BRT Light system to connect with new light rail stations; 

 Valley Metro managed to eliminate and restructure duplicative services to better 
connect new services while maintaining frequency; 

 Valley Metro implemented an aggressive public outreach scheme to work with 
people who were skeptical about the impacts to traffic due to the construction 
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schedule of their light rail extension. They attribute this approach to winning over the 
public; and 

 Valley Metro’s light rail projects provided many quantifiable economic and land use 
benefits, including increased density of housing and jobs around transit stops $90 
million in public/private investment in central Mesa and an estimated $8.2 billion in 
public/private development has occurred around stations areas since 2005. 
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Exhibit 4-4.  Unlinked Passenger Trips, Revenue Hours, and Revenue Miles 

 
Exhibit 4-5.  Boardings and Operating Costs per Revenue Hour and Mile 

  Boardings per Revenue 
Hour Boardings per Revenue Mile Operating Cost per 

Boarding ($) 
Operating Cost per 
Revenue Hour ($) 

Operating Cost per Revenue Mile 
($) 

Agency Commuter  Bus ADA Commuter  Bus ADA Commuter  Bus ADA Commuter  Bus ADA Commuter  Bus ADA 
Local Services 

Only                              

CCCTA - 14.95 2.13 - 1.37 0.13 - 8.28 32.97 - 123.84 70.31 - 11.39 4.29 

City Coach - 13.74 2.26 - 0.99 0.22 - 3.15 30.84 - 43.28 69.84 - 3.11 6.69 

Petaluma Transit  - 21.02 2.79 - 1.58 0.31 - 3.78 34.16 - 79.44 95.38 - 5.98 10.74 

CityBus - 28.86 1.94 - 2.44 0.15 - 4.26 29.82 - 122.92 57.94 - 10.39 4.36 
Local + Commuter 

Services 
                              

Golden Gate 
Transit - 20.28 1.01 - 1.29 0.04 - 11.26 121.97 - 228.45 123.50 - 14.54 5.25 

WestCAT 18.9 16.21 3.07 0.63 0.95 0.21 6.18 5.64 31.70 116.98 91.47 97.46 3.88 5.37 6.75 

SolTrans 17.1 17.73 2.24 0.65 1.44 0.17 7.47 6.01 45.95 127.85 106.50 102.83 4.90 8.66 7.85 

e-tran 26.34 14.92 1.85 1.41 0.98 0.12 5.56 8.00 81.42 146.33 119.28 150.90 7.81 7.85 9.40 

Agency Commuter  Bus ADA Total 
Commuter  

(Per 
Capita) 

Bus  
(Per 

Capita) 

ADA  
(Per 

Capita) 
Commuter  Bus ADA Total Commuter  Bus ADA Total 

 Unlinked Passenger Trips Total No. Revenue Hours Total No. Revenue Miles 

Local Services 

Only 
                              

CCCTA - 3,328,558 158,664 3,487,222 - 6.45 0.31 - 222,600 74,400 297,000 - 2,421,100 1,218,800 3,639,900 

City Coach - 511,000 12,000 523,000 - 5.49 0.13 - 37,200 5,300 42,500 - 517,400 55,300 572,700 

Petaluma Transit  - 359,520 25,411 384,931 - 6.10 0.43 - 17,100 9,100 26,200 - 227,200 80,800 308,000 

CityBus - 2,338,000 41,000 2,379,000 - 13.85 0.24 - 81,000 21,100 102,100 - 958,200 280,100 1,238,300 

Local + Commuter 

Services                
Golden Gate 
Transit - 6,384,779 9,720 6,394,499 - 7.35 0.01 - 314,800 9,600 324,400 - 4,946,400 225,900 5,172,300 

WestCAT 229,165 1,082,745 44,579 1,356,489 2.41 11.41 0.47 12,100 66,800 14,500 93,400 364,700 1,137,100 209,400 1,711,200 

SolTrans 672,262 765,884 34,467 1,472,613 2.87 3.27 0.15 39,300 43,200 15,400 97,900 1,026,400 531,400 201,800 1,759,600 

e-tran 508,345 519,067 16,494 1,043,906 3.26 3.33 0.11 19,300 34,800 8,900 63,000 361,800 528,500 142,800 1,033,100 
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Exhibit 4-6.  Operating Costs, Fare Revenue Farebox Recovery Ratio 

 Operating Cost ($) Fare Revenue ($) Farebox Recovery Ratio 
Agency Commuter Bus ADA Total Commuter Bus ADA Total Commuter Bus ADA System-Wide 

Local Services Only                         

CCCTA - 27,566,494 5,230,924 32,797,418 - 4,484,134 620,967 5,105,101 - 0.16 0.12 0.16 

City Coach - 1,609,941 370,128 1,980,069 - 363,706 24,423 388,129 - 0.23 0.07 0.20 

Petaluma Transit - 1,358,402 867,961 2,226,363 - 218,933 53,738 272,671 - 0.16 0.06 0.12 

CityBus - 9,956,226 1,222,598 11,178,824 - 1,991,523 125,431 2,116,954 - 0.20 0.10 0.19 
Local + Commuter 

Services             
Golden Gate Transit - 71,915,516 1,185,575 73,101,091 - 17,157,663 84,022 17,241,685 - 0.24 0.07 0.24 

WestCAT 1,415,476 6,110,210 1,413,099 8,938,785 953,054 1,061,568 61,850 2,076,472 0.67 0.17 0.04 0.23 

SolTrans 5,024,514 4,600,993 1,583,647 11,209,154 2,260,611 1,615,326 75,551 3,951,488 0.45 0.35 0.05 0.35 

e-tran 2,824,093 4,150,907 1,343,006 8,318,006 1,107,756 442,578 33,287 1,583,621 0.39 0.11 0.02 0.19 
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4.3 E-tran Service Evaluation:  Findings and Conclusions 
The following presents findings and conclusions based on the evaluation of local and commuter 
route performance.  The evaluation included the review of key operating data (ridership, number 
of revenue hours, schedules and headways).  Individual route performance by service type is 
presented in Appendix D.    
 
4.3.1 Local Network 

 The local system is underperforming in terms of ridership and productivity.  In FY 2015, 
local service generated an average of 13.6 boardings per revenue hour, 13% below the 
City’s performance target (16 per hour) and one-third below the more common industry 
standard minimum productivity threshold of 20 boardings per revenue hour among mid-
sized western cities.  Only one regular route (154) generates more than 20 or more 
boardings per hour. 

 Network functionality is limited - two routes (156, 157) generate more than half of all 
local ridership. 

 Some alignments are circuitous or contain excessive one-way segments. 

 Weekend alignments are substantially different from weekday alignments. This 
contributes to poor productivity on Saturday (8.2 boardings per hour) and Sunday (4.4 
boardings per hour). 

 CRC is the dominant boarding and alighting location, indicating that more than half of all 
local trips are to places outside the City of Elk Grove. 

 Local route frequencies are too low to attract significantly more general purpose local 
trips.   

 Local and commuter schedules are not integrated; resulting in lower effective 
frequencies on arterial segments. 

 Existing routes are inconsistent with school boundaries.   

 School route schedules (151,152,153) should be integrated into the regular route 
network. 

 Current schedules are not constructed within cycles that would ensure schedule 
reliability, adequate recovery times, and Wage Order 9 compliance (guaranteeing meal 
and rest breaks). 

4.3.2 Commuter Network 

 Service is well-utilized.  Eleven routes average 70.4% of seated capacity; range from 
96.6% (Route 153) to 7.2% (Route 91). 

 The four routes (52, 53, 66, Purple) operating via I-5 average over 80% of seated 
capacity. 
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 The four routes (57 – 60) operating via Hwy 99 average 76.5% of seated capacity. 

 Two routes operating via Bradshaw Road to Butterfield LRT average 46.9% of seated 
capacity. 

 Two reverse direction routes operating from Butterfield LRT average 8.3% of seated 
capacity. 

 Generally, commuter routes spend too much time on arterial streets where relatively few 
customers board.  Alignments should be shortened to a maximum 5 miles and 15 
minutes of scheduled running time on arterial segments. 
 

 Peak periods are too narrowly defined.  Schedules should be expanded to provide 
morning arrivals between 6:45 am – 9:00 am; afternoon departures from 3:45 pm – 6:00 
pm.  
 

 Ridership patterns indicate that a majority of existing customers board commuter routes 
at a park-ride lot.  Park-ride lot improvements are key to expanding commuter service 
capacity. 
 

 Hwy 99 lots at Calvine and Sheldon are sufficient for the short term – i.e., within 3 
minutes of a freeway interchange; and capacity over 100 spaces, near retail commercial 
development. 
 

 Explore consolidation of smaller park-ride locations (50 or fewer spaces) along the Hwy 
99 and I-5 corridors.  
 

 Need to plan for park-ride lots at future LRT station sites in the Big Horn Boulevard 
corridor at Bruceville, Laguna Boulevard, Elk Grove Boulevard, Whitelock Parkway and 
Bilby Road. 
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5.0 PLANNED IMPROVEMENTS – SERVICE PLAN 

5.1 Introduction 
A fresh perspective toward transit system development during the next five years is 
recommended.  As the City continues to grow and evolve from a pre-incorporation bedroom 
community into a full-service city, it can be anticipated that community expectations for e-tran to 
meet a larger share of the mobility needs of its residents, businesses and institutions will rise.  
The City’s 2003 General Plan, which currently is undergoing a comprehensive revision, 
recognized Elk Grove’s growing place in the Sacramento region and the role of public transit in 
facilitating job access.:  

“Policy CI.7 - The City shall encourage an approach to public transit service in Elk Grove 
which will provide the opportunity for workers living in other areas of Sacramento County 
to use all forms of public transit—including bus rapid transit and light rail—to travel to 
jobs in Elk Grove, as well as for Elk Grove workers to use public transit to commute to 
jobs outside the city.” 

 
This chapter presents an overview of the System Concept (Section 5.2); Service Design 
Guidelines (Section 5.3); Performance Metrics (Section 5.4); the Recommended Local Network 
(Section 5.5); the Recommended Commuter Network (Section 5.6); and System Resource 
Requirements (Section 5.7). 

5.2 System Concept 
The proposed system concept replaces an incremental approach to e-tran system development 
taken since the separation from RT.  The plan would redesign the e-tran fixed route system as a 
grid network consistent with the underlying street network that makes Elk Grove generally a 
convenient and efficient place to drive.  A key purpose for the grid is to provide e-tran customers 
with better transit travel options applying the same criteria (i.e., travel path, distance and time) 
that Elk Grove motorists use to navigate in their personal vehicles.  The local transit network 
should be an integral part of the regional transit network in much the same way as the local 
street network interconnects seamlessly with the street networks of neighboring jurisdictions. 
 
The system concept is purposefully budget-neutral (Including annual General Fund 
contributions) to ensure a stable route network for the foreseeable future that current and new 
transit riders can easily understand and come to depend on.  The new network generally covers 
the same Elk Grove neighborhoods and destinations served by the existing network; however, 
local and commuter routes function together as an integrated system to simplify the network and 
to improve headways within the City.  Looking ahead, the network should not need to change 
significantly from year to year unless there is a dramatic change in transit funding.  This does 
not mean to say that the network should not expand in response to major new land 
development as planned for the south side of the City.   
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The e-tran system LOS is expressed as the total annual revenue service hours (excluding 
deadhead hours), and is fully scalable to adjust to available budgets from year to year.  E-tran 
provided approximately 59,000 annual revenue hours during FY 2016.  Transit system operating 
costs may be calibrated to annual budgets by adjusting the days, hours, and service 
frequencies that individual routes are in service.  Consistent with the City executive staff’s 
guidance, this report presents three (3) LOS scenarios supporting the COA service plan. The 
COA’s three service scenarios were created in conjunction with corresponding financial tables 
to demonstrate various LOS options, while reducing the annual general fund contribution to 
transit.  

Section 5.5 presents the COA’s three LOS scenarios: 

 Base Scenario – LOS is consistent with Fiscal Year 2016-2017 budget projections and 
relatively similar to FY 2015-16 actual revenue hours,  

 7.6% Reduction Scenario – the base scenario’s revenue hours are reduced by 7.6%, 
and  

 10% Reduction Scenario – the base scenario’s revenue hours are reduced by 10% 

Performance metrics are proposed to guide future improvements as additional revenues for e-
tran become available, or conversely, reductions to local service span and frequency if further 
budget cuts are required.  
 

Implementation of the new system design follows three steps:  

1. Restructure the local route network around a north-south rapid transit alignment 
consisting primarily of Big Horn Boulevard between the Cosumnes River College (CRC) 
campus light rail transit (LRT) station and the planned business park located near Hwy 
99 and Kammerer Road.  This is intended to lay the foundation for an enhanced transit 
service corridor envisioned in the City’s 2003 General Plan.  Enhanced transit service 
development would take an evolutionary path from initially a local-commuter combination 
service as proposed, to BRT implemented in stages as capital funding permits, and 
eventually to LRT or other “next-generation” mode. 
 

2. Implement six (6) additional local routes that provide east-west coverage along 
developed segments of Calvine Road, Sheldon Road, Bond Road-Laguna Boulevard, W 
Big Horn Boulevard, Elk Grove Boulevard, and Whitelock Parkway; and north-south 
coverage on segments of Elk Grove Florin Road, S Big Horn Boulevard, Bruceville 
Road, Franklin Boulevard, and Harbour Point Drive.  This forms a grid network 
comprised of mostly arterial streets with routes both intersecting and running parallel to 
the Big Horn transit corridor. 

 
3. Overlay seven (7) commuter routes on local alignments within Elk Grove during peak 

hours that continue directly to Downtown Sacramento via I-5 and Hwy 99, and connect 
to the Butterfield LRT station in Rancho Cordova.  These commuter routes would 

43



Comprehensive Operational Analysis 

31 
 

maintain and enhance peak-period service capacity between Elk Grove and 
Sacramento, focus on serving an improved network of park and ride lots (resulting in 
reduced travel times with the city limits and a downtown realignment resulting in all 
routes operating in the same network. 

5.3 Service Design Guidelines 
Translating the recommended system concept into service on the street requires a set of 
service design guidelines.  These include guidelines are applicable to the network and to local 
and commuter routes individually. 
 
5.3.1 Network Design  

1. Simplification of the presently complicated e-tran route network is recommended with 
consolidation of nine (9) existing local routes into six (7) proposed routes.   

2. Establish a common set of alignments within the City boundaries for local and commuter 
routes to make it easier and more convenient for customers to access the system.   

3. Local routes should adhere to the same alignments on weekdays and weekends, again for 
purposes of simplifying the network for e-tran customers. 

4. Absorb existing school Routes 151-153 (currently operating on limited schedules) into 
regular routes serving Franklin High, Toby Johnson Middle School, Cosumnes Oaks 
High, and Pinkerton Middle School with all-day connections to residential neighborhoods 
including the East Franklin, Whitelock and Stonelake subdivisions. 

5. Integrate e-tran into a seamless regional transit network:  

a. Maintain and enhance peak period commuter service to Downtown Sacramento. 

b. Expand off-peak and weekend local connections to the Blue Line LRT at CRC 
station, and to the Gold Line LRT at Butterfield station.  

 
5.3.2 Local Routes 

1. Redraw the local route network to fit the City’s grid street network: 

a. Primary north-south line on Big Horn Boulevard; 

b. East-west lines on Calvine, Sheldon, Laguna Boulevard, Elk Grove Boulevard; and 

c. North-south lines on Elk Grove Florin, Big Horn, Bruceville, Franklin & Harbour 
Point. 

2. Simplify / rationalize route alignments: 

a. Straighter, more direct lines with fewer turns and deviations. 

b. Bi-linear – coverage using two-way service on a single street through an area 
rather than one-way loop around it. 
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c. Operate on arterial and selected collector streets only.  Use of subdivision streets 
impacts travel times and alignment circuity. 

3. Route alignments must be scalable to accommodate planned future frequency 
improvements 
 

5.3.3 Commuter Routes 
1. Overlay commuter routes on local route alignments.  Schedule commuter trips in 

between local trips to improve frequency on local segments.  This design will provide 
commuters with the option of traveling during fringe peak and off-peak hours as needed, 
using local e-tran service connecting to/from the Blue Line.  It also will reduce wait times 
for many local customers  

2. Limit local pickup area (non-freeway route segment) travel time to 15 minutes or less 
from the beginning of the line to the last stop within Elk Grove. 

3. Rationalize use of the I-5 and Hwy 99 freeways for access to Downtown Sacramento: 

a. Neighborhoods west of Big Horn feed into the I-5 Freeway 

b. Neighborhoods east of Big Horn feed into Hwy 99 

4. Expand park-ride capacity to accommodate enhanced frequencies (i.e., 10-15 minutes 
at major park-ride lots. 

5. Consolidate all routes onto a single bi-linear alignment through Downtown Sacramento 
running between the I-5 and I-80 Freeways. 

5.4 Performance Measurement 
Evaluating transit system performance is important to ensure that e-tran is accountable to 
customers, and that the City is an effective steward of federal, state, and local funds.  Transit 
performance monitoring is a valuable planning tool in the review of route structure, service 
effectiveness, efficiencies and the equitability of transit service. 

Transit industry performance measurement best practices are reflected in two key documents:  
TCRP Report 88: A Guidebook for Developing a Transit Performance-Measurement System; 
and the Report on California Transit Performance Measures prepared for Caltrans by the Mineta 
Institute.  TCRP Report 88 identifies over 400 transit performance measures divided into seven 
categories: 

1. Service Availability measures the quantity of transit access based on when (i.e., span), 
where (i.e., coverage and stop location), and how often (i.e., frequency) transit services 
are available.  Ridership per capita also measures service availability as an outcome. 

2. Service Delivery measures the quality of customers’ day-to-day transit travel experience 
in terms of service reliability, comfort and convenience. Key indicators of utilization 
include ridership productivity and loading condition.  These measure dynamic conditions 
that require continual monitoring and frequent reporting on a monthly or quarterly basis. 
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3. Safety/Security measures accidents, crimes and incidents involving customers, 
employees, or the public.  Examples of performance measures include accident rates 
per 100,000 miles, injury accidents per passenger miles, and quantity of safety devices 
and personnel.  These are dynamic measures of preferred outcomes that warrant 
continual monitoring and quarterly reporting. 

4. Community Impact measures quality-of-life impacts on service area communities in 
terms of access to employment, economic growth and productivity, personal mobility and 
finances, pollution reduction, and equitable distribution of transit service. These are 
primarily preferred outcomes that are attainable over a multi-year timeframe.   

5. Maintenance measures the safety, reliability and condition of revenue vehicles in terms 
of average fleet age and mileage, road calls per 100,000 miles, conformance to 
scheduled maintenance inspections, among others.  These are dynamic measures of 
preferred outcomes that warrant continual monitoring and quarterly reporting. 

6. Financial Performance measures how efficiently resources are deployed to meet travel 
demand within budgetary constraints. Key performance measures include net cost per 
revenue hour and per customer boarding applied to individual routes, and farebox 
recovery applied to the system.   

7. Agency Administration measures organizational efficiency in terms of employee 
productivity (e.g., vehicle miles per employee), employee relations, and the percentage 
of the total operating budget consumed by general and administrative (G&A) expenses. 
These are dynamic measures of preferred outcomes that warrant ongoing monitoring 
and annual reporting. 

 
5.4.1 Service-Related Performance Metrics 
Service-related performance metrics draw primarily from three categories of the seven 
described in TCRP Report 88:  Service availability; service delivery; and financial performance.  
When considered in context of the best practices outlined above, it is evident that e-tran’s 
existing performance measurement parameters and tools need to be expanded beyond those 
contained in the adopted Fiscal Year 2014-2020 Short Range Transit Plan (SRTP). 
 
The SRTP contains a partial set of performance-related indicators, measures and targets 
focusing on total ridership and ridership productivity: 

 Local Routes - 41,000 monthly boardings averaging 16 boardings per service hour.  
Assuming approximately 37,000 revenue hours (FY 2015), these indicators yield an 
annual ridership range target between 492,000 and 592,000 boardings per year.  Actual 
local ridership was about 506,000 in FY 2015.    

 Commuter Routes - 41,000 monthly boardings averaging 26 boardings per service hour.  
Assuming approximately 21,000 revenue hours (FY 2015), these indicators yield an 
annual ridership range target between 492,000 and 546,000 boardings per year.  Actual 
commuter ridership was about 508,000 in FY 2015. 
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Beyond these basic targets, the SRTP more generally recommended consideration and 
adoption of additional service-related performance metrics, including: minimum productivity 
thresholds to identify underperforming routes or segments requiring restructuring or 
discontinuation; and maximum occupancy thresholds to manage on-board loading conditions 
relative to vehicle seating capacity.   
 
Several additional performance indicators are suggested to improve upon the existing static 
monthly ridership target and relatively low productivity threshold cited in the existing SRTP.  
Proposed performance indicators and associated measures and short-range targets for e-tran 
fixed route services are summarized in Exhibit 5-1. These metrics provide the basis for service 
evaluation. 

 
Exhibit 5-1.  Key Performance Measurement Criteria 

 

Category 
Key  

Performance 
Indicator 

Measure      FY 2022 Target 

Service 
availability 

Span Days / Hours Wkdy/Sat - 17 hours 
Sunday -  15 hours 

Coverage Percent residents within 0.33 mile 90% 

Frequency Route Headways 30 minutes or better 

Service 
delivery 

Productivity Passengers per revenue hour 20 average 
10 (new < 2 yrs) 

Loading Condition Percent of seated capacity Local:  125% 
Commuter:  100% 

Financial 
performance Cost Effectiveness Farebox recovery  

(% of total operating cost) 20% 

 
Individual e-tran commuter or local routes found to be performing at or below the minimum 
performance standards of 20% farebox recovery ratio will be closely monitored at a more 
detailed trip by trip level.  Poorly performing routes could be considered for service reductions 
and the reassignment of revenue hours to routes where additional hours are needed to solve 
capacity or on-time performance issues, or for the implementation of new services.     
 
Exhibit 5-2, below, illustrates an example of a performance metrics system to evaluate route 
efficiencies. 

 Green lines represent routes that are performing at or above performance criteria.  
 Yellow lines represent routes that should be monitored. 
 Red lines represent routes that are in jeopardy of being eliminated. 
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Exhibit 5-2.  Performance Based Metric Evaluation Example 

 
New services would be introduced on a pilot project basis to determine if there is sufficient 
threshold of ridership to meet the minimum efficiency performance standards. 

5.5 Recommended Local Network 
Shown in Exhibit 5-3, the proposed local route network reflects a shift from the currently 
configured radial network (i.e., all routes terminate at the CRC campus) to a grid network.  The 
grid is constructed around a primary north-south corridor running between the CRC campus and 
planned commercial development near the Hwy 99 interchange at Kammerer Road.  Additional 
local routes operate direct crosstown service and transfer connections to the primary transit 
corridor.  These routes are composed primarily of arterial street segments running east-west 
and north-south across the City.  Key terminal points include the CRC campus, Laguna West, 
and the new Civic Center.  It is important to note that restructuring local service into a grid 
format could impact some customers who currently have a one-seat ride to the CRC campus; 
but, would not potentially need to transfer on the proposed local network.  
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Exhibit 5-3.  Proposed Local Route Network 
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5.5.1 Primary North-South Transit Corridor - Big Horn Boulevard 
The City’s 2003 General Plan supports development of enhanced transit service along a north-
south alignment through Elk Grove: 

 Policy CI.8 - The City shall encourage the extension of bus rapid transit and/or light rail 
service to the planned office and retail areas north of Kammerer Road and west of Hwy 
99. 

 Policy CI.9 - Light rail service in Elk Grove should be designed to serve major 
employment centers and the regional mall at Kammerer Road/Hwy 99.  The City of Elk 
Grove encourages the development of light rail which will bring workers and shoppers to 
Elk Grove, while also serving as part of a coordinated, regional transportation network. 

The five-year service plan incorporates new commuter and local routes along Big Horn 
Boulevard to lay the foundation for a potential major transit investment in the future such as Bus 
Rapid Transit (BRT) service.  Shown in Exhibit 5-4, Routes 50 and 150 share a common 
alignment on Big Horn Boulevard between the proposed Civic Center Drive park-ride lot and 
Lewis Stein Road; and continue on Lewis Stein to Sheldon Road.   
 
Local Route 150 operates between the CRC Blue Line station and Kaiser Promenade Medical 
Center via Big Horn Boulevard serving the Civic Center.  It is assumed that this route will be 
extended farther south to the proposed development on Kammerer Road or Grant Line Road 
when warranted by future conditions. As planned, Route 150 operates every 30 minutes on 
weekdays between 6:00 am and 8:30 pm; and hourly on Saturdays (6:00 am – 7:00 pm) and 
Sundays (7:00 am – 6:00 pm).   

Commuter Route 50 overlays the local alignment with four morning and four afternoon peak 
direction trips between Civic Center Drive and Calvine Road; and operates directly between 
Downtown Sacramento and central Elk Grove via Hwy 99.  As planned, Route 50 trips are 
scheduled between local Route 150 trips to provide 15-minute peak frequency on key local 
segments. 
 
It is envisioned that bus service on Big Horn Boulevard will transition toward BRT in stages; with 
incremental improvements designed to expedite bus travel speeds such as using signage and 
traffic enforcement; limited bus stops; off-board fare collection; and expedited bus flow at 
intersections (e.g., signal preemption, queue jumps).   
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Exhibit 5-4.  Routes 50/150 – Big Horn Boulevard Corridor 
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5.5.2 Local Grid Routes 
In addition to Route 150, six additional routes complete the proposed local network.  As 
described in Exhibit 5-5 and displayed in Exhibit 5-3 these routes form a grid with service on key 
east-west and north-south streets. These routes are described briefly in the following 
paragraphs. 
 

Exhibit 5-5.  Proposed Local Route Network Coverage 
 

Route East-West Coverage North-South Coverage 

150 Big Horn Whitelock – Promenade to Big Horn Promenade; Big Horn; Lewis Stein; 
Bruceville 

151 Franklin Whitelock Pkwy; Laguna Blvd Harbour Point Dr. 

152 Cresleigh Elk Grove Blvd – Cresleigh to 
Franklin Franklin – Laguna to Elk Grove Blvd 

153 Elk Grove Florin Bond-Laguna between Apple &  
Elk Grove Florin 

Elk Grove Florin between Bond & Grant 
Line 

154 Calvine/ 
       Big Horn West 

Calvine – Bradshaw to Bruceville 
Big Horn – Bruceville to Franklin 

Bruceville - Calvine to Sheldon 
Franklin – Big Horn to Laguna Blvd 

155 Power Inn Sheldon - Power Inn to Elk Grove 
Florin 

Power Inn- Calvine to Sheldon 
Elk Grove Florin - Sheldon to Bond 

156 Old Town 
Elk Grove Blvd - Bruceville to Clarke 
Farms 
 

Bruceville -CRC to Elk Grove Blvd  
 

 
Local 151 Franklin replaces portions of existing routes 157, 159, and school routes 151-153.  
Key trip generators along the route include: Elk Grove Civic Center; Cosumnes Oaks High 
School; Elizabeth Pinkerton Middle School; Franklin High School; Toby Johnson Middle School, 
Franklin Library; Raleys / Safeway; Apple Computer; and Laguna Town Center.  Proposed 
commuter Route 51 overlays the local alignment and continues to Downtown Sacramento via I-
5 with stops at two (2) park-ride lots:  Harbour Point and Franklin High Road.  Routes 51/151 
are displayed in Exhibit 5-6.  
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Exhibit 5-6.  Routes 51/151 Franklin 
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Local 152 Cresleigh fills gaps in the east-west grid, and replaces school routes 151-153.  Key 
trip generators include:  Elk Grove Civic Center; Franklin High School; Toby Johnson Middle 
School, Laguna Creek Town Center; Raleys / Safeway; Apple Computer; and Laguna Town 
Center.  Proposed commuter Route 52 overlays the local alignment and continues to Downtown 
Sacramento via I-5 with stops at three (3) park-ride lots:  Civic Center; Laguna Creek Town 
Center; and Laguna West (Apple).  Routes 52/152 are displayed in Exhibit 5-7. 
 
Local 153 Elk Grove Florin replaces portions of existing routes 157 and 162.  Key trip 
generators include:  Elk Grove High School; Joseph Kerr Middle School; Old Town, Senior 
Center; Marketplace 99; Longleaf Drive office building; Laguna; Crossroads; Laguna Creek 
Town Center; Apple Computer; and Laguna West Town Hall.  Proposed commuter Route 53 
overlays the local alignment on Elk Grove Florin Road, and continues to Downtown Sacramento 
via Hwy 99 with stops at two (2) park-ride lots:  Elk Grove Boulevard (Caltrans) and Marketplace 
99.  Routes 53/153 are displayed in Exhibit 5-8.  
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Exhibit 5-7.  Routes 52/152 – Cresleigh 
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Exhibit 5-8.  Routes 53/153 – Elk Grove-Florin 
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Local 154 Calvine/Big Horn forms a new east-west crosstown route across north Elk Grove 
between Bradshaw Road and Apple Computer.  It replaces portions of routes 154, 159 & 162; 
and installs new local service on Big Horn Boulevard West where existing commuter service 
(currently Route 52) has been successful in generating ridership west of Bruceville Road.  Key 
trip generators along the proposed alignment include:  Sheldon High School; Smedberg Middle 
School; Bradford Christian; Bel Air Village; Calvine Alternative High School; CRC / RT Blue Line 
station; Laguna Creek High School; Edward Harris Middle School; Laguna Creek Town Center; 
Apple Computer; and Laguna Town Hall.   

 

Two commuter routes are paired with local Route 154.  Route 54 Calvine overlays the local 
alignment on Calvine Road between Bradshaw and Power Inn Road, and continues to 
Downtown Sacramento via I-5 with stops at two (2) park-ride lots:  Laguna Creek Town Center 
and Laguna West (Apple).  Route 57 overlays the local alignment west of Bruceville Road, and 
continues to Downtown Sacramento via Hwy 99 with stops at two (2) park-ride lots:  Bel Air 
Village and Calvine-Geneva Point.  Routes 54/57/154 are displayed in Exhibit 5-9. 
 
Local 155 Power Inn replaces portions of existing routes 154 and 160 with a southeast-to-
northwest alignment serving the developed areas on the east side of the City.  Key trip 
generators along the proposed alignment include:  Pleasant Grove High School; Katherine 
Albiani Middle School; Bond Plaza; SaveMart Creekside Plaza; Lowes; Monterey Trail High 
School, Edward Harris Middle School and the CRC / Blue Line station.  Proposed commuter 
Route 55 overlays the local alignment and continues to Downtown Sacramento via Hwy 99 with 
a stop at the Calvine-Geneva Point park-ride lot.  Routes 55/155 are displayed in Exhibit 5-10. 
 
Local 156 Old Town continues on its present alignment using Elk Grove Boulevard and 
Bruceville Road.  Key trip generators along the alignment include:  Waterman Plaza; Old Town 
historic district; Public Library; Joseph Kerr Middle School; Laguna 99 Shopping Plaza; Elk 
Grove Civic Center; Harriett Eddy Middle School; Laguna Crossroads Shopping Center; 
Wackford Community & Aquatic Complex; and the CRC campus and Blue Line station.  
Proposed commuter Route 56 overlays the local alignment on Elk Grove Boulevard east of Hwy 
99, and continues to Downtown Sacramento via Hwy 99 with stops at two park-ride lots:  Elk 
Grove Boulevard (Caltrans) and Marketplace 99.  Routes 56/156 are displayed in Exhibit 5-11. 
 

57



Comprehensive Operational Analysis 

45 
 

Exhibit 5-9: Routes 54, 57, 154 – Calvine – Big Horn West 
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Exhibit 5-10. Routes 55/155 Bond – Sheldon – Power Inn 
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Exhibit 5-11.  Routes 56/156 – Old Town 
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5.5.3 Local Service Span and Frequency 
Because the local system is designed as a network, it is suggested that e-tran operate all routes 
during the same span for each service day. Except for Route 156, the proposed span is 
comparable to or longer than existing schedules. Currently, Route 156 operates until 11:00 pm 
on weeknights. Potential discontinuation of weeknight service after 8:30 pm impacts 25-30 one-
way passenger trips per day; including 19 customers on the last four southbound trips departing 
from the CRC campus; and nine (9) customers aboard the last three northbound trips departing 
from Old Town.   

The average service productivity of the proposed reduction (a reduction of 5.9 revenue hours 
per day) is 4.7 passengers per service hour, which is substantially below the FY 2022 local 
system productivity target of 20 boardings per hour (see Section 5.4 Performance Metrics). 

Proposed LOS and service frequencies for the COA’s three LOS scenarios are summarized in 
Exhibit 5-12, below. 

 
Exhibit 5-12.  COA Service Plan Level of Service (LOS) Options 

  

 
FY 2016 
Existing 
System 

Base 
Scenario 

7.6% 
Reduction 
Scenario 

10% 
Reduction 
Scenario 

Annual Revenue Hours    

Local 38,660 34,283 34,178 32,661 

Commuter 20,353 25,603 21,151 21,151 

Total 59,013 59,886 55,329 53,812 

     

Local Frequency (in minutes) 

Peak Weekday 30 - 60 30 - 60 30 - 60 30 - 60 

Midday 
Weekday 30 - 120 30 - 120 30 - 120 30 - 120 

Evening 
Weekday 30 - 60 30 - 120 30 - 120 30 - 120 

Saturday 80 60 - 120       
(4 routes) 

60 - 120               
(4 routes) 

60 - 120                
(4 routes) 

Sunday 80 60 - 120 No service No service 

     

Commuter Frequency (in daily trips) 

Peak Direction 67 68 66 66 
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Reverse 
Direction 6 22 8 8 

     

Service Span     

Local Weekday 
5:52 am – 
11:00 pm 

(16.9 hours) 

6:00 am – 
8:30 pm 

(14.5 hours) 

6:00 am – 10:30 
pm (only Route 

150 would operate 
past 8:30 pm) 

(16.5 hours) 

6:00 am – 8:30 pm 

(14.5 hours) 

Local Saturday 

 

7:15 am – 
11:10 am 

1:15 pm - 6:10 
pm 

 

6:00 am – 
7:00 pm 

(13 hours) 

 

6:00 am – 7:00 pm 

(13 hours) 

 

6:00 am – 7:00 pm 

(13 hours) 

Local Sunday 

7:15 am - 
11:10 am 

1:15 pm - 6:10 
pm 

7:00 am - 
6:00 pm 

(11 hours) 
No Service No Service 

     

Commuter 5:20 am – 
8:40 pm 

5:30 am – 
8:45 am 5:30 am – 8:45 am 5:30 am – 8:45 am 

 3:10 pm – 
6:55 pm 

3:30 pm – 
7:00 pm 3:30 pm – 7:00 pm 3:30 pm – 7:00 pm 

 
5.6 Incremental Service Improvements 
The proposed service plan is fully scalable to facilitate the efficient implementation of upgrades 
to local route frequencies and operating hours when future funding levels permit; and, to add 
commuter capacity when necessary to meet adopted onboard loading condition targets.  
Potential service upgrades that could occur within the short-range horizon of this COA are 
discussed below. 
 
1. Local Network Midday Frequency Improvement 

Midday service is defined as weekdays between 9:00 am and 3:00 pm.  The base scenario LOS 
plan currently provides for 30-minute midday service frequency on Route 150 (BRT); 60-minute 
midday service frequency on local Routes 153, 154 and 156; and 120-minute midday frequency 
on local Routes 151, 152 and 155.   
 
The incremental operating cost to provide 60-minute midday frequency on all local routes is 
3,036 revenue vehicle hours per year, or about $410,000 before fare revenue, assuming an 
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average hourly operating cost of $135 per hour.  No additional revenue vehicles are required to 
improve midday LOS. 
 
2. Full Weekend Service 

The service plan costing assumes a recommended 13-hour Saturday service span (6:00 am to 
7:00 pm), and an 11-hour Sunday service span (7:00 am to 6:00 pm). The COA’s base scenario 
currently provides for limited weekend service limited to the following: 

 Route 150 (BRT) operates a full Saturday and Sunday span with 60-minute frequencies 
at all times. 
Routes 153, 154 and 156 operate a full Saturday and Sunday span with 120-minute 
frequencies at all times. 

 Routes 151, 152 and 155 operate no Saturday or Sunday service. 
 
Upgrade to 120 minutes - The incremental operating cost to provide 120-minute midday 
frequency on all local routes (150 excepted) is 2,371 revenue vehicle hours per year, or about 
$320,000 before fare revenue, assuming an average hourly operating cost of $135 per revenue 
hour.  No additional revenue vehicles are required to operate weekend service. 
 
Upgrade to 60 minutes - The incremental operating cost to provide 60-minute midday frequency 
on all local routes (150 included) is 7,113 revenue vehicle hours per year, or about $960,000 
before fare revenue, assuming an average hourly operating cost of $135 per revenue hour.  No 
additional revenue vehicles are required to operate weekend service.  If this LOS is selected, it 
should be assumed that the midday service upgrade also would be selected. The combined 
cost of the two service upgrades is 10,149 revenue hours per year, or about $1,370,000. 
 
3. Extend Route 150 Service Hours from 8:30 p.m. to 10:30 p.m. 
 
The service plan costs assume that the Route 150 will stop service at 8:30 p.m., which is the 
same time all other local routes end. The incremental operating cost to extend the operating 
hours on Route 150 is 1,518 vehicle revenue hours per year, or about $170,000 before fare 
revenue, assuming an average operating cost of $135 per revenue hour. 

5.7 Recommended Commuter Network 
Shown in Exhibit 5-14, the proposed commuter routes closely align with local routes to simplify 
the transit network and increase the visibility of e-tran service by concentrating more service on 
particular streets.  Merging local and commuter route alignments within Elk Grove will provide e-
tran commuters with expanded travel options beyond the peak periods during which commuter 
buses will continue to access Downtown Sacramento directly. Consolidation of 12 existing 
commuter routes into nine routes is proposed.  These include Routes 50-57 as described in the 
following pages and proposed Route 71 Laguna serving Butterfield station on the RT Gold Line. 

Fewer commuter routes translate into more robust schedules by modifying or eliminating five 
marginal routes that currently operate one or two trips per peak period - 66, 70, 90, 91 and the 
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Purple Route.  Purple Route customers with mobility limitations will be accommodated on other 
proposed commuter routes.  Proposed commuter schedules generally include four or five trips 
per peak period, and cover a wider service span to accommodate workers with morning start 
times between 6:30 am and 9:00 am; and afternoon quit times between 3:30 pm and 6:00 pm.  

Shorter local pickup route segments focus resources on trips offering competitive end-to-end 
commute travel times (i.e., relative to auto travel) averaging less than 60 minutes to Downtown 
Sacramento. The proposed truncation of local pickup route segments is consistent with 
customer boarding patterns indicating that most e-tran customers board at park-ride lots and 
other stops offering relatively quick access to the freeways.  Commuter boarding and alighting 
activity tapers off on local pickup segments as distance from the freeway increases.  The data 
suggests that local pickup segments generally should not exceed 15 minutes of bus travel time 
within Elk Grove before entering the freeway.  Moreover, shorter routes with reduced schedule 
cycle times could significantly improve vehicle productivity.  
 
5.7.1 Peak and Reverse Direction Capacity  
Given strong utilization of existing e-tran peak direction commuter routes (averaging 70.4% of 
seated capacity), the five-year service plan maintains and nominally increases current capacity 
from 67 one-way trips on 12 routes, to 68 trips on 9 routes.  Additionally, service quality is 
enhanced at selected park-ride lots (e.g., Calvine-Geneva Point, Sheldon, Laguna West) with 
the schedules of two or more routes combined to create high frequency (10-15 minutes) service 
at these locations during the height of the morning and afternoon peak periods.   

A significant expansion of reverse direction service capacity is recommended with currently six 
daily trips on two routes increasing to potentially 22 trips on four routes to demonstrate the 
viability of reverse commuter service to locations in Elk Grove including Apple Computer, office 
buildings on Longleaf Drive, and potentially other locations in south Elk Grove.   

Existing Route 90 reverse commute (four trips) between Downtown Sacramento and Longleaf 
Drive is replaced by proposed Route 53 reverse commute trips.  Existing Route 91 reverse 
commute (two trips) between Butterfield Light Rail Station, the Franchise Tax Board and 
Longleaf Drive is replaced by proposed Route 71 reverse commute operating four trips.  
Potentially new service from central Sacramento to Apple could be provided with Route 52 
and/or 54 reverse direction service on I-5. 
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Exhibit 5-13.  Proposed Commuter Network 
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5.8 Improve Park-Ride Access  

The five-year plan includes provisions to both expand the level of commuter service available at 
e-tran park-ride lots, and upgrade existing facilities.  Exhibit 5-14, shown on the next page, 
provides a development blueprint for constructing new facilities, improving existing facilities, and 
phasing out the use of minor park-ride lots that lack sufficient capacity or proximate access to a 
freeway interchange.  Specific recommendations include: 

 Two new park-ride facilities at the planned Elk Grove Civic Center complex and the 
second close to I-5 at Harbour Point and Laguna Blvd.  

 Pending future funding availability, expand parking capacity at key park-ride locations, 
including a new location at Laguna West/Laguna Town Hall, or a new location in the 
vicinity of the Hwy 99 interchange at Bond Road, and Bel Air Village at Calvine and Elk 
Grove Florin Road. 

 Phase out use of minor facilities as new capacity is provided at major park-ride lots. 
Locations include Laguna Crossings, Laguna Gateway, Calvary Christian, Laguna 99, 
and Lowe’s at Power Inn and Calvine Road.  

 Pending an available opportunity, work with the California Department of Transportation 
(Caltrans) to improve or expand the park-ride lots at Calvine-Geneva Point/Highway 99 
and Sheldon Road. Since the City does not own this property, improvements to this 
facility are not included in the COA service plan. 
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Exhibit 5-14.  Proposed Park and Ride Lot Locations 
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5.9 Downtown Sacramento Routing 
Shown in Exhibit 5-15, a common two-way alignment through Downtown Sacramento is 
recommended for all proposed commuter routes.  The alignment is intended to balance 
customer walking distances to destinations in the downtown core with shorter wait times and 
expedited bus travel on less congested streets in the downtown core.  A singular alignment has 
potential both to improve service quality for customers, while also reducing capital costs through 
higher vehicle productivity.  It is important to note that the proposed alignment presented in 
Exhibit 5-14 is dependent on the travel patterns of other transit agencies and is subject to 
further coordination with the City of Sacramento in regards to travel patterns associated with the 
Golden 1 Events Center. 

From the customer perspective, the benefits of a common alignment include potentially shorter 
wait times in Downtown Sacramento with a greater choice of routes returning to Elk Grove.  
Fewer stops also may reduce the cost of implementing dynamic timetable information displays 
and customer amenities suggested to improve the customer waiting experience for e-tran 
customers. 

From an operational perspective, any significant reduction of commuter schedule cycle times 
created by shorter local pick up segments within Elk Grove and less circuitous routing in 
Downtown Sacramento could lead to significant capital cost savings if more commuter buses 
are able to operate consecutive peak direction trips within the same peak period.  Cycle time 
includes round trip bus travel time plus sufficient recovery time to protect schedule integrity. 
Currently, nearly all e-tran commuter buses can make just one peak direction trip per peak 
period; meaning that one bus is required for every scheduled peak direction trip. 
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Exhibit 5-15.  Proposed Downtown Sacramento Route Alignment 
 

 

5.10 Regional Connectivity 
The service plan urges the further integration of e-tran with the RT system, including all-day 
connectivity to both the Blue Line at the CRC campus station, and peak connectivity to the Gold 
Line at Butterfield station. Shown in Exhibit 5-16, proposed regional Route 71 Laguna/Bradshaw 
consolidates resources currently divided between Routes 70 and 71 onto a common alignment 
in Elk Grove. The singular alignment allows for a longer service span with hourly service running 
in both directions in the morning from 5:00 am through 9:00 am; and in the afternoon from 2:30 
pm until 6:30 pm.  Key employment destinations along the proposed alignment include Apple 
Computer and office buildings along Longleaf Drive in Elk Grove, and the Franchise Tax Board 
in Sacramento. 
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Exhibit 5-16.  Route 71 – Laguna 
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6.0 FINANCIAL PLAN 

The financial plan for transit operations and the capital program is prepared to ensure that there 
is sufficient funding for the proposed service, development, maintenance, and replacement of 
capital assets.  This chapter provides a five year financial plan (FYs 2018 – 2022), for the 
COA’s three possible service plan scenarios:  

 
 Base Scenario – LOS is consistent with Fiscal Year 2016-2017 budget projections and 

relatively similar to FY 2015-16 actual revenue hours,  
 7.6% Reduction Scenario – the base scenario’s revenue hours are reduced by 7.6%, 

and  
 10% Reduction Scenario – the base scenario’s revenue hours are reduced by 10% 

 
It is anticipated that the City Council will direct staff to implement one of these scenarios, with 
the selected scenario’s service anticipated to begin by the end of October 2017. The selected 
scenario’s five year financial plan will also be used to guide the 10-year capital and operations 
plan, which the City prepares annually as part of SACOG’s TDA claim process.   
 
The three service plan scenarios share some common funding sources and revenue 
assumptions, which are used in the establishment of their respective financial plans. These 
assumptions are conservative in recognition of shifts in general economic conditions that impact 
actual revenue generation and the competitiveness of discretionary transit grant programs.  
 
It is important to also note that the COA’s financial plans focus on e-tran’s fixed route service 
revenues and expenses only. All anticipated e-van dial-a-ride farebox revenues and expenses 
are not directly identified within the financial tables. However, since e-van operating and capital 
expenses rely on a portion of some of the City’s anticipated annual revenues, some e-tran 
revenue source estimations have been reduced to account for the anticipated e-van operating 
and capital expenses that would occur within a specific year of the financial plan. Deducting e-
van’s anticipated expenses directly from e-tran’s revenue source estimations ensures that the 
City does not inaccurately budget fixed-route expenses based on shared revenues that also 
cover dial-a-ride service expenses. 
 
6.1 Common Operating Revenues 
The City relies on a variety of funding sources to operate and sustain its public transit services 
to the community. Fixed-route services are funded with a combination of local, state and federal 
funding sources. The following sections briefly describe the common revenue assumptions used 
in each of the COA’s service scenario financial plans. 
 
Transportation Development Act (TDA) - Local Transportation Funding (LTF)  

TDA funds are the largest single source of operating revenue for most public transportation 
systems in California. The statute intends that LTF is prioritized for transit, especially in 
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urbanized areas. Available funds must be spent on transit projects to the extent that such 
projects meet existing needs and fill “unmet transit needs that are reasonable to meet” before 
any LTF is spent on local streets and roads. The unmet transit needs process, by law, is 
conducted annually by SACOG. TDA funds can be used for transit capital and/or operations 
expenditures, and can provide an important source of local match for federal funding.  
 
The LTF revenues are derived from a one-quarter cent sales tax, which is collected by the 
Board of Equalization, but administered locally through SACOG, which apportions the revenue 
to local jurisdictions based on population. As previously stated, annual LTF revenues assumed 
to cover e-tran’s expenses in each year of the financial plan are net revenue, and reduced to 
account for an amount assumed to pay for e-van operating expenses. The financial plans for 
each of the COA’s service scenarios assume a common two percent (2%) annual LTF increase 
from the FY 2017/18 apportionment amount. This increase is assumed based on projected 
growth in population and sales tax revenues. 
 
State Transit Assistance (STA) Fund 

The STA program is a second funding component of TDA. Revenues are derived primarily 
through the State sales tax on diesel fuel (currently 9.25%) and are allocated by the State 
Controller. Fifty percent of statewide revenue is allocated by the State based on county 
population within the jurisdiction of the regional transportation planning agencies, and the 
remaining fifty percent is allocated based on qualifying revenue such as passenger fares and 
other local sources by the transit systems. By SACOG policy, the population-based pot is 
likewise allocated by jurisdictional areas and transit district areas based on population in these 
areas compared to the population of the SACOG region as a whole. Also, the STA funds that 
are allocated to SACOG on the basis of regional operator revenues are subsequently allocated 
to the transit operators. 
 
Historically, the STA has provided a relatively stable source of revenue generally applied toward 
capital expenditures. Recent state legislation has also adjusted the eligibility criteria for 
operators to continue using STA for operations. However, in times of economic downturns and 
to address state fiscal issues, the State Legislature has in past years averaged STA funds 
during state budget negotiations, resulting in uncertain funding levels. Part of the budget 
negotiations included a “gas tax swap” involving use of the STA revenues. 
 
In 2011, as a result of the gas tax swap which resulted in a loss in STA revenue generated for 
transit from the state sales tax on gasoline (which was mostly eliminated), the STA was 
bolstered by an incremental increase in the diesel sales tax, summarized as follows:  
 

Fiscal Year Incremental Rate 
2011-2012 1.87% 
2012-2013 2.17% 
2013-2014 1.94% 
2014-2015 1.75% (ongoing rate) 

Source: Background Paper for Sales Tax on Diesel Funding Proposal, California Transit Association, August 2015 
 

STA revenues have been declining for the past several years due to the lower price of oil 
relative to when the gas tax swap was enacted by the State Legislature.  Thus, it is challenging 
to determine how future STA revenues may grow. Based on the SACOG FY 2014-15 
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Comprehensive Annual Financial Report findings, payments to jurisdictions were about $0.9 
million lower than the previous year because of less revenue, which meant less allocated out for 
the year. The decreased allocation region-wide is attributed to a combination of lower diesel fuel 
prices and passenger fare revenues. Elk Grove’s historic STA allocations reflect this trend:  

Fiscal Year STA Allocation 
2012-2013 $1,073,587 
2013-2014 $904,044 
2014-2015 $886,911 

Source: FY 2014-15 SACOG CAFR – State Transit Assistance Fund Statements of Revenues, Expenditures and 
Changes in Fund Balance  
 
Given the uncertainty of future STA revenues, the City is not assuming any STA growth in the 
COA financial plans higher than the FY 2017-18 allocation amount of $690,884. This 
conservative approach keeps annual STA revenues flat within each COA scenario from FY 
2018 through 2022. Additionally, required capital match amounts for both anticipated e-tran and 
e-van vehicle replacements during FYs 2018-2022, have been subtracted from the annual STA 
revenue amounts to create a net STA revenue amount available for covering e-tran’s fixed route 
operating expenses.  Elk Grove will continue to dedicate STA revenues to cover capital needs 
first, before utilizing the funds to cover operational expenses.  
 
Cap-and-Trade Program – Low Carbon Transit Operations Program (LCTOP) 

California Air Resources Board’s Cap-and-Trade Program provides relatively new funding for 
transit that is part of the Transit, Affordable Housing, and Sustainable Communities Program 
established by the California Legislature in 2014, by Senate Bill 862 (SB 862). One funding 
source is the Low Carbon Transit Operations Program (LCTOP) that was created to provide 
operating and capital assistance for transit agencies to reduce greenhouse gas emissions and 
improve mobility, with an emphasis on serving disadvantaged communities. Eligible LCTOP 
projects support new or expanded bus or rail services, expand intermodal transit facilities, and 
may include equipment acquisition, fueling, maintenance and other costs to operate those 
services or facilities, with each project reducing greenhouse gas emissions. Beginning in FY 
2015-16, SB 862 continuously appropriates five percent of the annual auction proceeds in the 
Greenhouse Gas Reduction Fund for LCTOP.  
 
The City anticipates receiving LCTOP annually within the next five years due to the current 
legislation that provides on-going funding to help grow the Transit, Affordable Housing, and 
Sustainable Communities Program and its funding sources. Within each of the COA service 
scenarios’ financial forecasts, LCTOP funds are budgeted at a flat amount of $81,000. This is a 
very conservative approach that is based on the FY 2018 LCTOP allocation amount of $81,494, 
which was provided to the City during the preparation of this document. This forecast also 
accounts for uncertainty in how quickly LCTOP allocations will grow in future years based on 
past growth trends.  
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FTA Section 5307 Urbanized Area Formula Program 

The FTA’s Section 5307 program provides urbanized areas with funding assistance for transit 
capital, operating and limited transportation-related planning expenses. As an operator in the 
Sacramento Urbanized Area (UZA), the largest source of on-going FTA funding Elk Grove 
receives comes through the Section 5307 program. Eligible activities include planning, 
engineering design and evaluation of transit projects; capital investments in bus and bus-related 
activities; crime prevention and security equipment; construction of maintenance and passenger 
facilities; and capital investments in existing fixed guideway systems. All preventive 
maintenance and some Americans with Disabilities Act complementary paratransit service costs 
are considered capital costs. 
 
Some of the changes to the FTA Section 5307 program under the FAST Act of interest to the 
City of Elk Grove include: 

 The ability to use up to 20% of the Section 5307 allocation (previously 10%) for the 
operation of paratransit service, if certain conditions are met; 

 Recipients must maintain equipment and facilities in accordance with an adopted transit 
asset management plan; 

 Recipients are no longer required to expend at least one percent (1%) of their funding for 
associated transit improvements. However, recipients are still required to submit an 
annual report listing projects that were carried out in the preceding fiscal year; 

 Grantee may use up to 0.5 percent of their Section 5307 allocation on Workforce 
Development activities. 

 
Historically, the City has used FTA Section 5307 to fund ADA operations, fixed route operations 
and preventive maintenance expenses. Each of the COA’s service scenarios assumes that the 
City will continue to receive an annual amount of FTA Section 5307 program funding to cover 
eligible fixed-route operating and preventive maintenance expenses. However, the annual 
funding amount changes within each COA service scenario, is due primarily to an anticipated 
effect that the reduction of revenue hours and ridership will have on lowering the annual 
apportionment amount. The specific assumptions for Section 5307 funding will be discussed in 
further detail as part of the narrative prepared for each of the COA scenarios’ financial tables 
later in this chapter. 
 
Farebox Revenues 
 
Farebox revenues will be generated within each COA service scenario’s financial programs. 
However, given the difference in proposed revenue hours and projected ridership in each 
service scenario, farebox revenue assumptions will be discussed in further detail as part of the 
narrative prepared for each of the COA financial tables later in this chapter.  
 
6.2 Common Fare Policy Considerations 
Fare revenue estimates are predicated on pricing fare policy objectives and strategies, rate 
structure, and fare collection procedures described in this section. The following fare policy 
considerations are equally applicable to all of the financial plans prepared for each of the COA 
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service scenarios. An overall objective of the COA’s financial plans is to maintain and 
incrementally increase cost recovery above the TDA-defined minimum threshold of 20%.  
 
Current fares for e-tran local and commuter bus service are summarized in Exhibit 6-3, below. 
Discount fares apply to senior citizens, persons with disabilities, Medicare recipients, and active 
military personnel.   

 
Exhibit 6-3.  E-tran Fixed Route Fare Structure, FY 2017 

 
Fare Type Full Fare Discount Fare 

  Cash Fare $2.25 $1.10 

  Transfer $0.50 $0.25 

  Route Deviation $0.50 $0.50 

  Day Pass $6.00 $3.00 

  10-ride Pass $22.50 $11.00 

  Commuter Monthly Pass $100.00 $50.00 

  Local Monthly Pass $80.00 $40.00 

  Children under 5 $0.00 $0.00 

 
Significant changes to current fare policy elements are suggested in conjunction with the 
proposed service plan. In addition to meeting or exceeding a 20% minimum farebox recovery 
threshold, other aspects of the recommended fare policy are discussed in the following 
paragraphs. 

 Strategic re-pricing – A new fare structure should be built around pricing principles 
common to the marketplace; including value, convenience, equity, and relationship to 
cost.  Relative pricing of e-tran cash fares and pre-paid fare instruments should provide 
customers with payment options that enhance convenience and are equitable for all 
patron segments.   

 Premium fares for premium service – The relationship between price and value derived 
from a product or service is well-established in the marketplace.  Currently e-tran fares 
are the same for local and commuter service, although commuters receive a significantly 
greater value than local riders. Commuters make longer transit trips, receive greater 
subsidy in terms of net cost per hour of service and higher capital costs, receive more 
consideration in service design and scheduling issues, and avoid parking costs in 
Downtown Sacramento.  Most multi-modal transit systems have fare policies recognizing 
commuter express bus as premium service, and accordingly charge higher fares for 
these services relative to underlying local service.   

 Regional fare in context – E-tran fares should be rational for customers who use both e-
tran and RT to travel outside of the City of Elk Grove.  RT increased the price of a cash 
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fare/single ride ticket to $2.75 in July 2016, compared to $2.25 for e-tran commuter 
service.  The relationship between these fares is contrary to common transit industry 
practice in key respects: first, by charging more for a two-seat ride requiring a transfer 
between vehicles compared to a more convenient one-seat ride; second, by charging 
more for off-peak travel than for peak period travel; and third, by charging more to 
discourage travel on service with abundant available capacity. 

 Equitable transfer policy – Transit industry best practices trend toward elimination of 
separate transfer charges between routes in the same service category, as well as 
simplification of the rules governing the availability and use of transfers. Historical 
practice of charging for transfers is no longer regarded as consistent with today’s market 
expectations that customers should not have to pay as much for an indirect trip requiring 
a transfer as for a more convenient direct trip.  For example, US airline industry pricing 
policies commonly demand a higher fare for direct flights and lower fares for less direct 
travel requiring a transfer at a hub airport.  The City should adopt a transfer policy similar 
to RT, which provides no transfer privileges with the base fare.  RT customers who 
require a second vehicle to complete a one-way trip have the option to purchase a day 
pass priced at 2.5 times the one-way cash fare if they plan to make a round trip, or 
monthly pass priced at 40 times the cash fare also if they are daily riders.   

 Cost of service – While profitability is not a direct consideration in public enterprise, there 
is an equity basis for reflecting the relative cost of producing a product or service in the 
price charged to consume it.  This applies to e-tran in terms of pricing local vs. commuter 
services, and also pricing peak vs. off-peak period services.  The City’s transit fare policy 
should recognize the higher capital and operating costs of providing commuter service 
compared to local service. 

 Simplified fare collection - Transit pricing should use incentives to encourage the use of 
pre-paid fare instruments and achieve other outcomes such as improved revenue 
security, simplified fare collection and processing, fewer fare disputes among customers 
and front-line operating employees, reduced dwell times to accommodate onboard cash 
transactions, and rewards for customer loyalty. Onboard fare collection and processing 
is a significant cost function.  Generally, cash fare transactions are more likely to require 
driver enforcement and increase potential for unfavorable customer experience.  The 
City has the continuing obligation to ensure secure handing of revenues from the 
farebox to the bank, as well as for accounting and reconciliation.  Industry best practice 
continues to trend away from onboard cash fare transactions in favor of electronic or 
conventional pre-paid fare media purchased “upstream” prior to boarding the bus. 

The Connect Card regional fare, tap-card payment system, which is anticipated to rollout 
in the Summer 2017, will help mitigate concerns with current fare payment methods. 

 Implement moderate increases at regular intervals – The City’s transit fare policy should 
reflect the cyclical nature of farebox recovery with planned fare increases having 
moderate impact (e.g., 10% or less) occurring at regular intervals (e.g., every fourth 
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year).  The transit revenue cycle is predictable to the extent that farebox recovery 
improves during the first and second years following a general fare increase, and 
declines in subsequent years as annual operating costs rise with inflation while the 
average fare remains flat.  The proposed financial plan assumes fare adjustments in FY 
2018 (January 2018) and FY 2021 (July 2020) to maintain fixed route system cost 
recovery at, or above, 20%. 

To meet the objective of maintaining a 20% farebox recovery, the average fare for local service 
will need to rise from $1.30 in FY 2017 to $1.66 in FY 2021; and the average fare for commuter 
service will also need to rise from $1.75 in FY 2017 to $3.09 in FY 2021.The proposed FY 2018 
fare structure is summarized in Exhibit 6-4, below.   

 
Exhibit 6-4.  Proposed E-tran Fixed Route Fare Structure, FY 2018 

 
Fare Type Full Fare Discount Fare 

Local Routes   
  Cash  $2.75 $1.35 

  Local Transfer None $0.00 

  Local Day Pass $7.00 $3.50 

  10-ride Ticket $27.50 $13.50 

  Monthly Pass – Local only $98.00 $49.00 

  Child under 5 -- free 

Commuter Routes   

  Cash $3.25 $1.60 

  Day Pass $9.00 $4.50 

  Monthly Pass $144.00 $72.00 

 
Local Fares - The existing $2.25 cash fare is proposed to be increased by 22% to $2.75.  
Additionally, discontinuation of the local transfer is recommended. The full fare Day Pass is 
suggested to be increase from $6.00 to $7.00.  The monthly pass is suggested to increase from 
$80.00 to $98.00.  

Commuter Fares - Significant increases in commuter cash fares and pass prices are 
recommended to establish premium pricing and to correct relative pricing of travel to Downtown 
Sacramento via e-tran commuter bus and the RT Blue Line light rail service.  The recommended 
Commuter pricing is consistent with other regional transit agencies operating commuter as 
detailed in Exhibit 4-3: Regional Commuter Fare Prices. A $3.25 cash fare is proposed, 
reflecting a 44% increase over the current fare of $2.25. A $9.00 Day Pass and $144.00 
Monthly Pass are further proposed.  

Fare Collection Issues - The service plan creates a new fare collection concern by consolidating 
local and commuter services onto common route alignments within Elk Grove.  Local and 
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commuter customers boarding inbound trips on these segments will be subject to different fares.  
A suggested approach is to charge all boarding customers who pay with cash the higher 
commute fare, and issue a fare credit to local riders alighting in Elk Grove.  Fare payment 
should be self-enforcing among Day Pass users, since a Commuter Day Pass is required for 
boarding afternoon commute trips returning from Sacramento to Elk Grove.  

The proposed FY 2021 fare structure is summarized in Exhibit 6-5.   The local cash fare would 
increase by 9% from $2.75 to $3.00. The Day Pass price would increase from $7.00 to $7.50.  
The Monthly Pass would increase from $98 to $106.  The commuter cash fare would increase 
by 23% from $3.25 to $4.00. The Day Pass price would increase from $9.00 to $11.00.  The 
Monthly Pass would increase from $144 to $176. 
 

Exhibit 6-5.  Proposed E-tran Fixed Route Fare Structure, FY 2021 
 

Fare Type Full Fare Discount Fare 

Local Routes   
  Cash  $3.00 $1.50 

  Local Day Pass $7.50   $3.75 

  10-ride Ticket $30.00 $15.00 

  Monthly Pass – Local only $106.00 $53.00 

  Child under 5 -- Free 

Commuter Routes   

  Cash $4.00 $2.00 

  Day Pass $11.00 $5.50 

  Monthly Pass $176.00 $88.00 

 
6.3 Common Capital Revenues and Expenses 
The following section describes the common capital revenue and expense program 
assumptions that are considered within the financial plans for each COA service scenario. The 
capital program includes the procurement and refurbishment of buses, development of park and 
ride facilities, and the beginning implementation of BRT infrastructure. Further details regarding 
these components are explained in the subsequent narrative.  
 
The COA financial plan’s capital program dictates significant changes to the City’s current 10-
year transit capital and operations plan. The largest change involves the need to purchase less 
replacement buses for the fixed-route fleet between FY 2018 and FY 2022, compared to the 
City’s current 10-year capital and operations program. This comparison is discussed in further 
detail, in subsequent section of this chapter. Projected fixed-route system capital revenues and 
expenses, which are common for each of the COA’s service scenarios, from FY 2018 through 
FY 2022 are compiled in Exhibit 6-6, shown on the next page.   
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Exhibit 6-6.  Fixed-Route Capital Revenues and Expenses, FY 2017-2022 

 
State Transit Assistance (STA) Fund 

As previously identified, STA funds are used to match federal funding utilized for the purchase 
of transit capital. Total annual STA revenues are assumed to remain flat and used to offset both 
operations and capital costs. The five-year capital budget for each of the COA service scenarios 
assumes approximately $690,884 annually in STA funds to support the City’s full transit service, 
including match for demand response and fixed route capital purchases.  STA capital match for 
demand response vehicle replacement, and for fixed route vehicle replacements and 
refurbishments, is deducted from the annual amount to reflect the net STA revenue available for 
fixed route operating expenses.  
 
Capital Improvement Program / Capital Facilities Fee 

The COA’s capital program assumes $530,000 over the five year forecast to support two 
projects through the CIP/CFF: the development of a the Harbour Point Park and Ride Lot 
($500,000), and a partial capital match ($30,000) for bus stop improvements related to the 
beginning implementation of a BRT service. 
 
Proposition 1B Transportation Bond Program 

Proposition 1B includes two grant funding programs - the Public Transportation Modernization, 
Improvement, and Service Enhancement Account Program (PTMISEA), and transit system 
safety, security, and disaster response projects (TSSDRA). The City has received funding from 
Proposition 1B programs for the past several years. However, the final appropriation of program 
funds was made in the FY 2014-15 State Budget. The City no longer can expect any future 
PTMISEA funding for capital purchases, as the City spent the last allocation of FYs 2015 and 
2016 funding on a bus purchase project, and the purchase/installation of video surveillance 
equipment into the City’s fleet. Additionally, the TSSDRA program has ended with a last 
allocation of funding in FY 2016/17. The City historically has used this funding for purchasing 

Base
FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

TDA-LTF $0 $0 $0 $0 $0 $0
TDA-STA $272,077 $117,000 $0 $320,000 $320,000 $490,000
CIP/CFF $0 $0 $0 $500,000 $0 $30,000
FTA Section 5307 $0 $0 $0 $0 $0 $0
FTA Section 5309 $0 $0 $0 $0 $0 $800,000
Proposition 1B - PTMISEA $0 $0 $0 $0 $0 $0
Proposition 1B - CalOES $0 $0 $0 $0 $0 $0
Other Funds (Cap and Trade-LCTOP) $0 $0 $0 $0 $0 $0
SACOG Discretionary-CMAQ, FTA 5339 $2,100,000 $468,000 $0 $1,280,000 $1,280,000 $1,280,000

Total Revenue $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000
Expense Category

FR Capital Expenses $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000
Subtotal, Capital $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000

Annual Surplus / Deficit $0 $0 $0 $0 $0 $0

Transfers In/Out $0 $0 $0 $0 $0 $0

Annual Balance $0 $0 $0 $0 $0 $0

Revenue Category
Projected
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equipment to enhance the safety and security of the City’s fixed-route transit fleet, which 
included funding for the City Corporation Yard’s parking lot lighting, surveillance equipment and 
fencing, as well as onboard bus stop announcement and mobile radio equipment.  
 
Federal Transit Administration (FTA) Formula and Discretionary Grant Funds 

The FTA provides financial and technical assistance to local public transit systems in the form of 
formula-based and discretionary grants.  A Memorandum of Understanding (MOU) was entered 
into between SACOG and member agencies including the City of Elk Grove in 2015, which 
allows for an Earned Share Sub-allocation process of FTA formula and discretionary grant 
funds. The intent of the MOU is to: 

1. Maintain flexibility in funding to allow large projects to receive adequate funding in the 
required years; 

2. Support implementation of a performance-based approach to transportation decision-
making; 

3. Foster economies of scale through assistance in the coordination of funding for mutually 
beneficial capital projects, including shared transit facilities and bus purchase contracts; 

4. Provide for coordinated planning and foster coordinated services; and, 
5. Apply federal transit dollars to implement transit priorities identified in the SACOG 

Metropolitan Transportation Plan/Sustainable Communities Strategy (MTP/SCS). 
 
The Sacramento Urbanized Area (UZA) transit operators, in collaboration with SACOG, 
developed a performance/service measure based on a competitive process that identifies 
projects to be funded with federal formula funds. This methodology was approved in December 
2013, and is phased in over a 4-year period. The sub-allocation methodology is composed of 
two parts: “Service Based Earned Share” and the “Discretionary Share.”  
 
The Service Based Earned Share involves the allocation of 88% of the Sacramento UZA funds 
based on transit system service data derived from the National Transit Database (NTD). Service 
and performance data indicators used are vehicle revenue miles, vehicle revenue hours, 
population, and unlinked passenger trips. Population is based on the 2010 US Census data. 
The discretionary share distributes the remaining 12% of the Sacramento UZA funds based on 
a regional competition for projects. This process involves a Call for Projects, in which transit 
operators are asked to identify and submit project applications.  
 
The most recent development concerning the provision of federal transportation funding support 
has been the passage of the Fixing America’s Surface Transportation Act (FAST Act), signed 
into law by President Obama on December 4, 2015. The FAST Act is the first law enacted in 
more than a decade that provides long-term funding certainty for transportation. In FY 2016, the 
FTA had a funding allocation of $11.79 billion that it dispersed to states and other recipients 
through a combination of formula and discretionary grants. Retroactively, effective on October 1, 
2015, the FAST Act authorized transit program funding for five years through September 30, 
2020. 
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FTA Section 5309 Capital Investment Grants 

The FTA Section 5309 Program is FTA’s primary grant program for funding major transit capital 
investments such as heavy rail, commuter rail, light rail, streetcars, and bus rapid transit. Unlike 
the formula grant programs, the FTA Section 5309 program is discretionary and requires a 
multi-phase process based on statutory criteria evaluating project justification and local financial 
commitment.  The COA financial plans for each service scenario assume a $800,000 funding 
allocation in FY 2022 for bus stop improvements related to a potential BRT service.  
 
SACOG Discretionary Capital Funding – CMAQ and FTA 5339:  
 
City transit staff apply for these discretionary funding sources through SACOG. A description of 
these discretionary programs is provided below. Revenues from these funding programs are 
assumed in each of the COA’s three service scenarios. 
 
Congestion Mitigation and Air Quality Program (CMAQ) 

The CMAQ program was implemented to support surface transportation projects and other 
related efforts that contribute air quality improvements and provide congestion relief to help 
meet the requirements of the Clean Air Act. Administered by the Federal Highway 
Administration (FHWA), the CMAQ program has been reauthorized under every successive 
Transportation Bill up to and including the FAST Act in 2015.  FAST provides from $2.3 to 
almost $2.5 billion in CMAQ funding annually from 2016 through 2020. The SACOG 2015/18 
MTIP shows a regional CMAQ allocation of between $19.2 million and $28.7 million annually. 
Based on the annual projection and expenditure plan in the City’s FY 2017 TDA claim, $2.1 
million in CMAQ grant funding has been flexed to the FTA Section 5307 program for bus 
purchases. The City should continue pursuing this funding source for capital projects. Each of 
the COA’s financial plans assume that the City will receive some CMAQ funds within the five 
year program for capital replacement and refurbishment needs. 
 
FTA Section 5339 Bus and Bus Facilities and No and Low Emission Program 

The FTA Section 5339 Bus and Bus Facilities Program provides federal resources to States and 
designated recipients to replace, rehabilitate and purchase buses and related equipment and to 
construct bus-related facilities including technological changes or innovations to modify low or 
no emission vehicles or facilities. Funding is provided through formula allocations and 
competitive grants. A sub-program provides competitive grants for bus and bus facility projects 
that support low and zero-emission vehicles. 
 
Eligible recipients include designated recipients that operate fixed route bus service or that 
allocate funding to fixed route bus operators; and State or local governmental entities that 
operate fixed route bus service that are eligible to receive direct grants under the FTA Section 
5307 program. The SACOG 2015/18 MTIP showed a regional FTA Section 5339 allocation of 

81



Comprehensive Operational Analysis 

69 
 

 

$2.68 million in FY 2015 and $730,000 in FY 2018. The City has secured FTA 5339 revenue for 
vehicle replacement in FY 2018 for fixed route and demand response services. This revenue is 
also assumed to be pursued for bus replacement and refurbishment in FYs 2020 through 2022. 
In addition, this funding source is used for demand response vehicle replacement. 
 

Capital Expenses 

Actual and projected capital expenses from FY 2017 through FY 2022 are compiled in Exhibit 6-
7, below.  This table summarizes the fixed route capital asset acquisitions and priorities of the 
financial plan, which are based on the City’s 10-Year Capital and Operations Plan and the COA 
service plans. This capital financial plan is applicable to all three of the COA’s service scenarios.  

Exhibit 6-7.  Fixed Route Capital Project Expenditures, FY 2017-2022 

 
Revenue Vehicles 

Under the current e-tran local and commuter network, a total of 65 fixed route vehicles are 
required to maintain service, consisting of 55 for peak (morning and evening) service and 10 
spares.  Peak service requirements are met using 46 standard heavy-duty buses designated for 
fixed route service and nine (9) small light-duty buses purchased for the dial-a-ride program.  
The City’s 10-year capital plan for the fixed route fleet identifies 55 standard heavy-duty buses 
total, including 46 deployed in peak service and nine (9) spares.  
 
The proposed network restructuring plan and each of the LOS service scenarios for the COA 
require a total of 46 total buses, consisting of 38 for peak period service and eight (8) spares.  
Each of the COA’s service scenarios allows for a reduction of nine (9) buses from the fixed 
route fleet, resulting in a capital cost savings of approximately $5.4 million from the current 
system’s capital replacement plan.     
 
The City’s current 10-year fixed route transit fleet management plan identifies planned 
purchases of 18 replacement buses between FY 2018 and FY 2022: 

Asset Base
Category FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

Revenue Vehicles $2,372,077 $585,000 $0 $1,600,000 $1,600,000 $1,600,000

Park-Ride Facilities $0 $0 $0 $500,000 $0 $0

Maintenance Buildings $0 $0 $0 $0 $0 $0

Fare Collection Equipment $0 $0 $0 $0 $0 $0

Communications Equipment $0 $0 $0 $0 $0 $0

Security Equipment $0 $0 $0 $0 $0 $0

Bus Stop Improvements / BRT $0 $0 $0 $0 $0 $1,000,000

Total FR Capital Expenses $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000

Projected
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 Two (2) standard heavy duty (40’) buses in FY 2018 
 Three (3) standard heavy duty (35’) buses in FY 2019 
 Two (2) standard heavy duty (35’) buses in FY 2020 
 Four (4) standard heavy duty (40’) buses in FY 2021 
 Seven (7) standard heavy duty (40’) buses in FY 2022. 

 
The reduced fleet size required for network restructuring and each of the COA’s service 
scenarios now only requires that the City acquire twelve (12) replacement buses between FY 
2018 and FY 2022 at an estimated cost of $7.2 million.  
 
While not included in the five year period considered by this financial plan, the City’s 10-year 
transit capital plan identifies the need to replace seven additional buses in FY 2023. This results 
in a total of 16 buses that will require replacement or refurbishment between FY 2020 and FY 
2023.   

Given the difficulty of obtaining large-scale capital funding for bus replacement needs in any 
given fiscal year, the City should consider smaller purchases replacing up to two (2) buses, and 
refurbishing up to two (2) buses annually from FY 2020 through FY 2023.  

In consideration of this factor, the COA’s financial plan for each service scenario includes a total 
of six buses to be purchased and six buses to be refurbished during FY 2020 through FY 2022, 
at a cost of $4.8 million: 

 Replace two (2) standard heavy duty (40’) buses, and refurbish two (2) standard heavy 
duty (40’) buses in FY 2020 

 Replace two (2) standard heavy duty (40’) buses, and refurbish two (2) standard heavy 
duty (40’) buses in FY 2021 

 Replace two (2) standard heavy duty (40’) buses, and refurbish two (2) standard heavy 
duty (40’) buses in FY 2022 

 
It is noted that vehicle savings assume the currently proposed COA service scenarios and 
network configurations. Any future service improvements affecting peak period service, such as 
local service frequency improvements or trips added to commuter schedules, could diminish this 
savings as more vehicles may be required to maintain peak service levels. Incremental service 
improvements are discussed in this chapter.   
 
Park-Ride Facilities 

The recommended service plan emphasizes key park-ride lots to provide customer access to 
the commuter network (see Section 5.2). The following projects are included in the capital 
projects summary in Exhibit 6-7. 

 
Harbour Point Park-Ride Lot - Development of a new park-ride lot near the I-5 
interchange at Elk Grove Boulevard is recommended in FY 2020.  This project is part of 
the City’s Capital Improvement Program (CIP).  The facility should provide up to 75 

83



Comprehensive Operational Analysis 

71 
 

 

spaces initially to accommodate the proposed COA service plan scenarios, and would 
allow for future lot expansion up to 200 spaces. The initial cost estimate for construction 
of this lot is $500,000, which will be paid for through the CIP grant program. 
 

Other Park-Ride Lot Expansions and Considerations not in COA’s Financial Plans 

Improvements to or construction of additional park-ride facilities should be considered if other 
funding becomes available. 

Laguna West Lot Expansion - This existing facility contains 73 paved parking spaces 
located at the northeast corner of Laguna Boulevard and Harbour Point Drive, and 
accessible from Kausen Drive. The lot is located within close proximity to Apple 
Computer and the I-5 Laguna Boulevard interchange; and utilized fully on weekdays with 
overflow commuters regularly parking nearby at Laguna Main Street and Vaux Avenue.  
Ideally, capacity should be increased to 150 spaces to accommodate the proposed COA 
service plan scenarios. The City’s staff believes that leasing adjacent parking spaces 
from Apple Computer is not an option. Should additional funding become available, a 
site selection study is recommended in order to identify short-range expansion, and 
longer-term development, alternatives for a single facility containing 150 paved parking 
spaces with capacity for further expansion. The City estimates that this study would cost 
approximately $250,000. 

 
Highway 99 & Laguna Park-Ride Lot – A study is recommended to analyze the 
consolidation of multiple smaller lots along Laguna Boulevard, west of the Highway 99 
interchange, into a single facility containing 125 paved spaces to accommodate the 
proposed COA service scenario plans, and allow for future expansion. This study should 
focus on available properties within the vicinity of Marketplace 99 and the Highway 99 
interchange. It is estimated that the study would cost approximately $250,000. 

 
Civic Center Park-Ride Lot – The COA’s service plan configuration accommodates 
existing plans to develop a park-ride facility within the new Elk Grove Civic Center. The 
facility initially is anticipated to provide 75 paved spaces to accommodate all of the 
COA’s proposed service scenarios, and allow for future lot expansion. This project is 
funded separately from the transit capital plan presented in the COA’s financial tables 
because it is assumed as part of the larger Civic Center project’s costs. 
 
Sheldon Facility Upgrades – While the City does not own this park-ride facility, safety 
and security enhancements are recommended at the existing Sheldon park-ride lot.  
This facility provides approximately 150 parking spaces in proximity to the Highway 99 
interchange. However, many e-tran customers had expressed safety and security 
concerns at this location during the COA’s outreach process. The City believes that 
improvements made to this lot, such as the installation of video surveillance systems, 
lighting, perimeter fencing, paving, restriping, signage and landscaping, would lead to a 
greater utilization of the lot’s currently available capacity. The City can work with the 
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California Department of Transportation (Caltrans), which owns the lot, to make possible 
improvements in the future.   

 
BRT Corridor Enhancements 
 
The current 10-year capital plan includes $1.0 million in FY 2022 for first-phase BRT corridor 
enhancements. Priority projects are yet to be determined, but could include: bus stop 
improvements, traffic flow improvements, customer information technologies, and branding.   
The City should undertake a corridor study to identify and prioritize projects consistent with the 
Institute for Transportation & Development Policy (ITDP) definition, standards and scorecard for 
BRT development. 
 
6.4  COA Service Plan Scenarios’ Operating Revenues and Expenses Comparison 
The following sections provide a comparison of the operating revenues and expenses unique to 
each of the three COA service scenarios. Supporting tables with revenue and expense 
assumptions are identified for each scenario, as well as a summary table, comparing the five 
year operating and capital revenues and expenses for each COA service scenario. 
 
Base Scenario 
 
As shown in Exhibit 6-8, below, the COA’s base scenario assumes 59,886 total revenue hours 
for both local and commuter service combined. A small annual ridership increase is anticipated 
in this scenario, which considers the impact of two proposed fare increases to both the local and 
commuter services in FY 2018 (January 2018) and FY 2021 (July 2020). Overall, fixed route 
fare revenue is projected to increase by approximately 63%, from $1.28 million in FY 2017, to 
$2.09 million in FY 2022.  Given the proposed fare increases and ridership assumptions in this 
scenario, the anticipated annual farebox recovery for the fixed route system combined remains 
relatively close to the 20% farebox recovery target as defined by the TDA’s requirements for the 
City’s transit operations. 
 
In addition to the fare revenue projections, the total operating expenses for the fixed route local 
and commuter services are assumed to increase annually as well.  Under the base scenario, 
annual operating expenses are projected to increase by approximately 19%, from $8.21 million 
in FY 2017, to $9.78 million in FY 2022. Currently, the City utilizes a third-party contractor to 
provide both the operations and maintenance of the City’s bus services and fleet. The increase 
of total operating expenses is directly equated from the total revenue hours assumed for this 
scenario multiplied by the total cost per revenue hour, which increase annually to account for 
inflation based on the rates established in the City’s existing operations and maintenance 
contract. 
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Exhibit 6-8.  Fixed Route Revenues and Expenses, FY 2017-2022 Base Scenario 

 
 
The following Exhibit 6-9, identifies an overall summary of the projected revenues and expenses 
for e-tran’s fixed route operations and capital needs in the base scenario. This summary 
identifies an annual surplus/deficit that does not assume the utilization of any General Funds 
from the City to pay for transit operating or capital expenses.  

 

 Base

 FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

Total Operating Expenses

Local Fixed Route (MB) $5,351,963 $4,879,429 $5,025,811 $5,226,844 $5,409,783 $5,599,126

Commuter Fixed Route (CB) $2,860,460 $3,644,271 $3,753,599 $3,903,743 $4,040,374 $4,181,787

Total $8,212,423 $8,523,699 $8,779,410 $9,130,587 $9,450,157 $9,780,913

Fare Revenue 1

Local Fixed Route (MB) $569,240 $666,011 $672,671 $679,398 $747,949 $762,908

Commuter Fixed Route (CB) $712,740 $1,026,346 $1,036,609 $1,046,975 $1,300,657 $1,326,671

Total $1,281,980 $1,692,357 $1,709,280 $1,726,373 $2,048,606 $2,089,579

Net Operating Expenses

Local Fixed Route (MB) $4,782,723 $4,213,418 $4,353,140 $4,547,446 $4,661,834 $4,836,218

Commuter Fixed Route (CB) $2,147,720 $2,617,925 $2,716,990 $2,856,768 $2,739,716 $2,855,116

Total $6,930,443 $6,831,343 $7,070,130 $7,404,214 $7,401,551 $7,691,334

Farebox Recovery

Local Fixed Route (MB) 10.6% 13.6% 13.4% 13.0% 13.8% 13.6%

Commuter Fixed Route (CB) 24.9% 28.2% 27.6% 26.8% 32.2% 31.7%

Total 15.6% 19.9% 19.5% 18.9% 21.7% 21.4%

Revenue Hours

Local Fixed Route (MB) 38,730 34,282 34,282 34,282 34,282 34,282

Commuter Fixed Route (CB) 20,700 25,604 25,604 25,604 25,604 25,604

Total 59,430 59,886 59,886 59,886 59,886 59,886

Total Cost per Revenue Hour

Local Fixed Route (MB) $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Commuter Fixed Route (CB) $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Total $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Annual inflation rate (cost per hour) 3.0% 3.0% 3.0% 4.0% 3.5% 3.5%

Ridership - Annual Customer Boardings

Local Fixed Route (MB) 437,266 437,266 441,639 446,055 450,516 459,526

Commuter Fixed Route (CB) 408,012 408,012 412,092 416,213 420,375 428,783

Total 845,278 845,278 853,731 862,268 870,891 888,309

Percent change - Local - 0.0% 1.0% 1.0% 1.0% 2.0%

Percent change - Commuter - 0.0% 1.0% 1.0% 1.0% 2.0%

Net Cost (Subsidy) per Customer Boarding

Local Fixed Route (MB) $10.94 $9.64 $9.86 $10.19 $10.35 $10.52

Commuter Fixed Route (CB) $5.26 $6.42 $6.59 $6.86 $6.52 $6.66

Total $8.20 $8.08 $8.28 $8.59 $8.50 $8.66

Average Fare

Local Fixed Route (MB) $1.30 $1.52 $1.52 $1.52 $1.66 $1.66

Commuter Fixed Route (CB) $1.75 $2.52 $2.52 $2.52 $3.09 $3.09

Fixed Route System Average $1.52 $2.00 $2.00 $2.00 $2.35 $2.35

Notes:
1 - Assumes fare increases in January 2018 (FY 18) & July 2020 (FY 21)

Projected

86



Comprehensive Operational Analysis 

74 
 

 

Exhibit 6-9.  E-tran Annual Revenues and Expenses, FY 2017-2022 – Base Scenario 

 
 
In addition to the previously discussed common assumptions for annual LTF, STA, LCTOP, 
SACOG Discretionary – CMAQ, FTA 5339, and FTA Section 5309 funding sources, the COA’s 
base scenario assumes a growth in FTA Section 5307 funds, at a rate of 2% each year from the 
estimated FY 2018 formula allocation amount. This is a conservative estimate based on past 
annual growth trends for this federal funding source.   
 
It is important to note that the City has historically contributed an amount of funding to transit 
from the City’s General Fund that is equivalent to the City’s total overhead costs included within 
the annual fixed route operating expenses. While a General Fund contribution is identified in FY 
2017, which reflects the amount originally adopted in the City’s Transit budget, this contribution 
is not assumed in FYs 2018 – 2022. Should the City decide to contribute General Funds to e-
tran’s annual operations budget for the purposes of covering the projected overhead costs, the 
annual surplus/deficit identified in the COA’s base scenario may change to reflect a more 
sustainable budget. In addition, the larger deficits currently projected in FYs 2020 through 2022 
are reflective of the anticipated capital bus replacement and refurbishment needs, as well as the 
beginning establishment of a bus rapid transit system. Should these capital needs change, the 
projected deficits in FYs 2020 – 2022 could be significantly reduced. Assuming no General 
Funds are contributed to cover the fixed route operating expenses, the overall net deficit of 
revenues to expenses in the COA’s base scenario for FYs 2018 – 2022, is $3,509,237. 
 
 
 

Base
FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

FR Fare Revenue $1,281,980 $1,692,357 $1,709,280 $1,726,373 $2,048,606 $2,089,579
Subtotal, Fare Revenue $1,281,980 $1,692,357 $1,709,280 $1,726,373 $2,048,606 $2,089,579

General Fund Contribution $835,304 $0 $0 $0 $0 $0
TDA-LTF $4,582,147 $4,885,622 $4,910,768 $4,975,748 $5,049,189 $5,123,201
TDA-STA $479,396 $477,884 $594,884 $370,884 $370,884 $200,884
CIP/CFF $0 $0 $0 $500,000 $0 $30,000
FTA Section 5307 $1,140,079 $1,301,084 $1,327,106 $1,353,648 $1,380,721 $1,408,335
FTA Section 5309 $0 $0 $0 $0 $0 $800,000
Proposition 1B - PTMISEA $0 $0 $0 $0 $0 $0
Proposition 1B - CalOES $0 $0 $0 $0 $0 $0
Non-transportation $0 $0 $0 $0 $0 $0
Other Funds (Cap and Trade-LCTOP) $173,992 $81,494 $81,000 $81,000 $81,000 $81,000
SACOG Discretionary-CMAQ, FTA 5339 $2,100,000 $468,000 $0 $1,280,000 $1,280,000 $1,280,000

Total Revenue $10,592,899 $8,906,440 $8,623,038 $10,287,653 $10,210,400 $11,012,999
Expense Category

FR Operating Expenses $7,377,119 $7,671,689 $7,910,360 $8,244,155 $8,545,997 $8,858,670
Total City Overhead Cost* $835,304 $852,010 $869,050 $886,431 $904,160 $922,243

Subtotal, Operating $8,212,423 $8,523,699 $8,779,410 $9,130,587 $9,450,157 $9,780,913

FR Capital Expenses $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000
Subtotal, Capital $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000

Total FR Capital & Operating Expenses $10,584,500 $9,108,699 $8,779,410 $11,230,587 $11,050,157 $12,380,913

Annual Surplus / Deficit $8,398 -$202,259 -$156,373 -$942,934 -$839,757 -$1,367,914

Revenue Category
Projected
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7.6% Reduction Scenario 
 
As shown in Exhibit 6-10, below, this scenario assumes a reduction of 3,557 hours from the 
base scenario, for a total amount of 55,329 revenue hours for both local and commuter services 
combined.  
 

Exhibit 6-10.  Fixed Route Revenues and Expenses, FY 2017-2022 

7.6% Reduction Scenario 

 
 

 Base

 FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

Total Operating Expenses

Local Fixed Route (MB) $5,351,963 $4,864,626 $5,010,565 $5,210,987 $5,393,372 $5,582,140

Commuter Fixed Route (CB) $2,860,460 $3,010,466 $3,100,780 $3,224,811 $3,337,680 $3,454,498

Total $8,212,423 $7,875,092 $8,111,345 $8,435,799 $8,731,052 $9,036,638

Fare Revenue 1

Local Fixed Route (MB) $569,240 $659,351 $659,351 $665,944 $725,879 $733,138

Commuter Fixed Route (CB) $712,740 $1,016,082 $1,016,082 $1,026,243 $1,262,279 $1,274,902

Total $1,281,980 $1,675,433 $1,675,433 $1,692,187 $1,988,158 $2,008,040

Net Operating Expenses

Local Fixed Route (MB) $4,782,723 $4,205,275 $4,351,214 $4,545,043 $4,667,493 $4,849,002

Commuter Fixed Route (CB) $2,147,720 $1,994,384 $2,084,698 $2,198,568 $2,075,400 $2,179,596

Total $6,930,443 $6,199,659 $6,435,912 $6,743,611 $6,742,893 $7,028,598

Farebox Recovery

Local Fixed Route (MB) 10.6% 13.6% 13.2% 12.8% 13.5% 13.1%

Commuter Fixed Route (CB) 24.9% 33.8% 32.8% 31.8% 37.8% 36.9%

Total 15.6% 21.3% 20.7% 20.1% 22.8% 22.2%

Revenue Hours

Local Fixed Route (MB) 38,730 34,178 34,178 34,178 34,178 34,178

Commuter Fixed Route (CB) 20,700 21,151 21,151 21,151 21,151 21,151

Total 59,430 55,329 55,329 55,329 55,329 55,329

Total Cost per Revenue Hour

Local Fixed Route (MB) $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Commuter Fixed Route (CB) $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Total $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Annual inflation rate (cost per hour) 3.0% 3.0% 3.0% 4.0% 3.5% 3.5%

Ridership - Annual Customer Boardings

Local Fixed Route (MB) 437,266 432,893 432,893 437,222 437,222 441,594

Commuter Fixed Route (CB) 408,012 403,932 403,932 407,971 407,971 412,051

Total 845,278 836,825 836,825 845,193 845,193 853,645

Percent change - Local - -1.0% 0.0% 1.0% 0.0% 1.0%

Percent change - Commuter - -1.0% 0.0% 1.0% 0.0% 1.0%

Net Cost (Subsidy) per Customer Boarding

Local Fixed Route (MB) $10.94 $9.71 $10.05 $10.40 $10.68 $10.98

Commuter Fixed Route (CB) $5.26 $4.94 $5.16 $5.39 $5.09 $5.29

Total $8.20 $7.41 $7.69 $7.98 $7.98 $8.23

Average Fare

Local Fixed Route (MB) $1.30 $1.52 $1.52 $1.52 $1.66 $1.66

Commuter Fixed Route (CB) $1.75 $2.52 $2.52 $2.52 $3.09 $3.09

Fixed Route System Average $1.52 $2.00 $2.00 $2.00 $2.35 $2.35

Notes:
1 - Assumes fare increases in July 2017 (FY 18) & July 2020 (FY 21)

Projected
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The COA’s 7.6% reduction scenario assumes an initial decrease in annual ridership, which 
considers the impact of both the reduced service hours and the two proposed fare increases to 
both the local and commuter services in FY 2018 and FY 2021. Fixed route fare revenue is 
projected to increase by approximately 57%, from $1.28 million in FY 2017, to $2.01 million in 
FY 2022, which is lower than the base scenario due primarily to the impact associated with 
lower ridership projections.  However, the anticipated farebox recovery in each fiscal year for 
the combined fixed route system remains above the 20% farebox recovery target as defined by 
the TDA’s requirements for the City’s transit operations. 
 
In addition to the fare revenue projections, the total operating expenses for the fixed route local 
and commuter services are also assumed to increase annually. Under the 7.6% reduction 
scenario, annual operating expenses are projected to increase by approximately 10%, from 
$8.21 million in FY 2017, to $9.04 million in FY 2022, which is lower than the base scenario 
primarily because of lower anticipated costs to operate the system due to the reduction of 
revenue hours. However, as discussed in the base scenario, the assumed annual increase of 
total operating expenses still considers the annual rate of increase identified in the City’s 
existing operations and maintenance contract. 
 
Exhibit 6-11, identifies an overall summary of the projected budget revenues and expenses for 
e-tran’s fixed route operations and capital needs, based on the assumptions established in the 
7.6% reduction scenario. Similar to the base scenario, the surplus/deficit that is identified in this 
summary does not assume the utilization of any General Funds from the City to pay for 
operating or capital expenses.  
 

Exhibit 6-11.  E-tran Annual Revenues and Expenses, FY 2017-2022 – 7.6% Reduction 
Scenario 

 

Base
FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

FR Fare Revenue $1,281,980 $1,675,433 $1,675,433 $1,692,187 $1,988,158 $2,008,040
Subtotal, Fare Revenue $1,281,980 $1,675,433 $1,675,433 $1,692,187 $1,988,158 $2,008,040

General Fund Contribution $835,304 $0 $0 $0 $0 $0
TDA-LTF $4,582,147 $4,885,622 $4,910,768 $4,975,748 $5,049,189 $5,123,201
TDA-STA $479,396 $477,884 $594,884 $370,884 $370,884 $200,884
CIP/CFF $0 $0 $0 $500,000 $0 $30,000
FTA Section 5307 $1,140,079 $1,301,084 $1,314,095 $1,327,236 $1,340,508 $1,353,913
FTA Section 5309 $0 $0 $0 $0 $0 $800,000
Proposition 1B - PTMISEA $0 $0 $0 $0 $0 $0
Proposition 1B - CalOES $0 $0 $0 $0 $0 $0
Non-transportation $0 $0 $0 $0 $0 $0
Other Funds (Cap and Trade-LCTOP) $173,992 $81,494 $81,000 $81,000 $81,000 $81,000
SACOG Discretionary-CMAQ, FTA 5339 $2,100,000 $468,000 $0 $1,280,000 $1,280,000 $1,280,000

Total Revenue $10,592,899 $8,889,517 $8,576,180 $10,227,055 $10,109,739 $10,877,038
Expense Category

FR Operating Expenses $7,377,119 $7,023,082 $7,242,294 $7,549,367 $7,826,892 $8,114,395
Total City Overhead Cost* $835,304 $852,010 $869,050 $886,431 $904,160 $922,243

Subtotal, Operating $8,212,423 $7,875,092 $8,111,345 $8,435,799 $8,731,052 $9,036,638

FR Capital Expenses $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000
Subtotal, Capital $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000

Total FR Capital & Operating Expenses $10,584,500 $8,460,092 $8,111,345 $10,535,799 $10,331,052 $11,636,638

Annual Surplus / Deficit $8,398 $429,425 $464,835 -$308,743 -$221,312 -$759,600

Revenue Category
Projected
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In addition to the previously discussed common assumptions for annual LTF, STA, LCTOP, 
SACOG Discretionary – CMAQ, FTA 5339, and FTA Section 5309 funding sources, the COA’s 
7.6% reduction scenario assumes a 1% annual growth rate for FTA Section 5307 funds from the 
estimated FY 2018 formula allocation amount. This growth rate is assumed to be slightly lower 
than the projected growth rate in the base scenario due mainly to the potential impact that lower 
operating costs and ridership have on the formula distribution of the funds to the City.  
 
As previously mentioned, a General Fund contribution to cover the City’s overhead costs is not 
assumed in FYs 2018 – 2022. Should the City decide to contribute General Funds to e-tran’s 
annual operations budget for the purposes of covering the projected overhead cost, the annual 
surplus/deficit identified in the COA’s base scenario may change to reflect a more sustainable 
budget. The 7.6% reduction scenario results in an overall net deficit of revenues to expenses for 
FYs 2018 – 2022, in the amount of $395,396. This deficit is much smaller than the deficit 
identified in the base scenario, with some surpluses shown in years where capital needs are not 
as prominent.  
 
The 7.6% reduction scenario represents a much more sustainable approach for the COA’s five 
year service plan. Should the City contribute any General Funds to cover overhead costs, as 
historically practiced, the overall deficit could be eliminated completely in this scenario. Staff 
recommends this scenario as the most feasible approach to implementing the COA’s proposed 
services. 
 
10% Reduction Scenario 
 
This scenario assumes a reduction of 6,075 hours from the base scenario, for a total amount of 
53,811 revenue hours for both local and commuter services combined. As shown in Exhibit 6-
12, below, the COA’s 10% reduction scenario assumes a larger overall decrease in annual 
ridership, which considers the impact of both greater reduced service hours and the two 
proposed fare increases to both the local and commuter services in FY 2018 and FY 2021. 
Fixed route fare revenue is projected to increase by approximately 49%, from $1.28 million in 
FY 2017, to $1.91 million in FY 2022, which is lower than the base and 7.6% reduction 
scenarios due primarily to the impact associated with lower ridership projections.  Like the 7.6% 
reduction scenario, the anticipated annual farebox recovery for the combined fixed route system 
remains above the 20% in this scenario. 
 
In addition to the fare revenue projections, the total operating expenses for the fixed route local 
and commuter services are assumed to increase annually as well.  Under the 10% reduction 
scenario, annual operating expenses are projected to increase by approximately 7%, from $8.21 
million in FY 2017, to $8.79 million in FY 2022. This increase is lower than the base and 7.6% 
reduction scenarios primarily because of the lower costs to operate the system due to the 
greater number of revenue hours reduced in this scenario. This scenario further assumes the 
same annual increase of total operating expenses based on the annual rate of increase 
identified in the City’s existing operations and maintenance contract. 
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Exhibit 6-12.  Fixed Route Revenues and Expenses, FY 2017-2022 

10% Reduction Scenario 

 
 
The following Exhibit 6-13, identifies an overall summary of the projected budget revenues and 
expenses for e-tran’s fixed route operations and capital needs, based on the assumptions 
established in the 10% reduction scenario. As identified in the base and 7.6% reduction 

 Base

 FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

Total Operating Expenses

Local Fixed Route (MB) $5,351,963 $4,648,566 $4,788,023 $4,979,544 $5,153,828 $5,334,212

Commuter Fixed Route (CB) $2,860,460 $3,010,466 $3,100,780 $3,224,811 $3,337,680 $3,454,498

Total $8,212,423 $7,659,032 $7,888,803 $8,204,355 $8,491,507 $8,788,710

Fare Revenue 1

Local Fixed Route (MB) $569,240 $652,691 $646,164 $646,164 $697,275 $697,275

Commuter Fixed Route (CB) $712,740 $1,005,819 $995,761 $995,761 $1,212,538 $1,212,538

Total $1,281,980 $1,658,510 $1,641,924 $1,641,924 $1,909,813 $1,909,813

Net Operating Expenses

Local Fixed Route (MB) $4,782,723 $3,995,875 $4,141,859 $4,333,380 $4,456,553 $4,636,937

Commuter Fixed Route (CB) $2,147,720 $2,004,647 $2,105,019 $2,229,050 $2,125,142 $2,241,961

Total $6,930,443 $6,000,522 $6,246,878 $6,562,431 $6,581,694 $6,878,897

Farebox Recovery

Local Fixed Route (MB) 10.6% 14.0% 13.5% 13.0% 13.5% 13.1%

Commuter Fixed Route (CB) 24.9% 33.4% 32.1% 30.9% 36.3% 35.1%

Total 15.6% 21.7% 20.8% 20.0% 22.5% 21.7%

Revenue Hours

Local Fixed Route (MB) 38,730 32,660 32,660 32,660 32,660 32,660

Commuter Fixed Route (CB) 20,700 21,151 21,151 21,151 21,151 21,151

Total 59,430 53,811 53,811 53,811 53,811 53,811

Total Cost per Revenue Hour

Local Fixed Route (MB) $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Commuter Fixed Route (CB) $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Total $138.19 $142.33 $146.60 $152.47 $157.80 $163.33

Annual inflation rate (cost per hour) 3.0% 3.0% 3.0% 4.0% 3.5% 3.5%

Ridership - Annual Customer Boardings

Local Fixed Route (MB) 437,266 428,521 424,235 424,235 419,993 419,993

Commuter Fixed Route (CB) 408,012 399,852 395,853 395,853 391,895 391,895

Total 845,278 828,372 820,089 820,089 811,888 811,888

Percent change - Local - -2.0% -1.0% 0.0% -1.0% 0.0%

Percent change - Commuter - -2.0% -1.0% 0.0% -1.0% 0.0%

Net Cost (Subsidy) per Customer Boarding

Local Fixed Route (MB) $10.94 $9.32 $9.76 $10.21 $10.61 $11.04

Commuter Fixed Route (CB) $5.26 $5.01 $5.32 $5.63 $5.42 $5.72

Total $8.20 $7.24 $7.62 $8.00 $8.11 $8.47

Average Fare

Local Fixed Route (MB) $1.30 $1.52 $1.52 $1.52 $1.66 $1.66

Commuter Fixed Route (CB) $1.75 $2.52 $2.52 $2.52 $3.09 $3.09

Fixed Route System Average $1.52 $2.00 $2.00 $2.00 $2.35 $2.35

Notes:
1 - Assumes fare increases in July 2017 (FY 18) & July 2020 (FY 21)

Projected
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scenarios, the annual surplus/deficit that is identified in this summary does not assume the 
utilization of any General Funds from the City to pay for operating or capital expenses.  
 

Exhibit 6-13.  E-tran Annual Revenues and Expenses, FY 2017-2022 – 10% Reduction 
Scenario  

 
In addition to the previously discussed common assumptions for annual LTF, STA, LCTOP, 
SACOG Discretionary – CMAQ, FTA 5339, and FTA Section 5309 funding sources, the COA’s 
10% reduction scenario assumes a 0% annual growth in FTA Section 5307 funds from the 
estimated FY 2018 formula allocation amount in FYs 2019 and 2020. However an increase in 
FTA Section 5307 funding is assumed in FY 2021 and 2022. This growth rate is assumed due 
mainly to the potential impact that lower operating costs and ridership has on the formula 
distribution of the federal funds to the City.  
 
Similar to the base scenario, a General Fund contribution to cover the City’s overhead costs is 
not assumed in FYs 2018 – 2022. However, as indicated in Exhibit 6-11, this 10% reduction 
scenario results in an overall net surplus of revenues to expenses for FYs 2018 – 2022, in the 
amount of $392,601. This is the only COA service scenario that anticipates an overall surplus 
when compared to the base and 7.6% reduction scenarios. However, given the greater impact 
of this reduction to potential ridership, staff believes that this scenario is not the most feasible 
approach to implementing the COA’s proposed services, and it has been prepared solely to 
identify a potential service option that requires no General Funds within the five year plan. 

Base
FY 2017 FY 2018 FY 2019 FY 2020 FY 2021 FY 2022

FR Fare Revenue $1,281,980 $1,658,510 $1,641,924 $1,641,924 $1,909,813 $1,909,813
Subtotal, Fare Revenue $1,281,980 $1,658,510 $1,641,924 $1,641,924 $1,909,813 $1,909,813

General Fund Contribution $835,304 $0 $0 $0 $0 $0
TDA-LTF $4,582,147 $4,885,622 $4,910,768 $4,975,748 $5,049,189 $5,123,201
TDA-STA $479,396 $477,884 $594,884 $370,884 $370,884 $200,884
CIP/CFF $0 $0 $0 $500,000 $0 $30,000
FTA Section 5307 $1,140,079 $1,301,084 $1,301,084 $1,301,084 $1,314,095 $1,327,236
FTA Section 5309 $0 $0 $0 $0 $0 $800,000
Proposition 1B - PTMISEA $0 $0 $0 $0 $0 $0
Proposition 1B - CalOES $0 $0 $0 $0 $0 $0
Non-transportation $0 $0 $0 $0 $0 $0
Other Funds (Cap and Trade-LCTOP) $173,992 $81,494 $81,000 $81,000 $81,000 $81,000
SACOG Discretionary-CMAQ, FTA 5339 $2,100,000 $468,000 $0 $1,280,000 $1,280,000 $1,280,000

Total Revenue $10,592,899 $8,872,593 $8,529,660 $10,150,641 $10,004,981 $10,752,134
Expense Category

FR Operating Expenses $7,377,119 $6,807,022 $7,019,753 $7,317,924 $7,587,347 $7,866,467
Total City Overhead Cost* $835,304 $852,010 $869,050 $886,431 $904,160 $922,243

Subtotal, Operating $8,212,423 $7,659,032 $7,888,803 $8,204,355 $8,491,507 $8,788,710

FR Capital Expenses $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000
Subtotal, Capital $2,372,077 $585,000 $0 $2,100,000 $1,600,000 $2,600,000

Total FR Capital & Operating Expenses $10,584,500 $8,244,032 $7,888,803 $10,304,355 $10,091,507 $11,388,710

Annual Surplus / Deficit $8,398 $628,561 $640,857 -$153,714 -$86,527 -$636,576

Revenue Category
Projected
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