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FOUR
Financing the Transportation System
This chapter of the Plan describes the transportation
investments for the San Joaquin region that support the goals
and objectives of sustainability. It specifies planned projects
and transportation management strategies intended to most
effectively accommodate both future transportation needs
and desired environmental benefits. The investment strategy is
a balanced approach to multi-modal development intended
to fulfill the objectives and performance indicators which
guide the Plan and move towards achievement of the longterm transportation goals for the region. This includes the
provision of appropriate resources to operate and maintain
the multi-modal system.
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which increases gasoline and diesel taxes, and raises
other fees to generate over $5 billion annually
(Statewide) in new transportation revenues.
The transportation investments in the Plan are based
on an estimate of available funding through 2042
including reasonably expected federal, state, and
local revenue sources. In total, the Plan assumes
$11.5 billion in projected revenues to be available
within the 2042 planning period to support the
transportation investments. These revenues are
identified in year of expenditure (YOE) dollars
consistent to the identification of project costs. The
projections of revenues and expenditures rely on
historical patterns of funding from federal, state, and
local revenue sources, as well as assumptions about
future conditions. Both have been developed in
coordination with the local transit agencies, local
jurisdictions, and state and federal agencies to
ensure that the estimates are reasonable. In the last
few years, the San Joaquin region has continued to
slowly grow out of the Great Recession, which had a
significant impact on the local and state economy. In
recent years, housing, commercial, and industrial
development have continued to increase at a
modest pace. State and local economies have
stabilized resulting in job security and consumer
confidence. This has led to modest growth in retail
sales transactions. These factors have supported
positive growth in both local transportation sales tax
revenues and transportation development fees, as
well as state transportation funding sources.

The following sections describe the key assumptions
of the major revenue sources.

In total, the Plan assumes

$11.5 billion
in projected revenues to be available
within the 2042 planning period to
support the transportation
investments.

The Plan assumptions for revenue projections over
the 2042 planning period continue to reflect the
conservative growth assumptions in the earlier years
with higher growth in the (later) future years of the
plan. Overall, the revenue projection for the Plan
represents a nominal increase of 2.6 percent over
that in the 2014 Plan partly due to local
transportation sales tax growth as the economy
continues to recover. However, it is worth noting
that the balance of revenue has shifted more heavily
towards state funds, as compared to in the 2014
Plan. This shift is due to the passage of Senate Bill 1,
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Federal
$1,709,285,324
15%

Local
$5,257,536,575
45%

State
$4,591,357,132
40%

As identified in Figure 4.1, funding from local sources
contributes approximately 45 percent of the
revenues to the Plan. Of this local revenue, the major
contributions are from: Measure K half-cent sales tax
program (39.1 percent), local transportation funds
(24.1 percent), local developer fee programs/general
funds (15.9 percent), and the Regional
Transportation Impact Fee program (6.9 percent).
Local funding is assumed to grow at rates specific to
the source of the revenue.
For Measure K and local transportation funds, these
retail sales tax-based programs are assumed to grow
according to historical trends and projections of
regional economic growth. For local developer fee
programs and the Regional Transportation Impact
Fee program, these development-based programs
are assumed to grow according to historical trends
and projections of local jurisdiction specific retail,
commercial, and housing development.
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State funding sources make up about 40 percent of
the total RTP/SCS transportation budget. Most of the
state revenues come from the State Transportation
Improvement Program (STIP) (6.7 percent), the State
Highway Operations and Protection Program
(SHOPP) (15.8 percent), and the state gas tax (63.2
percent). Each state funding source is assumed to
continue in their current form and distribution level,
with growth based on the historical trends for each
funding source.

Senate Bill 1 (SB 1) was signed by Governor Brown
on April 28, 2017. SB 1 increases several taxes and
fees to raise over $5 billion annually (Statewide) in
new transportation revenues. SB 1 prioritizes funding
towards maintenance and rehabilitation and safety
improvements on state highways, local streets and
roads, and bridges and to improve the state’s trade

corridors, transit, and active transportation facilities.
Per Department of Finance estimates, once fully
implemented approximately $27 million per year in
new revenue is earmarked for local streets and roads
maintenance and rehabilitation and other eligible
uses, including complete streets projects, traffic
signals, and drainage improvements.

Senate Bill 132 (SB 132), a companion bill to SB 1,
assigned $400 million in Transit and Intercity Rail
Capital Program (State funds) for the purpose of
extending the Altamont Corridor Express to Ceres
and Merced by June 2027.

Approximately 15 percent of the transportation
funds for the Plan come from federal funding
sources. Funds from the Federal Transit
Administration make up about 40 percent of all
federal funds. These funds are generally used to
support transit capital and operating needs. Federal
sources also include the flexible funding programs
known as Surface Transportation Program (STP)
which can be used for roadway resurfacing,
pedestrian and bicycle facility improvements, or
traffic operational improvements, and the
Congestion Mitigation and Air Quality Improvement
(CMAQ) Program, which can be used for transit
vehicle purchases or any other operational
improvement that leads to congestion relief and
improved air quality. In this Plan, STP and CMAQ
total 19.0 percent and 20.5 percent of anticipated
federal funds, respectively. Both federal highway and
federal transit programs are assumed to continue in
their current form and distribution at the state and
federal level with an annual growth rate of 2.6
percent.

Forecasting infusion of future federal/state funding
due to San Joaquin’s historical success
The Plan assumes the realization of future funding
sources based upon historical experience within the
region. This track record included securing millions
in dollars from various state/federal funding
programs as well as successful positioning of projects
to capitalize on “cost savings” from various funding
programs.
Realization that Measure K revenue has not kept
pace with Measure K needs
The Measure K half-cent sales tax program was
originally passed in San Joaquin County in 1990 for
20 years and renewed in 2006 for 30 years with over
78 percent voter approval. At the time of its
approval by the voters, the revenue forecast
assumed a “financially constrained” funding plan
where the anticipated Measure K revenues would
fund and deliver the Measure K Program of Projects.
However, two years after the voter approval, the
economy experienced the Great Recession, which
had an adverse impact on the anticipated revenue
stream. The reduction of sales tax revenue following
the Great Recession was $2 billion compared to the
30-year total assumed in the 2006 Measure K
Renewal Expenditure Plan. This meant that the
revenue decline would, at minimum, be $2 billion
under what is needed to fulfill the Measure K
promise to the San Joaquin Voters. Local revenue
decline was not just experienced in the Measure K
Program, however. Regionwide, local development
revenue and SJCOG’s own regional traffic impact fee
(imposed on pertinent local development projects)
also suffered as the economy struggled.
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the Federal Transportation Improvement Program
(FTIP).
The Plan promotes a balanced transportation
system. It calls for $11.5 billion of investment in
system expansion of alternative transportation
modes with strategic operational and capacity
improvements to the existing highway and arterial
roadway network. The Plan investments are
consistent with existing programming documents
including the Interregional Transportation
Improvement Program (ITIP), Regional
Transportation Improvement Program (RTIP), and

A summary of these investments by major project
category is presented in Table 4.1. All investments
are identified in Year of Expenditure (YOE) dollars
that represent the cost of projects escalated to the
future point in time when they are anticipated to be
delivered. The summary of 2018 Plan investments
also highlights the comparison of categorical
investments between the 2018 Plan and the 2014
Plan.

*Excludes aviation projects totaling $120 million in RTP/SCS investments.
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Operational improvements, safety improvements,
and the overall maintenance of the existing
transportation system in San Joaquin County are
substantial priorities for transportation investment
decisions. State and local government agencies are
responsible for maintaining a tremendous existing
investment in the street and highway system. In
addition to roadway pavement, this includes
sidewalks, drainage systems, bridges and other
structures, signal systems, signage, and landscaping.
The Plan calls for a substantial portion of future
revenues to be dedicated toward maintaining and
operating the current system. Within the 24-year
RTP period, the combined operations and
maintenance investment in the existing
transportation system is over $4.45 billion.

Revenues to support roadway operations,
maintenance, and safety come from local, state,
federal, and private sources as identified in Figure
4.2.

Consistent with citizen priorities and
State goals, a substantial portion of
future revenues are dedicated to
maintaining and operating existing
streets, roads and other vital
infrastructure.
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Local streets and roads are vital to the strength of
the region’s entire transportation system. They
connect our communities and carry traffic in our
region whether by automobile, bus, or bicycle. Local
roadway operations and maintenance are the
responsibilities of each local government in San
Joaquin County, and account for activities to
preserve and improve local roadway conditions
involving traffic operation management, routine
maintenance, preventative maintenance, and
rehabilitation and reconstruction of pavement and

bridges. In San Joaquin County, preservation of local
road conditions and performance is a priority due to
the value and importance of these roadways to
regional mobility and national economic vitality.
Approximately 63 percent of the Plan investments in
roadway operations, maintenance, and safety are for
maintenance of local streets and roads. The
revenues supporting these investments are
predominantly Measure K, state gas tax/formula
funds, federal Regional Surface Transportation
Program funds, and the Local Transportation Fund.

Federal Programs
$605,131,343
14%

State Funds
$744,595,198
17%

Gas Tax (including SB 1)
$2,135,110,963
48%

Other Local Funds
$138,531,895
3%

Measure K
$824,918,475
18%
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Operations and maintenance of California’s 50,000
lane-mile state highway system is the responsibility
of the California Department of Transportation
(Caltrans). Caltrans manages this effort through the
State Highway Operations and Protection Program
(SHOPP). SHOPP is currently divided into eight major
project categories: major damage restoration,
collision reduction, mandates, bridge preservation,
roadway preservation, mobility, roadside
preservation, and facilities. Approximately 10
percent of Plan investments in roadway operations,
maintenance, and safety are for state highway
system maintenance.

advanced technology applications (often referred to
as intelligent transportation systems) such as closedcircuit television to monitor and convey real time
travel conditions, changeable message signs, traffic
detection equipment, and traveler information
systems. These high-tech applications allow
motorists to choose travel options and allow local
and state agencies to more quickly respond to
incidents on the roadway. A significant component
of congestion is non-reoccurring related to incidents
on the roadway system. The Freeway Service Patrol
program aids motorists to minimize traffic disruption
and helps to clear accidents. As opportunities to add
capacity reach a limit and when cost/benefit is
considered, operational and TSM strategies become
important investment strategies to improve traffic
flow on the existing system. Approximately 22
percent of Plan investments are dedicated to
roadway operations, maintenance, and safety
improvements on the state highway and local
roadways.

Improving the ability of a highway or arterial street
to efficiently move traffic without added capacity is
the target of operational and transportation system
management (TSM) improvements. This includes
lower-cost spot improvements like freeway auxiliary
lanes, modified interchange ramps, improved
shoulders, individual intersection improvements on
surface roadways, synchronized signals, and limiting
left turn movements to major public street
connections and turn pockets. This can also include
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The Plan recognizes the need for railroad grade
crossing improvements, particularly grade
separations, to reduce rail/roadway conflicts.
Benefits accrue to both the rail traffic and the
roadway traffic. Additionally, grade separations
reduce congestion, improve safety for both trains
and vehicles, and facilitate the movement of goods
by rail. The Plan places a substantial emphasis on the
importance and delivery of railroad crossing and full
separation projects. The Plan includes over $228
million for grade separation projects as part of the
total funding committed for operational
and safety improvements (Figure 4.3).
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One improvement to mobility
the RTP notes in the SCS Story
page (found in chapter 5) is
fewer minutes of delay due to
congested roadways.
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The Plan supports transit as an essential service
needed by many community members to maintain a
minimum standard of living; it also recognizes the
important role transit plays in improving our region's
air quality, reducing traffic congestion, and
improving the general quality of life for travelers
who face ever growing commutes.
The Plan provides $3.57 billion to transit including
bus and passenger rail, with funding coming from a
variety of sources as shown in Figure 4.4. This
represents a 1.5 percent increase in transit funding
over the 2014 Plan. Transit revenues are
predominantly obtained from local sources (65
percent), and federal sources (23 percent).

The RTP investments emphasize convenient, high
quality regional transit services to meet the needs of
transit users. Improved and expanded urban,
intercity, and interregional bus services, which
coordinate and integrate with new and improved
passenger rail services, are included in this transit
investment strategy as ways to improve mobility and
accessibility, and achieve state and federal air quality
standards. The Plan also seeks to coordinate
improved public transit services with complementary
and supportive land use development policies—for
instance, multimodal stations surrounded by
residential and commercial developments. In
addition, these transit hubs can be conveniently
served by a myriad of alternative transportation
modes, such as park-and-ride lots, bicycle facilities,
pedestrian amenities, trains, buses, and
telecommute work stations.

Other Federal Funds
$210,288,501
Federal Transit
6%
Administration
$605,233,396
17%
Other State Funds
$154,814,710
4%

Fare Revenue
$551,470,196
15%

Measure K
$539,110,962
15%

SB 1
$53,869,100
2%
State Transit Assistance
$226,487,119
6%
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Local Funds
$1,271,129,910
35%

As shown in Figure 4.5, the Plan specifically calls for
$1.68 billion in funding operations for local, intercity,
and interregional bus service. Service modifications
and additional services will be provided as the region
grows and travel patterns continue to change.
Targeted expansion to capture a greater percentage
of “riders by choice,” particularly for intercity and
commute trips, will be a key target market. The
March Lane, Arch Road/Sperry Road, and Eight Mile
Road corridors are among those identified for
expansion of BRT services. A second area of BRT
expansion would provide improved frequency along
the intercity routes. Improved delivery of lifeline
service and job access to employment centers will
also be a focus. Finding ways to provide transit
service in a cost-efficient manner that meets public
needs and supports identified land use patterns are
key objectives.

additional service goal which ties strongly to
community access and quality of life issues. This
specialized transit service will expand over the life of
the Plan to accommodate an anticipated increase in
older age adults who continue to value mobility but
seek options to the automobile.

$1,750,000,000
$1,500,000,000

$1.68
Billion

$1,250,000,000
$1,000,000,000
$750,000,000
$681
Million

$500,000,000
$250,000,000

Development of the transit infrastructure to support
intracity transit is a priority for the cities of Escalon,
Manteca, Tracy, and Ripon. Procurement of buses
and the construction of maintenance and fueling
facilities will greatly reduce the operating costs when
compared to leasing vehicles and facilities. Adequate
transit service for older and disabled citizens and for
coordinated social services transportation is an

$Bus Operations

Bus Capital
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Altamont Pass: Gateway to the Valley
The Altamont Pass is a low mountain pass in the Diablo Range of Northern California between Livermore in the Livermore Valley and Tracy in the San Joaquin Valley. This upward
trend in those commuting primarily over the Altamont Pass along I-205 and I-580 rose most
dramatically in the decade between 1980 and 1990, a time of rapid employment growth
in the area. Changes in regional commuting flows between San Joaquin County and the
Bay Area over the past 30 years are reported in the figure below. It illustrates a dramatic
growth in the daily commute to the Bay Area commute, with over 45,000 San Joaquin
County residents commuting to the Bay Area accounting for 74% of all daily commuters
into the Greater Bay Area.
The reasons for the rapid rise in workers willing to make the long commute from San
Joaquin County to Bay Area jobs are myriad and often complex. However, of particular
note is that even during the recession when population migration from other California
counties and other States into San Joaquin County was overall negative (fewer people
moving in than leaving), the number of people moving from the Bay Area counties was
still positive - likely both a function of severely depressed home prices locally and a faster
economic recovery in the Bay Area.
Past Improvements
The rapid increase in commuters on I-205 and I-580 have put a strain on the transportation
system of eastern Alameda County and southern San Joaquin County. Over the past 20
years a number of multimodal improvements have been completed along the I-580 and
I-205 corridor.

Near Term Improvements
The transit and highway improvements to I-205 and I-580 have not kept pace with 		
the continued growth of commuting traffic from the Northern San Joaquin Valley 		
over the Altamont Pass due to the Bay Area’s early recovery from the recession and
continued lack of housing production. SJCOG in partnership with Alameda County 		
and the SJRRC are proceeding with a number of transportation investments to help 		
ease congestion over the Altamont Pass while encouraging other modes of
transportation. Near term improvements include
•
Expanding ACE capacity by running longer trains. This includes the use of more
powerful Tier IV locomotives, extended station platforms in Alameda County and
San Joaquin County, parking improvements, and operational improvements.
•
Widening I-205 from 6 to 8 lanes between the Alameda County Line and I-5. This
project will begin the environmental phase in Summer 2018. The alternatives will
consider the use of managed lanes, either High Occupancy Toll (HOT) lanes or High
Occupancy Vehicle (HOV) lanes.
Long Term Improvements
A number of emerging concepts are being explored as long term solutions to help improve
congestion on the I-205 and I-580 corridors. These concepts have no funding identified in the
near term in either SJCOG’s Regional Transportation Plan/Sustainable Communities Strategy
or MTC’s Plan Bay Area, however planning efforts will need to consider them in the future.
Highway Improvements

ACE Improvements

The recent improvements completed
on I-580 by Alameda County and
the planned improvements on I-205
by SJCOG leave a bottleneck in the
middle between Greenville Road
and the Alameda County Line over
the Altamont Pass. Long term improvements may require the addition of a westbound truck climbing
lane and High Occupancy Toll (HOT)
lanes in each direction.

As part of their ACEfoward
program, the SJRRC
considered a number of
alternatives to increase the number
of ACE trains a day between the
Northern San Joaquin Valley and San
Jose. No funding is currently
identified for these
improvements, and a number of
operational improvements will be
required by the host Union Pacific
Railroad to allow additional trains on
the
Oakland Subdivision. These improvements are mostly
located in Alameda
County and will be the subject of
future study and
coordination with Alameda County.

Rail Connectivity Between
BART and ACE
For many years Alameda County
has sought the extension of BART
service east of Dublin to Livermore to
provide a direct connection to ACE.
The construction of this extension will
be cost prohibitive, and
recently Alameda County in
partnership with San Joaquin County
has been exploring the concept of a
Diesel Multiple Unit (DMU) or Electric
Multiple Unit (EMU) rail service.
Several alternatives are being
considered for the alignment of the
service, which may include a direct
connection in the median of I-580
to BART in Livermore, or utilizing the
former Southern Pacific Railroad
right of way over the Altamont Pass
owned by Alameda County to
connect with the Union Pacific Tracy
Subdivision in downtown Tracy.

I-5. This service would provide additional stops in Elk
Grove, in Sacramento at Sutterville, Midtown, North
Sacramento and Natomas/Airport, and allow for
potential future extensions to Yuba City/Marysville
and Redding (see Figure 4.6).

The Plan includes $1.16 billion toward the operation
and enhancement of the Altamont Corridor Express
(ACE) passenger rail service, providing the commuter
link between the northern San Joaquin Valley and
the Bay Area. In the near term, the San Joaquin
Regional Rail Commission is planning for the
extension of service to Modesto and Ceres by 2023
and Merced by 2027. This extension, which was
infused with dedicated funding by the passage of SB
1 in 2017, will also add new stations in Ripon and
Manteca in San Joaquin County. Other near-term
projects include purchasing longer trains to provide
additional capacity and track and signaling
improvements to increase speed and reliability along
the corridor.
The Rail Commission, in conjunction with the TriValley San-Joaquin Valley Rail Authority, is also
looking to provide additional rail transit options
between the San Joaquin Valley and Sacramento. In
spring 2018, the Amtrak San Joaquin will begin
offering “Morning Express” service that will re-time
the existing trainsets to provide morning service
with the aim of attracting business travelers. In
addition, both agencies have worked with Union
Pacific Railroad to secure rights to operate
additional trains to Sacramento along the
Sacramento Subdivision near

ACE is also seeking to provide additional trains over
the Altamont Pass to the Bay Area. Of paramount
importance to achieve this goal is to acquire
dedicated rights of way from Stockton through Niles
Junction to the maximum extent possible. This could
either be through purchase of its existing line or
purchase and upgrade of parallel lines in
combination with new dedicated track in existing
Union Pacific Railroad rail right of way. ACE will also
continue to develop track improvements from Niles
Junction to Diridon Station in downtown San Jose in
conjunction with Caltrans and the Capital Corridor
passenger rail service.
Additionally, for many years Alameda County has
sought the extension of BART service east of Dublin
to Livermore to provide a direct connection to ACE.
The construction of this extension will be costly and
feasibility is still being explored.
AB 758 (authored by Assemblymember Susan
Eggman and signed by the Governor in October
2017) establishes the Tri-Valley San-Joaquin Valley
Rail Authority for purposes of planning, developing,
and delivering cost-effective and responsive transit
connectivity between the Bay Area Rapid Transit
District’s system and the Altamont Corridor Express
commuter rail service. This new Authority is tasked
with developing a feasibility report for transit
connectivity between BART and ACE. A possible
option is a DMU/EMU (Diesel Mobile Unit/Electric
Mobile Unit) Regional Connection. Other
alternatives are being considered as well.
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The first step of the Authority is the completion
of a feasibility report by July 1, 2019. This
feasibility report will be critical in identifying
specific projects (and related costs) to achieve transit
connectivity. In the development of 2018 Plan
(update), SJCOG (consistent with the Metropolitan
Transportation Commission in the Bay Area) has not
identified capital or operations funding pending the
feasibility report and a possible programmatic
Environmental Impact Report. As alternatives are
developed and financial resources identified, it is
anticipated that the proposed project will be
considered in future amendments to the Plan.

A properly maintained transit system is critical to the
mobility of the region, as well as for providing a time
and cost competitive alternative to the private
automobile. While the maintenance activities for the
transit system are unique to this mode, the unending
challenge to sustain the system is similar to the
maintenance of the roadway system. Unique to the
transit system are the ongoing, necessary operating
costs of fuel purchases, drivers, mechanics,
dispatchers, and equipment and facility leases.
Additionally, the cost for the replacement of buses,
train cars, tracks, security upgrades, fare machines,
and other capital equipment far outpaces available
funds. And just as with local streets and roads,
delayed maintenance of the transit system leads to
even costlier rehabilitation down the road.
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the State Highway System. In fact, the corridor
running from State Route 99 at the Stanislaus County
line to State Route 120, to I-5, to I-205 is a focused
corridor in need of future improvements.
Throughout San Joaquin County, major highways and
several arterial streets are projected to experience
increased traffic levels which meet and in some
cases substantially exceed system capacity. Without
improvement, the result will be extended morning
and afternoon peak periods in existing areas of
congestion, and several new areas of congestion that
currently operate at adequate levels of service.
Interstate 5 (I-5), Highway 99, Interstate 205 (I-205),
and Highway 120 in particular are projected to
experience a substantial increase in total demand.
SJCOG has highlighted the State Route 99 / State
Route 120 interchange as one of the highest
priorities as it relates to operational improvement on

Through the variety of funding sources shown in
Figure 4.7, the Plan provides for $3.12 billion for key
projects targeted to improve the most impacted
portion of the highway and arterial roadway system
and promote the efficiency of the roadway system.
The capacity improvements are targeted to corridors
which are the most essential to mobility within the
county; the improvements support planned land use
and have gone through the congestion
management process.
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Approximately 43 percent of the roadway capacity
investments in the Plan are for mainline highway
widening and extensions. Key to promoting the
efficiency of the mainline highway system, the
widening of I-5 and I-205 are planned as high
occupancy vehicle (HOV) lanes that support both
ridesharing and transit. These lanes will expand the
existing HOV system currently in operation on I-5 in
the City of Stockton as well as provide consistency
and connectivity with HOV lanes planned on I-580 in
the San Francisco Bay Area. These routes will also
be considered for treatment as managed lanes that
could use pricing as a tool to help ameliorate
congestion.

State Funds
$473,971,283
15%

Federal Programs
$202,564,759
7%
Measure K
$576,875,382
18%

SB 1
$687,152,049
22%

Local Funds
$1,180,651,911
38%
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Approximately 58 percent of the roadway
capacity investments in the Plan are for regional
roadway widening and new interchanges
between regional roadways and mainline
highways. The regional roadway and interchange
investments support access to infill development
areas, congestion relief, and bus transit (Figure
4.9). Additionally, new regional roadways are
planned to support the implementation of both
local and regional bicycle, pedestrian, and Safe
Routes to School plans that ensure these
roadways support the Plan goals.
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Figure 4.9 Regional Roads and Interchange Projects
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The Plan provides $320 million of project
investments that support active transportation and
community enhancements. The investments include
standalone pedestrian, bicycle, and Safe Routes to
School projects as well as programs that incentivize
infill development through funding grants for
streetscape enhancements. As shown in Figure 4.10,
funding for these investments comes primarily
through the Measure K local transportation sales tax
program, SB 1, and the Active Transportation
Program. The total revenues made available to
support active transportation and complete streets
represent a 13.5 percent increase over the 2014
Plan.
Active transportation infrastructure projects include
priority (near-term) and vision (long-term) bicycle,
pedestrian, and Safe Routes to School capital
projects as defined in the 2012 SJCOG Regional
Bicycle, Pedestrian, and Safe Routes to School
Master Plan. The total investment in active
transportation infrastructure provides for over 800
miles of new Class 1, 2, and 3 bicycle lanes
throughout San Joaquin County.
Federal Sources
$37,634,375
12%

Community enhancement projects support infill and
transit-oriented development as defined in the 2012
SJCOG Regional Smart Growth and Transit-Oriented
Development Plan and the Measure K Smart Growth
Incentive Program. Example projects include
enhanced sidewalks, pedestrian street lighting,
traffic-calming devices, and landscaping. The
revenues established for community enhancements
are based upon a target to fund 75 percent (45
miles) of the roadway frontages adjacent to the infill
“opportunity areas” identified in the 2012 SJCOG
Regional Smart Growth and Transit-Oriented
Development Plan and a cost per mile average of
current streetscape projects. Specific projects will be
identified for funding according to competitive calls
for projects over the life of the Plan.
Funding is also identified for active transportation
non-infrastructure investments. These projects
include education, encouragement, and
enforcement programs in support of walking and
bicycling, as well as planning and transit integration
projects. These investments recognize that for short
trips, walking and bicycling can serve as alternatives
to the automobile and provide connectivity to transit
as both the “first and last mile” of travel.

Active
Transportation
Program
$66,217,612
21%

SB 1
$78,128,498
24%

Local Funds (LTF)
$24,487,108
8%

Measure K
$113,387,563
35%
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The investment strategy is a balanced approach to
multi-modal development intended to fulfill the
objectives and performance indicators which guide
the Plan. The Plan moves the region closer to
achievement of the long- term transportation goals.
This includes the provision of appropriate resources
to operate and maintain the multi-modal system.
The financial analysis, furthermore, is not simply a
planning investment strategy but a project delivery
strategy. The outcome is to construct and
implement projects that benefit all users of the
transportation network.
Forecasted revenue has been adjusted to account for
recent developments, economic recovery, and the
passage of Senate Bill 1 and Senate Bill 132. As with
investment strategies in prior Plans, the role of local
development financing, self-help (sales tax)
measures, and regional transportation fees will
continue to be essential to leverage state/federal
monies. It will also enable the region to have a
competitive advantage in securing discretionary
funds from statewide programs established under
Senate Bill 1. Thus, the Plan must be judicious with
its commitments of these funds to the highest
priority projects.
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