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Chapter 1 

Introduction 

 
This Working Paper is part of a series of interim documents prepared for a coordinated Short 
Range Transit Plan (SRTP) for western Placer County, focusing on the Auburn Transit, Roseville 
Transit and Placer County Transit systems.  Building on previous documents that present 
evaluations of transit needs and existing services, this specific document focuses on transit 
alternatives for the Placer County Transit program, including services operated through 
agreements with the City of Rocklin, City of Loomis, the City of Lincoln and the City of Colfax.  
Service alternatives (including routing and schedule alternatives) are first presented.  This is 
followed by discussion of capital alternatives (including bus and bus stop improvements), fare 
options, and marketing options.  The results of these evaluations will be used, along with public 
input, to craft a recommended plan to guide Placer County Transit services over the coming five 
to seven years. 
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Chapter 2 

Goals, Objectives and Performance Standards 

 
An important element in the success of any organization is a clear and concise set of goals and 
objectives, as well as the performance measures and standards needed to attain them.  As a 
public entity, a public transit organization is expending public funds and therefore has a 
responsibility to provide the public with transparent information on how funds are being spent 
and how well it is doing in meeting its goals. Funding partners also have a responsibility to 
ensure that funds provided to the transit program are being used appropriately. This is 
accomplished by providing information on the effectiveness and efficiency of the transit 
program. Additionally, an adopted set of goals and performance standards helps to 
communicate the values of the transit program to other organizations, to the public, and to the 
organization staff. 
 
The Study Team reviewed the goals, objectives and performance standards from the prior Short 
Range Transit Plan. Table 1 presents existing and updated performance standards which will be 
used for analysis of the service alternatives.  The standards are compared to actual 
performance in FY 2009-10 and FY 2016-17. The recommended standards were based on 
applicable laws, performance history and peer transit operator performance. 
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Table 1: PCT Transit Goals, Objectives and Performance Standards (1 of 2)

Objective Performance Measure Existing Standard FY 2009-10 FY 2016-17

Standard 

Met in 

2016-17? Recommended Standard

Farebox Recovery

Systemwide(1) 10% 13.9% 14.7% Yes 12.9%

Fixed-Route Overall
(2) 

10% 6.5% 5.0% No 10%

Fixed Route- Rural Inter-Community (Alta- 10% n/a 1.7% No 8%

Fixed Route - Rural DR (Taylor Road 10% n/a 2.1% No 5%

Commuter(2) 10% 58.6% 42.2% Yes 40%

Vanpool
(2)

10% 38.6% 23.1% Yes 20%

Dial-A-Ride (Overall)(2) 10% 2.9% 1.8% No 5.0%

Urban DAR (Rocklin/Loomis, Granite Bay, 10% n/a 1.9% No 5%

Rural DAR (Highway 49)
(2)

10% n/a 1.6% No 5%

Operating Cost per Vehicle Service Hour

Systemwide n/a $100.61 $107.40 n/a $100.00

Fixed Route $40 $124.82 $116.26 No $115.00

Commuter $50 $211.29 $273.74 No $250.00

Vanpool $60 $38.77 $54.29 No $60.00

Dial-A-Ride $40 $65.45 $71.94 No $70.00

Operating Cost per Passenger

Systemwide n/a $11.27 $15.61 n/a $15.00

Fixed Route $5.00 $9.97 $14.33 No $15.00

Commuter $3.00 $8.75 $12.25 No $10.00

Vanpool $2.00 $6.65 $11.01 No $10.00

Dial-A-Ride $15.00 $32.39 $40.97 No $40.00

Passengers per Vehicle Service Hour

Systemwide n/a 8.9 6.9 n/a 10.0

Fixed Route (Overall) 10.0 12.5 8.1 No 10.0

Fixed Route- Rural Inter-Community (Alta- 10.0 5.2 3.1 No 5.0

Fixed Route - Rural DR (Taylor Road Shuttle) 10.0 n/a 2.3 No 1.5

Urbanized Area Fixed Route 10.0 n/a 9.3 No 10.0

Commuter 20.0 24.1 22.3 Yes 20.0

Vanpool 5.0 5.8 4.9 Yes 5.0

Dial-A-Ride (Overall) 3.0 3.1 1.8 No 3.0

Urban DAR (Rocklin/Loomis, Granite Bay, 3.0 n/a 1.9 No 3.0

Rural DAR (Highway 49) 3.0 n/a 1.5 No 1.5

Passengers per Vehicle Service Mile

Systemwide n/a 0.43 0.34 n/a 0.5

Fixed Route 0.5 0.57 0.40 No 0.5

Commuter 1 0.74 0.70 No 1.0

Vanpool 0.2 0.13 0.11 No 0.2

Dial-A-Ride 0.5 0.20 0.20 No 0.2

Annual growth in Ridership (one year)  

Systemwide n/a n/a -13.0% n/a

Fixed Route At least 3.5% -19.7% -14.4% No

Commuter n/a n/a -10.2% n/a

Vanpool n/a n/a -15.9% n/a

Dial-A-Ride No more than 3% 8.8% -9.9% No

Note 1: Farebox ratio calculated per TDA regulations and includes local support.Note 2: Local support not included. Farebox ratio calculation: fare revenue /operating costs.

Actual Performance

Goal 1: Operate an efficient and effective system that maximizes service and minimizes cost impacts

Minimize 

Operating Cost

Increase 

Transit Usage

Positive Growth
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Table 1: PCT Transit Goals, Objectives and Performance Standards (2 of 2)

Objective Performance Measure Existing Standard FY 2009-10 FY 2016-17

Standard 

Met in 

2016-17? Recommended Standard

On-Time Performance

Systemwide (Fixed Route and Commuter) n/a n/a 70.0% n/a n/a

Fixed Route

90 percent of all 

monthly trips operate 

on-time (defined as no 

later than 5 minutes 

and no earlier than the 

published schedule)

52.7% 71.0% No

90 percent of all monthly 

trips operate on-time 

(defined as no later than 5 

minutes and no earlier 

than the published 

schedule)

Commuter None n/a 70.0% n/a

80 percent of all monthly 

trips  operate on-time 

(defined as no later than 

10 minutes and no earlier 

that the published 

schedule)

Dial-A-Ride

90 percent of all 

monthly trips operate 

on-time (defined as 

within 15 minutes of 

the scheduled pick-up 

Met 

standard
n/a n/a

90 percent of all monthly 

trips operate on-time 

(defined as within 15 

minutes of the scheduled 

pick-up time)
Road Calls

Fixed Route
Met 

standard

Met 

standard
Yes

Dial-A-Ride
Met 

standard

Met 

standard
Yes

Demand 

Response
Trip Denials

No more than three 

percent of total monthly 

trip requests result in a 

denial due to capacity 

constraints, as defined 

by the Americans with 

Disabilities Act of 1990. 

Met standard 1.4% Yes

No more than three 

percent of total monthly 

trip requests result in a 

denial due to capacity 

constraints, as defined by 

the Americans with 

Disabilities Act of 1990. 

Actual Performance

Goal 2: Provide safe, reliable, and high quality transportation

Reliable transit 

service

No less than 10,000 

miles between road 

calls. Defined as 

incidence where service 

is interrupted longer 

than five minutes due 

to a mechanical failure 

(except for flat tires)

No less than 10,000 miles 

between road calls. 

Defined as incidence 

where service is 

interrupted longer than 

five minutes due to a 

mechanical failure (except 

for flat tires)
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Chapter 3 

Service Alternatives 

 
This chapter presents the analysis of a wide range of transit service alternatives.  At the end of 
this section, the various alternatives are compared and an analysis on system performance is 
presented.   
 
In reviewing these alternatives, it is important to consider that the PCT transit service is an 
interconnected network of routes, with many passengers using a combination of routes to 
complete individual trips.  To provide a background on this, the onboard surveys conducted on 
the PCT routes (excluding the PCE commuter service) were analyzed to estimate the number of 
individual one-way passenger trips occurring between various portions of the service area on 
an average weekday.  A total of 384 valid passenger survey responses were evaluated, and then 
factored by the average one-way passenger-trips (adjusted to eliminate transfers).  The 
resulting origin/destination pattern across the service region is shown in Figure 1.  Beyond 
reflecting the intricate pattern of passenger-trips, this figure indicates the following: 
 

 The busiest overall individual origin/destination pairs are between North Auburn and 
Central Auburn (93 passenger-trips per day, total of both direction), followed by Galleria 
to Watt/Orlando (66) and Central Auburn to Sierra College area (62). 
 

 Trips within Lincoln total 85, while those within the North Auburn area total 43. 
 

 Few passenger carried on PCT services north and east of central Auburn (Highway 49 
and Colfax/Alta Routes) transfer to travel west of Auburn.  However, passengers 
to/from central Auburn use the PCT system to travel to many destinations to the west. 
 

 Overall passenger-trips carried on each segment along the I-80 corridor between 
Watt/I-80 and Auburn Station are roughly equal. 
 

This information is useful in assessing how service changes on one element of the PCT system 
can impact ridership on connecting routes. 
 

TRANSPORTATION NETWORK COMPANY/ MICROTRANSIT 
 
Serving lower-demand areas, serving low-demand periods (such as evenings) and making first-
mile/last-mile connection have long been a challenge for public transit agencies.  With the 
nationwide decline in public transit ridership, transit operators and public agencies are looking 
for new and innovative ways to provide public transit that will attract more riders at a lower 
cost. Contracting with Transportation Network Companies (TNCs) or “microtransit” companies 
is seen by many as a potential solution. The following section explores this topic in greater 
detail, while Appendix A presents a review of seven pilot projects which have been conducted  
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throughout the country. Lastly, this section applies the lessons learned from other projects to 
recommend areas of Western Placer County where contracting with microtransit/TNCs may be 
feasible. 
 
What is a TNC or Microtransit? 
 
It is first important to define TNCs and microtransit and compare these methods of service 
delivery to existing/traditional public transit. Table 2 presents a comparison of the different 
characteristics of each type of service. As microtransit and TNC use is constantly evolving, Table 
2 presents the general concept for these types of ridesharing services. 
 

 
 

 Fixed Route public transit services work best in dense urban environments, particularly if 
the service can be operated frequently. The primary distinguishing characteristic is that 
there is no flexibility as to where a passenger can board/disembark the bus.  Given 
adequate ridership demand, fixed route services should be the most productive type of 
service in terms of passenger trips per vehicle per day (at least 250) or passenger-trips per 
vehicle hour (around 10 to 30). The disadvantage of fixed route services is that if a 
passenger’s destination is not within a quarter mile of the fixed route, the service is not 
convenient.  If demand is not adequate, moreover, this can be an ineffective service 
strategy. 

Table 2: Parameters for Shared Transportation Modes

Fixed Route Dial-A-Ride Route Deviation Microtransit TNC

Distinguishing 

Characteristics
Set stops

Generally 3/4 mile of 

fixed route or municipal 

boundaries

Fixed route can pick up/drop 

off passengers outside of 

published stops within 

certain limits

Technology enabled 

reservations and driver 

routing, defined service 

area, fixed stops that 

can be modified to meet 

demand  

Technology enabled 

reservations and driver 

routing, complete 

demand/response, no 

fixed stops

Dispatching Technology

Generally not required. 

Radio contact between 

driver and dispatcher

Transit agency has 

routing software such as 

Trapeze. Passengers do 

not have access.

Radio contact with 

dispatcher

Driver routing through 

application

Driver routing through 

application, no 

dispatcher

Reservation Method None Necessary

Telephone, usually at 

least 24 hours in 

advance, or standing 

order

Telephone, 1 hour in advance
Smart phone app, 

telephone

Smart phone app, 

telephone

Service Area
urban, intercity, 

intracity

urban and rural 

communities
Rural, small city, intercity Urban, suburban

Urban, suburban, very 

limited in rural areas

Public or Private public public public
private or public/private 

partnership
private

Size of vehicle 15-40 pax 2-10 pax 10-25 pax 10-25 pax 0-6 pax

Typical Passengers per 

Day per Vehicle
200-600 20-50 75 30 15

Typical Passengers per 

Revenue Hour
10-30 2-4 8 2 1.5

Average Fare $1.00 - $3.00 $2.00 - 5.00 $2.00 - 5.00 $1.50 - $7.00

$2.00 and up

depends on distance 

travelled
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 Dial-A-Ride (DAR) or “paratransit” services evolved as a way to serve passengers who are 
unable to access a fixed-route bus service as they allow for “curb to curb” transportation 
within a defined service area. DAR services can be limited to older adults or persons with 
disabilities or are used as a way to broadly serve the general public in a rural or suburban 
area where fixed route would not be productive. DAR service typically carry only 2 to 4 
passenger trips per vehicle hour or 20 to 50 per day (depending on service span). 
Passengers must call the transit agency (often at least 24 hours in advance) to schedule a 
ride, or have a standing subscription for service at specific times. Although curb to curb is 
very convenient, many passengers find that having to make advance reservations limiting. 
 

 Route Deviation is a hybrid of fixed route and DAR that is typically used in rural or low-
density suburban areas as a way to cost effectively provide fixed route service while 
meeting ADA complementary paratransit service requirements. Passengers requesting a 
deviation must call the transit agency in advance for pick up; however shorter notice may 
be required than for DAR services. In terms of productivity, route deviation is closer to a 
fixed route service and may carry around 8 passenger-trips per hour. 

 

 Microtransit is a relatively new concept and therefore is bit more difficult to define. For this 
study, microtransit is defined as a privately operated ridehailing form of transportation 
which employs on-demand dynamic route transportation technology.  
 
The US Department of Transportation defines microtransit as “a privately owned and 
operated shared transportation system that can offer fixed routes and schedules, as well as 
flexible routes and on-demand scheduling. The vehicles generally include vans and buses.” 
 
It should also be noted that some existing microtransit program have used public agency 
vehicles and drivers. 
 
The primary difference between microtransit and a route deviation service is that 
microtransit employs technology that has only recently been available. Microtransit 
includes the use of software and smartphone technology which: (1) allow the passenger to 
reserve a ride directly (without the use of a dispatcher), (2) provides the driver with pick-
ups and drop off assignments in real time and (3) calculates the most efficient route 
between passenger pick-ups/drop offs. General routes and schedules are followed, but 
these can be modified as passenger demands evolve.  Microtransit services will typically use 
vans instead of larger buses but will cost more than a fixed route service. The hope is that 
technology will allow microtransit programs to carry more passengers than a DAR service 
for a smaller cost.  
 

 TNC’s are widely used in urbanized areas and are a privately operated form of demand 
response transportation enabled through the use of technology for both reservations and 
driver routing.  Drivers generally choose the hours and areas they serve, rather than being 
dispatched by the TNC.  Passengers must have access to a smart phone or internet to make 
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reservations. Wait times for a TNC are typically less than 15 minutes. Vehicles are not 
wheelchair accessible, and drivers do not meet FTA drug and alcohol requirements and are 
not trained in accommodating persons with disabilities.  The cost of a ride with a TNC 
increases with the distance travelled. Therefore, TNC’s are most popular for short distance 
trips where they are more convenient than a city bus or DAR. In rural areas, there may not 
be adequate demand for service to make TNC driving profitable.  As a result, TNC service is 
either not available in rural areas, or requires long wait times. 
 
Public transit agencies are beginning to partner with TNCs in areas where demand for DAR 
service is low and expensive to operate. The challenge with using a TNC is that most are not 
ADA accessible. Therefore, most transit agencies only use TNCs for operating non-ADA 
paratransit service. 

 

TNC/Microtransit Success Factors and Applications to Placer County 
 
This section summarizes specific elements which make partnering with a TNC or operating a 
microtransit program feasible and how this might apply to public transit in Placer County. 
 
Table 3 presents a list of “success factors”’ for TNC use and identifies areas in Western Placer 
County which include these factors.  
 

 

Table 3: TNC/Microtransit Success Factors 

Success Factor Successful in Western Placer County?

Is there adequate rider demand to make 

serving the area profitable for TNC drivers?
Roseville, Rocklin, Granite Bay, Lincoln

Existing vehicles available for microtransit 

program
Granite Bay, Lincoln, Rocklin, Roseville

Is public paratransit service available to 

accommodate ADA?
Roseville, Rocklin, Lincoln

Short distance trips Roseville, Rocklin, Granite Bay 

Evening service Roseville, Rocklin

Peak times Auburn, Along Taylor Road

High proportion of special needs population
All except retirement communities in 

Roseville and Lincoln

Parking Not applicable
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 Can TNC drivers make a living? – Part of the appeal of becoming an Uber or Lyft driver 
is that the driver dictates his/her own work schedule and therefore will only work when 
and where he/she feels that there is money to be made. An example of the available 
Uber vehicle map on a typical weekday afternoon shows that there is sufficient supply 
of drivers to make a TNC program work in the urbanized areas. In rural areas such as 
Colfax or Foresthill, there are likely fewer drivers willing to work. 
 

 

 
 

 Can existing DAR vehicles be used for microtransit service? – If Placer County transit 
operators were to take on a microtransit program, a significant cost savings would occur 
by using existing public transit vehicles.  
 

 Is ADA compliant service already available? -  The examples discussed in Appendix A 
show that providing ADA compliant service through a TNC or microtransit program is 
expensive. The low number of rides requested for an ADA compliant service is not cost 
efficient. In many cases, it may not be possible to provide ADA service as most TNC 
drivers or taxi cab companies do not have wheelchair accessible vehicles. Therefore, a 
TNC program will be more successful in areas which are currently served by existing 
complimentary paratransit service. In Placer County, this includes: 
 

o City of Roseville where a separate ADA paratransit service is operated 
o Rocklin/Lincoln which is served by a general public DAR 
o Auburn area which is served by Highway 49 DAR and deviations of the Auburn 

Transit fixed route 
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Service alternatives which replace an existing DAR/deviation service with a TNC program 
that is not otherwise covered by a paratransit program will be less successful and incur 
costs of providing the additional paratransit service. Examples in Placer County include: 
 

o Granite Bay – If the Granite Bay DAR is replaced with a TNC program, PCT should 
contract with Roseville to expand the paratransit service area into Granite Bay 
for ADA trips. 
 

o Taylor Road Shuttle – Replacing deviations on the Taylor Road Shuttle with TNC 
service would leave no ADA paratransit option. As this is a larger service area, 
operating a separate paratransit program would offset any cost savings. 

 

 Short distance trips – The Transportation Research Board (TRB) Shared Mobility Center 
identified price as one of the five key reasons to use a TNC. The research indicates that 
passengers find TNC use the most cost effective for trips three miles or less. Given this 
parameter, Placer County TNC programs would be the most successful within areas such 
as Roseville, Rocklin, Auburn and Granite Bay. Trips within the City of Lincoln may also 
be feasible. Roughly half the trips originating along the Taylor Road Shuttle route to 
Rocklin would likely be greater than 3 miles.  
 

 Evening service – Drinking/dining in the evening was also noted by the TRB as one of 
the main factors which increase TNC use. In Placer County, trips between residential 
developments and downtown areas would be the most successful between the hours of 
5:00 PM and 11:00 PM. Again the more urban and commercialized areas of Roseville 
and Rocklin would be the most successful.  
 

 Peak times – TRB research showed that demand for TNC use is the highest during rush 
hour commutes and weekend evenings. This factor could either achieve or limit the 
success of a TNC program, depending on the level of supply.  If there is too much 
demand at peak times, wait times will increase and the service will be less attractive. 
This could potentially occur during commute times for services providing first mile/last 
mile transportation to a transit center. The more rural areas served by the Taylor Road 
Shuttle and in Auburn would likely not be affected. 
 

 Large proportion of special needs population – There is a segment of the population 
with may not technically be eligible for ADA paratransit service. However, they may 
need special assistance boarding a vehicle. These residents may feel intimidating by 
TNC’s and prefer the familiarity and personal attention of DAR. A TNC program may be 
less successful in areas of western Placer County with high concentrations of elderly and 
disabled residents such as near the Sierra Pines Golf Course and Kaseburg-Kingswood 
neighborhood in Roseville and Del Webb senior developments in Lincoln and Roseville. 
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 Parking – A third key factor for increased TNC use as noted by TRB research is limited or 
expensive parking. As western Placer County generally has ample free parking, this 
factor would not apply to the study area. 

 
Other Considerations 
 
The underlying objective of providing public transit is to provide transportation that is 
accessible to everyone, particularly those who have no other option. As such, PCTPA and transit 
operators should consider designing TNC/Microtransit services which are also accessible and 
usable by passengers without a smart phone.  
 
TNC’s may be more attractive to a segment of the population and are growing at a fast rate but 
there is a negative side. TNC’s do not help to reduce traffic congestion. Some TNC trips are 
taking away from existing public transit or non-motorized trips or may even be a trip that would 
have not been taken all together. Additionally, there is the fact that the TNC must travel to the 
passenger pick up location. Therefore, in developing partnerships with TNCs, transit agencies 
and public entities could consider incentivizing shared ride forms of TNC transportation. 
 

AUBURN-LIGHT RAIL ALTERNATIVES 
 
As one important input into the alternatives analysis process, it is useful to review the specific 
responses to the surveys of passengers using the Auburn-Light Rail Route.  A summary of the 
188 valid responses indicates the following: 
 

 36 percent of passengers walked to their boarding bus stop, while 35 percent 
transferred from other public transit services, 17 percent got a ride in a private vehicle, 
and 6 percent each bicycled or drove themselves to the stop.   
 

 Of those passengers that transferred, the largest proportion transferred to/from 
Sacramento RT.  Table 4 presents the estimated average weekday number of transfers 
to/from the connecting services, indicating that 77 transfers are made each day to/from 
RT services (of which 53 are to/from the Blue Line LRT).  Transfers to/from other PCT 
routes total 44, split roughly evenly between the Highway 49 Route and the Lincoln-
Sierra College Route, while 31 passengers transfer to/from Roseville Transit, 24 transfer 
to/from Auburn Transit, and 2 transfer to/from Nevada County’s Gold Country Stage.  A 
total of 18 passengers per weekday are estimated to transfer on both ends of their 
Auburn-Line Rail ride, reflecting PCT’s role in a larger regionwide public transit network. 
 

 The largest proportions of passengers are travelling for work (32 percent) and college 
(31 percent).  Smaller proportions travel for personal business (13 percent) and 
recreation (10 percent), followed by other purposes. 
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 When asked “what would most increase ridership,” the three most popular responses 
were for more frequent service (29 percent), later evening service (28 percent) and 
Sunday service (28 percent).  In comparison, additional Saturday service (15 percent), 
more routes (9 percent) and new buses (7 percent) were less often cited. 
 

 Auburn-Light Rail passengers are overall satisfied with the service, with 62 percent 
giving the service a score of 4 out of 4 and an additional 33 percent scoring it at 3.  The 
overall average score was 3.6 out of 4.  By individual category, driver courtesy scored 
the highest on average (3.6), followed by on-time performance, safety, ease of transfers 
and fares all averaged 3.5.  The poorest factor was the areas served, at 3.2. 
 

Half-Hourly Weekday Service – All Day 
 
As identified above, the most common request of existing Auburn-Light Rail riders is for more 
frequent service.  Operating an additional two buses at a time would allow the existing hourly 
frequency to be improved to half-hourly, which would substantially enhance the convenience 
of transit service along the route.  Current ridership is roughly consistent between 7 AM and 6 
PM.  A reasonable alternative would be to operate additional runs departing Auburn Station 

1-Way Passenger Transfers by Connecting Service

No Transfer 101 Sacramento RT

Blue Line Light Rail 53

Other Placer County Transit Route 1 2

Lincoln-Sierra College 20 Route 15 2

Hwy 49 North 24 Route 21 9

Subtotal 44 Route 26 4

Route 84 7

Roseville Transit Subtotal 77

Route A 9

Route B 6 Gold Country Stage 2

Route M 7

Route Not Specified 9 TOTAL Transfers 178

Subtotal 31

Auburn Transit 24

Source: Onboard passenger surveys of 188 passengers.

TABLE 4: Average Weekday PCT Auburn-Light Rail Transfer 

Activity

# Auburn-Light Rail Passengers 

Transferring at Both Ends
18
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every hour from 6:30 AM to 5:30 PM.  As shown in Table 5, this option would increase annual 
operating costs by $613,200. 
 

 
 
Some of the ridership benefit of half-hourly service depends on the ability to make new or 
improved transfers 
 

 Transfers at Auburn Station are currently well-coordinated to occur at the top of the 
hour, to/from the Highway 49 Route, Gold Country Stage, and Auburn Transit.  New 
service at 30 after the hour would not currently have other routes available for 
transfers.  However, service options for the Highway 49 route and the Auburn Transit 
routes (as discussed below and in the Auburn Transit Alternatives Tech Memo) could 
provide meaningful connections. 
 

 New service times at Sierra College (at 47 after the hour westbound and 10 after the 
hour eastbound) would not result in any new transfer opportunities (though it would 
better serve some class schedules). 
 

 At the Galleria, these new runs would provide service in both directions at the top of the 
hour.  This would allow Auburn-Light Rail connections to all Roseville Transit Route A 
and B service times (rather than only those at the bottom of the hour), but not new 
connections to PCT Lincoln-Sierra College or other routes. 
 

 At Louis/Orlando, the other routes (Roseville Transit Routes A and B, and RT Routes 21 
and 93) are all half-hourly.  Half-hourly Auburn-Light Rail service would not create new 
direct bus-to-bus transfer opportunities, but would double the number of connecting 
runs at current transfer wait times. 
 

TABLE 5: PCT Auburn-Light Rail Route Alternatives Service/Cost Analysis
Annual

Marginal

Hours Miles Runs Days/Yr Hours Miles Runs Days/Yr Hours Miles Hours Miles Cost

Provide Half-Hourly Weekday Service - All Day 2.00 59.0 12 248 24 708 0 0 0 0 5,952 175,584 $613,200 2

Provide Half-Hourly Weekday Service - Peak Only 2.00 59.0 4 248 8 236 0 0 0 0 1,984 58,528 $204,400 2

Provide Additional Weekday Evening Round Trip 2.00 59.0 1 248 2 59 0 0 0 0 496 14,632 $51,100 0

  Additional Dispatch Staff 248 $6,200

  Total $57,300

Shift Last Weekday Evening Trips 1 Hour Later 2.00 59.0 0 248 0 0 0 0 0 0 0 0 $6,200 0

Eliminate Last Weekday Evening Trips 2.00 59.0 -1 248 -2 -59 0 0 0 0 -496 -14,632 -$51,100 0

  Reduction in Dispatch Staff -248 -$6,200

  Total -$57,300

Sunday Service -- Hourly 2.00 59.0 0 0 0 0 10 52 20 590 1,040 30,680 $107,100 0

  Additional Dispatch Staff 520 $13,000

  Total $120,100

Sunday Service -- Every Other Hour 2.00 59.0 0 0 0 0 5 52 10 295 520 15,340 $53,600 0

  Additional Dispatch Staff 520 $13,000

  Total $66,600

Run Parameters Weekday Service Saturday Service(1) Annual Peak 

Buses
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 At Watt/I-80, the existing PCT service is well timed for connections to/from Blue Line 
LRT service, as well as for passengers traveling northbound on RT Route 84 transferring 
to PCT.  However, there are currently long waits for passengers transferring to or from 
Route 84 southbound, as well as those transferring from PCT to Route 84 northbound. 
The additional PCT runs would substantially improve this connection, as well as doubling 
the number of LRT runs with good connections to/from PCT. 
 

Considering these transfer opportunities, as well as the observed response of ridership on 
similar routes to changes in service frequency, this service improvement would increase 
ridership by 26,100 passenger-trips per year.  If service frequency on connecting services were 
to be enhanced, this figure would increase.  Including the additional passenger fares, annual 
operating subsidy would be increased by $594,600, as shown in Table 6. 
 

 
 
Half-Hourly Weekday Service – Peak Periods Only 
 
Another, less costly, alternative would be to provide additional runs to yield half-hourly service 
on weekdays during peak periods only.  Given ridership patterns and the minimum driver shift 
times, a reasonable option would be to operate additional runs departing Auburn Station at 
6:30 AM, 7:30 AM, 3:30 PM and 4:30 PM.  This would still require an additional two buses in 
operation, but would reduce the impact on annual operating costs to $204,000.  The additional 
ridership, considering the proportion of overall ridership in these periods, would be 9,700 
boardings per year.  Additional operating subsidy would increase by $197,500. 
 
 
 
 

TABLE 6: PCT Auburn-Light Rail Route Service Alternatives Summary

Alternative

Service 

Hours

Service 

Miles

Operating 

Cost Ridership

Fare 

Revenues

Operating 

Subsidy

5,952 175,584 $613,200 26,100 $18,600 $594,600 2

1,984 58,528 $204,400 9,700 $6,900 $197,500 2

496 14,632 $57,300 3,600 $2,600 $54,700 0

Shift Last Weekday Run 1 Hour Later 0 0 $6,200 900 $600 $5,600 0

Eliminate Last Weekday Run -496 -14,632 -$57,300 -2,700 -$1,900 -$55,400 0

Sunday Service -- Hourly 1,040 30,680 $120,100 5,300 $3,800 $116,300 0

Sunday Service -- Every 2 Hours 520 15,340 $66,600 3,100 $2,200 $64,400 0

Change In Annual Service Change in 

Peak 

Buses

Provide Half-Hourly Weekday 

Service - All Day

Provide Half-Hourly Weekday 

Service - Peak Only

Provide Additional Weekday Evening 

Round Trip
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Later Evening Service – 1 Additional Run in Each Direction 
 
At present, the last Auburn-Light Rail weekday runs depart westbound at 7:00 PM and 
eastbound at 8:00 PM.  This limits the ability to serve evening work shifts, school classes, and 
recreational activities. A reasonable alternative would be to operate one additional round-trip, 
departing Auburn Station at 8:00 PM and Watt/I-80 at 9:00 PM.  This would increase annual 
operating costs by $57,300 (including dispatcher time for the one hour extension in the overall 
PCT service day).  Ridership, considering evening ridership in this period on similar transit 
systems, would be increased by 3,600 passenger-trips per year, resulting in an overall increase 
in operating subsidy of $54,700 per year. 
 
Later Evening Service – Shift Last Run One Hour Later 
 
Another potential means of providing later weekday evening service would be to drop the 
operation of the existing 7 PM westbound and 8 PM eastbound runs, but operating an 8 PM 
westbound and 9 PM eastbound run.  (As this route operates with two drivers making two-
hour-long round-trips, this consists of ending one shift two hours earlier and adding two hours 
to the other shift.)  As no change in vehicle operating costs would occur, the cost increases 
would consist only of the additional dispatcher costs, estimated to be $6,200 per year. 
 
These existing runs to be eliminated currently carry approximately 2,700 passenger-trips per 
year.  Some of these riders would continue to use the later run, though many of those trips 
eliminated consist of ridership that would not also ride PCT runs earlier in the day.  Overall, this 
alternative is estimated to increase ridership by 1,000 passenger-trips per year.  With the 
additional fares, subsidy would be increased by $5,600 per year. 
 
Sunday Service: Two Buses - Hourly 
 
Sunday service was identified as a high potential to increase ridership among the existing 
passengers surveyed.  This would be a relatively expensive undertaking, as it would require 
additional dispatcher staff and would also disproportionately increase the driver shift 
scheduling and associated number of drivers.  If the same service were provided on Sunday as is 
currently operated on Saturday (using two buses), annual cost of service would equal $120,100.  
Considering the relatively Saturday versus Sunday ridership on similar systems currently 
operating on Sundays, as well as the limited connections available, ridership would equal 
approximately 5,300 per year.  Subtracting the additional $3,800 in additional fares, operating 
subsidy would be increased by $116,300. 
 
Sunday Service: One Bus – Every Two Hours 
 
A less costly means of providing at least limited Sunday service would be to operate one bus, 
providing westbound departures from Auburn Station every other (even) hour from 8:00 AM to 
4:00 PM, with eastbound departures from Watt/I-80 every other (odd) hour from 9:00 PM to 



PCT Short Range Transit Plan                              LSC Transportation Consultants, Inc. 

Placer County Transportation Planning Agency  Page 19 

 

 

5:00 PM.  Costs of this option would total $66,600 per year, while ridership is estimated to 
equal 3,100 per year.  Resulting annual subsidy requirements would total $64,400 per year. 
 
Revised Transfer Location to Light Rail 
 
The connection point to RT Blue Line Light Rail service at the western end of the Auburn-Light 
Rail Route is currently very convenient for PCT operations.  Buses exit I-80 westbound directly 
from the #1 HOV lane and make a U-turn just west of the Watt Avenue overpass to serve busy 
bays directly adjacent to the rail platform, and then proceed directly into the eastbound I-80 
HOV lane.  Sacramento Regional Transit, however, is currently considering significant 
modifications to the Watt/I-80 Light Rail station area, focusing on shifting all bus bays roughly 1 
mile to the west, to the Roseville Road station.  This would add approximately four minutes 
running time to the existing PCT route.   
 
The Auburn-Light Rail route is already operating with 10 percent of runs at least five minutes 
late.  These additional four minutes of running time would significantly impact the ability to 
make other key connections along the route, particularly the connections to the PCT Lincoln-
Sierra College Route as well as Roseville Transit Routes A, B and M at the Galleria at 30 minutes 
past the hour.  Identifying site designs for realignment of this area that still allow PCT – LRT 
connections at Watt Avenue are important to maintaining the reliability of the regional public 
transit network. 
 

ROCKLIN AREA ALTERNATIVES 
 
Service Along the SR 65 Corridor between Blue Oaks Boulevard and 12 Bridges Drive 
 
There are multiple transit generators in the general area along either side of SR 65 between 
Blue Oaks Boulevard and 12 Bridges Drive: 
 

 Within the City of Lincoln – Santucci Justice Center on Justice Center Drive 
 

 Within Unincorporated Placer County – Thunder Valley Casino on Athens Drive and the 
Public Defender’s Office on Corporate Drive 
 

 Within the City of Rocklin – William Jessup University on Sunset Boulevard, as well as 
other commercial and residential areas along Sunset Boulevard 
 

 Within the City of Lincoln – 12 Bridges Library on 12 Bridges Drive 
 
The Santucci Justice Center is currently served only by Roseville Transit Route S (8 round trips 
per weekday to and from the Galleria), while the remaining activity centers are served by PCT 
Lincoln – Sierra College Route (14 round trips per weekday and 10 per Saturday).  There are a 
number of constraints resulting from this current overall service configuration: 
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 There is a need for passengers to travel between the Santucci Justice Center and the 
Public Defender’s Office ¾ miles to the north.  At present, the only way to make this trip 
by transit is via the Galleria. 
 

 There are areas in northwest Rocklin that are not currently served, particularly along 
Wildcat Boulevard, including single family residential areas, multifamily residential 
areas, Whitney High School, and The Pines Senior Living Center.  Moreover, there is 
currently new development under construction in the area, with more proposed.  In 
particular, the Rocklin Community Development Department indicates that 100,000 to 
150,000 square feet of commercial development is expected to occur along Whitney 
Ranch Road between SR 65 and Wildcat Boulevard.  An additional assisted living center 
with 226 units is also planned along Atherton Road south of Whitney Ranch Road.  
 

 Service to the Santucci Justice Center has a long break in inbound service from 8:05 AM 
to 11:35 AM and no arrivals after 1:35 PM, and two-hour-long breaks in outbound 
service in the mid-morning and mid-afternoon. 
 

A realignment of service in this area that addresses these current constraints is shown in Figure 
2.  As shown, the existing Lincoln-Sierra College Route would be realigned north of Sunset 
Boulevard to stay on the east side of SR 65, while the existing Roseville Route S would be 
replaced by a new route connecting the Galleria with 12 Bridges via Industrial Avenue.  Details 
on these routes are as follows: 
 

 The northbound revised Lincoln-Sierra College route would turn north off of Sunset 
Boulevard on Atherton Avenue, and could potentially serve a stop more convenient to 
William Jessup University than the current stop on Sunset Boulevard.  The route would 
continue northward (through areas that are currently under development), east on 
Whitney Ranch Parkway (serving the Whitney Ranch multifamily area), and north on 
Wildcat Boulevard (serving Johnson Springview Park, Whitney High School and The Pines 
senior housing).  Entering Lincoln on Joiner Parkway, stops could serve Wilson Park (and 
adjacent 12 Bridges Middle School and residential areas) before turning left onto 
Fieldstone Drive (serving the adjacent commercial center) and west on Twelve Bridge 
Drive to the library.  Consistent with the existing service, runs occurring prior to and 
after Lincoln Circulator hours on would extend to downtown Lincoln.  The southbound 
route would follow the northbound route in the opposite direction.  This route is 3.5 
miles shorter per round-trip than the current route, though travel speeds on the new 
route portion will be lower than along Industrial Avenue.  Overall running time should 
be roughly comparable. 
 

 The route staying west of SR 65 would depart the Galleria on Roseville Parkway 
northbound, staying on this roadway to Washington Boulevard.  (While the existing 
Route S turns left of Pleasant Grove Boulevard and north on Washington Boulevard, 
staying on Roseville Parkway is necessary to reduce running time.  This segment missed  
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by the new alignment only serves 3 passengers per day, and is also served by Route M.) 
After turning north on Washington Boulevard and west on Freedom Way, the route 
would continue north on Industrial Avenue to the Santucci Center.  Departing the 
center, the route would continue north on Industrial Avenue and turn right on Placer 
Corporate Drive to serve the Public Defender’s Office (and other uses in the area).  
Turning around (see discussion below), the route would follow the remainder of the 
existing Lincoln-Sierra College Route north to Twelve Bridges Library via Thunder Valley 
Casino.  The southbound route would follow the northbound route.  The overall round-
trip length would be 18.4 miles per hour and require approximately 50 minutes to 
operate. 

 
As shown in Table 7, the overall impact of this option would be to increase annual vehicle-hours 
of transit service by 2,994 and annual marginal operating costs by $287,800.  It is important to 
note that this assumes the elimination of Roseville Transit Route S and provision of both new 
routes by Placer County Transit.  The reduction in Roseville Transit service would consist of 
1,008 vehicle-hours of service, $50,800 in annual operating costs and one peak vehicle, while 
PCT would add 4,002 vehicle-hours of service, $340,500 in marginal operating costs and 1 peak 
vehicle. 
 

 
 
 
 
 
 

TABLE 7: PCT Lincoln and Rocklin Service Alternatives Summary

Alternative

Service 

Hours

Service 

Miles

Operating 

Cost Ridership

Fare 

Revenues

Operating 

Subsidy

Lincoln-Sierra College Route

2,994 49,950 $287,800 9,600 $9,600 $278,200 0

242 2,420 $12,800 2,000 $3,000 $9,800 0

Half-Hourly Weekday Service 4,960 77,872 $426,800 27,500 $19,500 $407,300 2

Additional Evening Run 496 9,374 $44,600 2,300 $1,600 $43,000 0

Earlier Saturday Run 106 2,003 $9,500 300 $200 $9,300 0

Sunday Service -- Hourly 1,040 19,656 $109,200 4,100 $2,900 $106,300 0

Sunday Service -- Every Other Hour 520 9,828 $62,400 2,400 $1,700 $60,700 0

Rocklin TNC Service (50% Subsidy) -- -- $170,000 20,000 $85,000 $85,000 0

744 20,678 $25,100 2,100 $1,600 $23,500 0

Lincoln Circulator

Revised Route 0 -2,720 -$3,300 2,200 $1,600 -$4,900 0

Change In Annual Service
Change in 

Peak 

Buses

Revised Routes Between Blue Oaks 

Blvd and 12 Bridges

Extend Roseville Route S to Public 

Defender's Office

Expand Rocklin/Loomis DAR to 

Industrial Avenue Area
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Ridership impacts of this alternative are estimated to be as follows: 
 

 Additional ridership generated by new service areas in Rocklin and Lincoln, including 
approximately 500 single family homes, 420 multifamily dwelling units, an assisted living 
center, high school, parks and small commercial areas = 5,000 annual passenger-trips 
 

 Additional ridership to/from the Santucci Justice Center (and adjacent uses) will be 
generated by the increased frequency and span of service as well as the better 
connections to other areas of western Placer County = 2,400 annual passenger-trips 
 

 The ridership generated for travel between the Justice Center and Public Defender’s 
Office.  The Office indicates that they serve six to twelve clients per day, many of which 
need to travel to and from the Justice Center.  For purposes of this study, a figure of 8 
passenger-trips per day is assumed = 2,400 annual passenger-trips 
 

 Most of the 3 passenger-trips per day on Route 3 not at the Galleria and Santucci Justice 
Center stops would shift to Route M, leaving an estimated change = - 200 annual 
passenger-trips 
 

Overall, this alternative is estimated to increase region-wide passenger boardings by 9,600 per 
year.  This would consist of a loss of 4,000 passenger trips on Roseville Transit, and a gain of 
13,600 on PCT.  Factored by average fare per passenger, this equates to a loss of $9,300 in 
Roseville Transit fares and a gain of $9,700 in PCT fares, as summarized in Table 7. 
 
The key advantages of this option are: 
 

 Expanded service to new areas in northwestern Rocklin and southern Lincoln, including 
both existing development and planned future development. 

 Improved service to Santucci Justice Center 

 Connections between Santucci Justice Center and points to the north 
 
The key disadvantage is the substantial overall cost.  This alternative also raises questions that 
would need to be addressed about the impact on the individual jurisdictions and the cost 
responsibilities. 
 
Extend Lincoln-Sierra College Route to Santucci Justice Center 
 
Another option to improve connectivity in the Industrial Avenue area would be to extend the 
Lincoln-Sierra College Route south along Industrial Avenue from the Sunset Boulevard 
connector roads to serve the Santucci Center.  This would add 1.3 miles to the route in the 
southbound direction and 2.0 miles in the northbound direction, for a total of 3.3 miles per 
round-trip.  This would add approximately 6 minutes of running time.  As 13 percent of runs on 
this route already operate 5 or more minutes late, simply adding this additional mileage to the 
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route is not a feasible option.  Two reductions in service in other portions of the route were 
considered: 
 

 Between Pacific Street and Granite Drive, the route could stay on Rocklin Road, rather 
than the current route north of Rocklin Road on Pacific Street and Sierra Meadows 
Drive.  This would eliminate service to 17 passengers per day, but reduce the route 
length by 1.4 miles in the westbound direction and 0.9 miles in the eastbound direction, 
providing adequate additional running time to accommodate the extension. 
 

 The route currently operates a clockwise loop around Granite Drive, Sierra College 
Boulevard and Rocklin Road, to serve Rocklin Commons and Rocklin Crossing on the way 
to Sierra College.  Dropping this loop and proceeding south on Granite Drive from Sierra 
Meadows Drive and then east on Rocklin Road to Sierra College would save 
approximately 8 minute of running time.  At present, an average of 16 passenger-trips 
are served on this loop.  In addition, planned additional development in the vicinity of 
the I-80/Sierra College Boulevard interchange will increase ridership potential. While the 
Taylor Road Shuttle also serves this loop, this is currently only provided every other 
hour, and requires long waits between the routes at Sierra College.  As discussed below, 
the option of converting the Taylor Road Shuttle to fixed route could significantly 
improve connections between a truncated Lincoln-Sierra College Route and the Rocklin 
Commons/Rocklin Crossing commercial area. 

 
If either of these options were pursued and the existing Roseville Route S eliminated, the net 
increase in ridership generated by PCT service to the Santucci Justice Center would be 
approximately 10 passenger-trips per day.  As this is less than the ridership loss on either of 
these route reductions, the net impact would be a loss of ridership. 
 
Extend Roseville Route S to the Public Defender’s Office 
 
Service between the Justice Center and Public Defender’s Office could also be provided by 
extending Roseville Transit Route S service north of the Justice Center to the Public Defender’s 
Office.  Reflecting the intermittent need for this service, it would best be offered on an on-call 
basis, requiring a call to the dispatch office at least 15 minutes prior to the scheduled time.  This 
would add approximately 1 hour of in-service time per day and an additional 10 vehicle-miles 
per day.  Assuming all these hours and miles are “charged” to Placer County by the City, the 
total cost over 242 annual days of service would be $12,800.  A rough estimate of the additional 
ridership generated by this extension would be 2,000 passenger-trips per year. 
 
The Roseville Transit vehicle would need some means of making a U-turn along Placer 
Corporate Drive to return to Industrial Avenue.  As there is no block of public streets along 
Placer Corporate Drive, in the short-term this would require an agreement with one of the 
private property owners to allow use of a parking aisle between two driveways.  In the long-
term, a roundabout could be installed along Placer Corporate Drive (such as at Technology 
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Way) or a U-turn “jughandle” drive could be constructed in the empty parcel on the northwest 
corner of Sunset Boulevard and Placer Corporate Drive. 
 
PCT Lincoln-Sierra College Service to the Public Defender’s Office 
 
The Placer County Public Defender’s office is located at 3785 Placer Corporate Drive, which is 
the road connecting Sunset Boulevard in the westbound direction with Industrial Avenue to the 
north.  Because of the barrier median on Sunset Boulevard at the Placer Corporate Drive 
intersection (due to the close proximity of the SR 65 signals and resulting traffic queues), the 
southbound approach of Placer Corporate Drive to Sunset Boulevard is a right turn only.  
Moreover, there are no available public street blocks in the vicinity to allow a bus to turn 
around on public right-of-way.  As a result, it is not possible to directly provide access to this 
location in the southbound direction without the use of private driveways.   
 
The most feasible short-term means of providing a southbound stop would be to establish a 
stop on the west side of Industrial Avenue just to the south of the existing Placer Corporate 
Drive intersection signal.  This would require a bus pullout, as well as a sidewalk to the 
intersection and the provision of Walk/Don’t Walk indicators at the signal.  This would provide a 
relatively short (less than 600’) walk to the office, with a protected crossing of Industrial 
Avenue1. 
 
Half-Hourly Lincoln-Sierra College Route Service 
 
A common suggestion among riders of the Lincoln-Sierra College Route is for more frequent 
service on weekdays. Given the current ridership patterns, this could best consist of ten 
additional daily round trips, starting at 7:30 AM in Lincoln and ending with a 4:30 AM Lincoln 
departure / 5:30 PM Sierra College departure.  This would require two additional buses in 
operation (a total of four).  The impact on marginal annual operating costs would be $426,800.   
 
In addition to providing more travel choices for passengers making trips along the Lincoln-Sierra 
College Route, this would also improve transfer opportunities for travel to and from Auburn.  At 
Sierra College, a Lincoln-Sierra College bus arriving/departing around 30 after the hour would 
reduce the transfer wait from the westbound Auburn-Light Rail bus from the existing 43 
minutes down to 13 minutes, and would reduce the transfer in the opposite direction (to the 
eastbound Auburn-Light Rail bus) from the current 40 minutes down to 10 minutes.  This takes 
30 minutes off of the time required to complete a trip between Lincoln and Auburn, in both 
directions.  The additional runs would not improve on existing transfer times for travel to/from 
the east, nor would they improve transfer times at the Galleria. 
 

                                                           
1
 Another option would be to provide a stop on South Loop Road (the connector roadway opposite Placer 

Corporate Drive) just south of Sunset Boulevard.  However, the pedestrian route from this stop to the office via the 
southbound ramp signal would be one third of a mile, and pedestrians would be tempted to cross busy Sunset 
Boulevard at an unprotected location. 
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Based on an elasticity analysis, this improvement would increase ridership by an estimated 
27,500 passenger-trips per year, generating an increase in fare revenues of $19,500.  Overall 
operating costs would be increased by $407,300 per year, and capital costs would also be 
incurred for the two additional buses. 
 
Changes in the Span of Service 
 
A review of existing ridership patterns as well as public comment indicate the following 
potential options for changes in the hours or days of Lincoln-Sierra College Route service: 
 

 One Additional Weekday Evening Run in Each Direction – At present, the final weekday 
evening run occurs at 7:00 PM in both the southbound and northbound directions.  One 
additional run in each direction starting at 8:00 PM (including service to downtown 
Lincoln) would provide additional options for early evening activities, and provide 
additional connections to the Auburn-Light Rail route.  These additional runs would 
increase operating costs by $44,600 per year.  Ridership, based on the existing route 
ridership by run and evening ridership on similar services, would be increased by an 
estimated 2,300 passengers per year.  Including the additional fare revenue, subsidy 
requirements would be increased by $43,000 per year. 
 

 7:00 AM Saturday Runs – Starting service an hour earlier on Saturdays would increase 
operating costs by $9,500 per year.  Considering the relative ridership on other similar 
transit systems operating this early on Saturdays as well as the lack of transfer 
opportunities, this additional service would only serve an estimated 300 passenger-trips 
per year.  Annual subsidy would be increased by $9,300 per year. 
 

 Sunday Service: Same Service Plan as Saturday – When asked what would most 
increase ridership, one-third of Lincoln-Sierra College Route ridership answered Sunday 
service.  Sunday service would be a relatively expensive undertaking, as it would require 
additional dispatcher staff and would also disproportionately increase the driver shift 
scheduling and associated number of drivers.  This would increase costs by a minimum 
of $109,200, assuming that two buses are used to replicate the Saturday span of hourly 
service.  Ridership would be limited, due to the lack of connecting transit services, and is 
estimated to be 4,100 passenger-trips per year. 
 

 Sunday Service: One Bus – Given the low efficiency of a two-bus Sunday service, 
another option would be to operate one bus providing service on an every-two-hour 
frequency.  This would reduce driver and mileage costs, but would still incur the 
additional dispatcher costs.  As a result, costs would still be $62,400 per year, while 
ridership would be reduced to an estimated 2,400 per year 

 
 
 



PCT Short Range Transit Plan                              LSC Transportation Consultants, Inc. 

Placer County Transportation Planning Agency  Page 27 

 

 

TNC Service in Areas of Rocklin Currently Unserved 
 
The current Lincoln-Sierra College fixed route serves many higher density residential areas and 
commercial/institutional centers in Rocklin, but does not provide transit service within a five-
minute walk of most Rocklin residents.  Only an estimated 32 percent of residents are currently 
served by the fixed route.  While this figure is higher for some high-transit-potential groups (45 
percent of low income households and 41 percent of zero-vehicle households), it is lower for 
others (only 24 percent of seniors and 11 percent of teenagers).  The Rocklin/Loomis Dial-A-
Ride offers service throughout Rocklin to all, but a review of records indicates that very few 
general public make use of this service (other than students) probably due to the advance 
reservation requirements, long travel times and limited hours. 
 
Because of the dispersed nature of the portions of Rocklin not currently along the fixed route, 
adding new fixed routes would be very inefficient.  A more effective means of expanding 
mobility may be to establish a subsidy program for TNC service for trips within Rocklin.  As 
discussed above, this would provide a discount code that passengers would provide when 
booking their ride.  While the total trip cost would vary by distance and time of day, the specific 
discount could be adjusted to roughly provide a cost to the passenger equal to the price of a 
PCT fixed route trip.  For instance, a typical UberX trip within Rocklin has a total cost of 
approximately $8 to $9 on average.  Subsidizing  80% of the cost of a ride up to a maximum of 
$7.00 would yield an overall average cost to the rider comparable to the current $1.25 PCT fare.  
Alternatively, a lower percent subsidy could be set to reduce the overall cost of the program.  
The availability of the Rocklin/Loomis Dial-A-Ride addresses the issue that TNC companies are 
not equipped or trained to fully address ADA passenger service.  Requirements for drug and 
alcohol testing could be avoided by providing a choice of services (potentially including local 
cab companies).   
 
An estimate of the ridership and subsidy costs associated with this option can be found by a 
review of the Go Dublin program in Dublin, California.  This program serves a similar area, 
providing subsidy for rides on three services (Uber POOL, Lyft Line, and DeSoto Cab) at a 50% 
rate up to a maximum of $5.  This program is subsidizing approximately 15,000 trips per year, at 
an average subsidy of $2.80 per trip.  Dividing the number of trips by the population of Dublin 
yields a trip rate of 0.3 trips per capita per year.  Multiplying this rate by the current Rocklin 
population yields an estimate of 20,000 Rocklin trips per year, if subsidized at the 50 percent 
rate.  This would require a total subsidy of roughly $85,000 per year.  Administrative and 
monitoring costs would also be incurred. 
 
There are a range of policy issues that would need to be defined before a TNC subsidy program 
is established, such as the appropriate subsidy rate.  In addition, other parameters could be 
defined to reduce the cost and/or focus the program, such as restricting the hours the subsidy 
is available to existing transit service hours, or focusing only on travel to or from transportation 
hubs.  The interest of the TNC or local cab companies would also need to be established. 
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Expand the Dial-A-Ride Service Area 
 
At present, the western boundary of the Rocklin/Loomis Dial-A-Ride area is the western limits 
of Rocklin (although trips to/from the portion of Roseville northeast of SR 65 and nearby 
commercial centers are also served).  The area along Industrial Avenue just to the west in 
unincorporated Placer County (as discussed above) currently is not served with Dial-A-Ride, 
though activity centers in this area do generate a modest level of requests for service.  One 
option would be to expand the existing Dial-A-Ride area westward to include this corridor.  
Given the uses in the area and the DAR trip patterns in the adjacent DAR service areas, a 
reasonable estimate of ridership generated in this area is approximately 8 passenger-trips per 
weekday, or a total of 2,100 trips per year. 
 

 
 
The cost implications of this alternatives are a function of the available capacity of the existing 
Rocklin/Loomis DAR program to accommodate new trips.  Operator manifest logs for several 
days were evaluated to identify the typical boardings in each hour of service as well as the 
number of vehicles in operation, as shown in Table 8.  In addition, the detailed passenger pick-
up and drop-off times were analyzed to identify the number of additional trip requests in the 
expansion area that could be accommodated with the existing vehicles.  As shown, over most of 
the day there is adequate available capacity to accommodate the additional trips2.  However, 
there are periods between 3:00 PM and 6:00 PM with no available capacity.  Given this, an 
estimated three additional vehicle-hours per weekday would be needed to serve these new 
trips.  This could be accomplished by extending the hours of the existing fleet, rather than 

                                                           
2
 It is important to note that service times can be (and often are) negotiated as much as an hour from the initial 

passenger request. 

TABLE 8: Weekday Passenger Boardings and Vehicles in Operation per Hour
PCT Dial-A-Ride Services
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Rocklin/Loomis DAR

Boardings 2.5 3 3 1.5 2.5 1.5 3 1.5 1.5 6.5 2 3 2 0

Vehicles in DAR Service 1 2 2 2 2 2 2 2 1.5 1 2 1 1 1

Available Additional Trip Capacity 0.5 0.5 1 1.5 2.5 2.5 1.5 3 2 0 0.5 0.5 0 1

Lincoln DAR

Boardings 3 2.5 2.5 2.5 1.5 2.5 3 4 2.5 1 0.5 0.5 0.5 0.5

Vehicles in DAR Service 1 1 1 1 1 2 2 2 2 1 1 1 1 1

Available Additional Trip Capacity 

During School Run Times
-- 1 -- -- -- -- -- -- -- 1 -- -- -- --

Highway 49 DAR

Boardings 1.5 2 4.5 4.5 1.5 4.5 3.5 2 2 4 4 1.5 1.5 0 0 37

Vehicles in DAR Service 1 1 2 2 1 3 3 3 2 2 2 1 1 0.5 0.5

Available Additional Trip Capacity 1 1.5 2 3 1 4 4 6 2 2 2.5 1 1.5 1.5 1.5 34.5 plenty of capacity to accommodate expansion

Source: Contractor Operator Manifests for 4/17/18 and 4/18/18
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requiring additional vehicles.  Including the additional vehicle-mile related costs, this option is 
estimated to increase annual operating costs by $25,100 per year.  Subtracting the additional 
passenger fares, subsidy needs would be increased by $23,500 per year.   
 
This additional capacity could also be useful in addressing the growth of Dial-A-Ride demand 
that can be expected to accompany new development in Rocklin.  It could also allow capacity 
for longer trips between Rocklin and Lincoln to reduce the need to transfer between the two 
DAR programs. 
 

LINCOLN AREA ALTERNATIVES 
 
The existing Lincoln Circulator service consists of a single vehicle operating an hour-long route 
from 6:40 AM to 6:35 PM on weekdays, and from 8:20 AM to 4:14 PM on Saturdays.  In 
addition, three school tripper runs (open to all passengers but scheduled to serve middle school 
and high school bell times) are operated on school days on a truncated route, requiring 33 to 36 
minutes of running time apiece. 
 
Review of Existing Ridership Patterns 
 
As a basis for evaluating service alternatives, it is useful to review the data collected on this 
service.  Note that this review focuses only on the regularly scheduled service, and excludes the 
tripper runs. 
 
Passenger Activity by Stop 
 
The single busiest stops are 12 Bridges Library (where most transfers to and from the Lincoln-
Sierra College Route occur) and Wilson Park (serving Twelve Bridges Middle School), both with 
35 passenger boardings or alightings.  This is followed closely by 3rd St/F St. (Walmart) with 30 
passengers.  Summarizing passenger activity by area indicates that many portions of the 
existing route generate relatively strong ridership: 
 
 12 Bridges/Wilson Park    35 percent of passenger activity 
 Ferrari Ranch Road W. of Lincoln Blvd 25 percent 
 Area West of Downtown   19 percent 
 Downtown     16 percent 
 
The only areas of the existing route with low observed ridership is the Lincoln Hills Town Center 
(Safeway) and the area northeast of downtown, both with 1 passenger per day. 
 
Passenger Activity by Time of Day 
 
Weekday ridership by time of day is concentrated in the 6:40 AM run (with 22 percent of daily 
ridership, or 24 passengers on average) and the 2:40 PM run (with 24 percent of daily ridership 
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or 27 passengers per weekday).  The remainder of the runs on weekdays carry between 5 and 
12 percent of daily ridership.  Saturday ridership is only 30 percent of average weekday 
ridership, and shows relatively even ridership between the 8:20 AM run and the 2:20 PM run 
(all of which carry between 11 and 13 percent of daily ridership), with only approximately 2 
passengers on the last Saturday run.  
 
Onboard Survey Results 
 
The onboard passenger surveys conducted as part of this study yielded a total of 58 passenger 
responses on the Lincoln Circulator.  All 12 runs over the course of a weekday were surveyed.   
These surveys indicate the following: 
 

 72 percent of the passengers traveling to their boarding stop by walking. An additional 9 
percent transferred from the Lincoln-Sierra College PCT route, 9 percent got dropped 
off, 5 percent bicycled or rode a scooter, and 2 percent each drove or used a 
wheelchair. 
 

 Half of the passengers reported they were making a round-trip on the Circulator, while 
the other half were traveling one-way. 
 

 Fully 45 percent of passengers were traveling to education, consisting of 21 percent for 
high school, 19 percent for elementary or middle school, and 5 percent for college.  An 
additional 21 percent were traveling for work, 12 percent for shopping, 9 percent for 
personal business, 7 percent for recreational/social purposes, and 7 percent for multiple 
purposes. 
 

 Passengers are generally pleased with the service.  On a scale of 1 (poor) to 4 
(excellent), passengers on average ranked the overall service quality at 3.5, with 65 
percent indicating a 4.  The highest average score was given for “ease of transfers” while 
the lowest score of 3.3 was given for “areas served”. 
 

 Lincoln Circulator riders tend to use the service frequently, with 72 percent using it 2 to 
5 days a week, 26 percent using it more than 5 days a week, and 2 percent using it once 
a week. 
 

 Passengers get transit information by largely “low tech” means, with 36 percent 
indicating they use the printed guide or schedule, 31 percent asking the bus driver, 22 
percent using the internet and 11 percent relying on family or friends. 
 

 When asked what they think would most increase ridership, the most popular response 
was “more frequent service” (27 percent), followed by more routes/extended service 
area (19 percent), later evening service (18 percent), Sunday service (15 percent), 
additional Saturday service (12 percent) and newer buses (8 percent) 
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On Time Performance 
 
At present 71 percent of stops were observed to be operated within the on-time performance 
window (not early and not more than 5 minutes late), while 18 percent operated 6 to 10 
minutes late, 4 percent operated 10 to 14 minutes late, and 6 percent were served ahead of the 
schedule.  The fact that 22 percent of stops are served late indicates that there is no existing 
time within the current hourly schedule to accommodate an expansion of the existing route, 
and that any new extension would either require elimination of existing service or provision of 
a second vehicle. 
 
Revise the Route to Better Serve Northwest Lincoln 
 
One option would be to revise the route west and east of downtown, in order to shift the route 
to serve new areas to the northwest.  This revised route is shown in Figure 3.  As indicated, 
regular service northeast of downtown and to Lincoln Hills Town Center (each of which only 
generated 1 passenger-trip over a full day of surveys) would be eliminated.  Instead, the 
running time would be used to extend service from the current westernmost point on R Street 
an additional ½ mile to Fuller Lane.  In addition, service could be provided further north on R 
Street (to 6th Street) on the way eastbound back to Lincoln Avenue and Walmart.  On-demand 
stops would be established at the current stops at Lincoln Hills Town Center and on East Street 
south of 7th Street.   
 
The resulting route would be 13.5 miles in length, which is 1.0 mile shorter than the current 
route.  The route revision would provide new service to approximately 800 additional homes 
(within a 5-minute walk).  Based on current per-household transit trip rates, this would increase 
annual ridership by an estimate 2,200 passenger-trips per year.  The reduction in mileage would 
reduce annual operating cost by $3,300 while fare revenues would increase by $1,600, yielding 
a net reduction in operating subsidy of $4,900. 
 
Serve Sun City Lincoln Hills 
 
Sun City Lincoln Hills, along Del Webb Boulevard, consists of 6,783 homes over five square miles 
of eastern Lincoln.  It is not served by the current route.   The main clubhouse is approximately 
1.2 miles from the nearest existing stop, and would require approximately 8 to 10 minutes to 
serve.  There is not sufficient time in the existing route to serve this additional stop, and the 
reductions in the existing route discussed above would not provide sufficient time.  As a result, 
the existing route would either need to be significantly reduced (impacting an existing high 
ridership area), the schedule would need to be extended beyond an hour (substantially 
reducing the service quality and ability to transfer to the Lincoln – Sierra College PCT route), or 
an additional bus would need to be operated.  This latter option would increase overall 
operating cost by an estimated $285,000 per year (if operated over the same span of service as 
the existing Circulator route).   
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The ridership potential, moreover, is limited due to the low density land use pattern, the 
demographic characteristics, and the availability of other private shuttle options.  As an 
example, the ridership at the Roseville Transit system stop serving the Sun City Roseville 
development (with 3,110 homes) generates only 12 passenger-trips per day.  The cost 
effectiveness of a new route to accommodate service to Sun City Lincoln Hills would be very 
low.  This option is therefore not considered further. 
 
Changes in Operating Hours 
 
The ridership pattern by run of the Lincoln Circulator indicates that the existing hours of 
operation are appropriate.  While on weekdays the first run of the day is one of the busiest 
runs, much of this is generated by school activity, which would not be better served by an 
earlier run.  At the end of the weekday service day, the last run (5:40 PM) has relatively strong 
ridership, with a substantial number of transfers from the Lincoln-Sierra College Route, but not 
enough to indicate the need for a later run.  The relatively modest Saturday ridership, which is 
generally consistent over the existing 8:20 AM – 4:14 PM span of service, indicates no need to 
modify the hours of operation on Saturday. 
 
Lincoln DAR Capacity 
 
As part of this study, the operation of the Lincoln Dial-A-Ride service was reviewed.  Specifically, 
the current practice of using the DAR vehicles to provide school tripper runs was reviewed, to 
assess whether this strategy is impacting the services ability to accommodate passenger 
requests.  This strategy avoids the substantial costs associated with adding a third driver during 
these limited period, though it is not allowable if it results in a pattern of trip denials for 
persons with disabilities.  In Fiscal Year 2016/17, a total of 159 trip denials were recorded.  This 
is equal to a rate of 1.8 percent, or slightly more than 1 denial every other service day.  To 
assess this, operator manifests were reviewed to identify if the single DAR vehicle available 
during the two daily school tripper service periods had capacity to accommodate additional 
trips.  As shown in Table 8, in both periods there was capacity to avoid denials.  This indicates 
that the current school tripper is not currently generating a pattern of trip denials (at least at 
current levels of DAR demand). 
 

AUBURN AREA ALTERNATIVES 
 
Highway 49 Route 
 
Review of Existing Ridership by Segment 
 
The Highway 49 Route serves Auburn Station along with activity centers along the SR 49 
corridor north of the City of Auburn, along with service to the Auburn Airport area (which is 
within the City).  The southern portion of the route consists of a direct two-way route along SR 
49 and Nevada Street, south of Atwood Road.  To the north, the route consists of a series of 
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one-way loops, designed to serve areas along both sides of the highway and to serve internal 
trips in this northern area.  The overall route is 23.4 miles (round trip), and is scheduled to be 
operated in 48 minutes southbound and 43 minutes northbound.  With layovers (at Auburn 
Station and Chana Park), hourly service is provided by two vehicles operating two-hour-long 
round-trips.   
 
A resident living near Sapphire Drive and Garnet Way, for example, has a 36 minute trip to 
Auburn Station and a 40 minute return trip, equivalent to an average speed of 5.7 miles per 
hour for a trip that typically takes only 10 minutes by car.   
 
To evaluate options to streamline this route, the ridership generated by the various individual 
loops were evaluated, based on the survey data.  As shown in Table 9, the following two loops 
were found to have low utilization: 
 

 
 

 The Airport Loop (along Locksley Lane, Earhart Avenue, New Airport Road and Bell Road, 
excluding the Target stop) generated only 10 passenger-trips over the course of the day, 
with 20 of the 27 runs of the loop not serving any passengers.  (Of these 10 passenger 
boardings/alighting, 8 are at the NID stop near Seniors First, and only 2 are at 
Earhart/Rickenbacker.)  This loop requires approximately 9 minutes to operate in the 
southbound direction and 11 minutes in the northbound direction.   
 

 The other loop with low ridership is the Professional Drive Loop, where 19 of the 27 
individual runs did not serve any passengers and only 13 passengers were served over 
the course of the day.  In particular, only 2 passengers were served in the southbound 
direction, leaving 11 of the 13 southbound runs not serving any passengers.   

Loop On Off

Total 

On/Off

Runs With Zero 

Boardings or 

Alightings

Total Runs 

Surveyed

Percent of Runs 

with No On/Off

Southbound

Richardson Dr./Quartz Dr. Loop 28 0 28 4 13 31%

Professional Dr. Loop 0 2 2 11 13 85%
Airport Loop 2 0 2 11 13 85%

Dewitt Center Loop 13 13 26 4 13 31%

Northbound

Dewitt Center Loop 2 27 29 5 14 36%
Professional Dr. Loop 4 7 11 8 14 57%

Airport Loop 2 6 8 9 14 64%
Richardson Drive Loop 0 18 18 6 14 43%

Source: Onboard surveys conducted on Wednesday Dec. 6 and Thursday Dec. 7, 2017. Excludes passengers served as part of 

travel by other buses between Dewitt Center and Auburn Station.

Number of Runs

TABLE 9: Evaluation of Ridership Activity by Loop on Highway 49 Route
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Reduce Highway 49 Route to a Single Bus 
 
A reduced Highway 49 Route was evaluated that would eliminate the Airport Loop in both 
directions (while serving Target in both directions), serve the Professional Drive Loop only in the 
northbound direction, and eliminate the southbound diversion off of SR 49 to serve the Quartz 
Drive area (serving this area in the northbound direction and providing all layover time at 
Auburn Station).  The resulting route is 15.6 miles in length.  Excluding any layover or recovery 
time, it would take approximately 69 minutes to operate.  As reducing the service frequency to 
more than one hour would significantly reduce the quality of service, a one-bus service plan for 
Highway 49 area is not a viable alternative. 
 
Revised Highway 49 Route Configuration 
 
Per the previous discussion, maintaining the existing hourly headway require two buses in 
operation.  Simply operating more direct routes, however, would not provide a schedule of 
convenient transfers to/from the Auburn/Light Rail PCT route or the Auburn Transit routes, all 
of which operate hourly.  Assuming a minimum of 10 minutes of layover every two hours, each 
bus would have approximately 40 minutes of excess layover time every two hours, which would 
be inefficient.  Three options were considered to reconfigure the Highway 49 service, assuming 
two buses in operation.   
 
Auburn Station – Dewitt Route and North Auburn – Luther Road Route 
 
One option would be to operate one bus on a limited route connecting Dewitt Center with 
Auburn Station, with the second bus operating a second route serving the northern portion of 
the existing route (as reduced above), Dewitt Center, and a new route segment along Luther 
Road between SR 49 and Bowman Road.  This would provide new service along Luther Road 
(including the Woodside Village MHP in the unincorporated county and single family homes 
both in Auburn and unincorporated areas).  While this would generate a modest level of 
additional ridership, this option would also require all passengers between the area north of 
Bell Road and Auburn Station to transfer to the shorter route in order to travel to/from Auburn 
Station.  This transfer and associated wait time would be a significant detriment to the roughly 
2/3 of North Auburn passengers traveling to/from Auburn Station.  As a result, this route 
(without a direct connection to Auburn Station) would perform very poorly.  This option is 
therefore not considered to be feasible. 
 
Auburn Station – Dewitt Express Route and North Auburn – Auburn Station Route 

 
Under the second option, the two buses could be used to operate two routes that both serve 
Auburn Station, as shown in Figure 4 and described below: 
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 One route (perhaps the “Dewitt Express”) that connects Auburn Station with Dewitt Center, 
via Nevada Street, SR 49 and Atwood Drive.  It would also serve the Bel Air. This route 
would be 7.5 miles in length and can be operated per the current schedule in 25 minutes.  It 
is therefore feasible to operate half-hourly service with one vehicle, while providing 10 
minutes of layover time per hour.  One negative of this is that the second schedule time 
each hour at Auburn Station would not have any connecting service other than the Taylor 
Road Shuttle (unless half hourly service is provided on the Auburn Light Rail PCT route, or 
changes are made to Auburn Transit routes). 

 

 The second bus would be used to operate a route connecting Auburn Station with the 
northern portion of the existing Highway 49 service area, excluding any service into Dewitt 
Center.  This route would be 11.7 miles in length and would take approximately 47 minutes 
to serve one route trip, providing roughly 13 minutes of layover every hour at Auburn 
Station.3  

 
As shown in Table 10, this route option would not change the annual vehicle-hours of operation 
(assuming that all existing span of service continues to be operated), but would increase annual 
mileage by approximately 12,000.  As a result, annual marginal operating costs would be 
increased by an estimated $14,900 per year4.   
 

 
 
 

 
 

                                                           
3
 If running time is not sufficient on one or the other route, it would be possible to pair these two routes, with 

individual buses operating two runs of the shorter route and one run of the longer route every two hours to 
provide driver break time. 
4
 This cost could be effectively eliminated if the shorter route were to start operation a half-hour later, which may 

be appropriate as there is no connecting service at Auburn Station at 6:30 AM on weekdays or 9:30 AM on 
Saturdays. 

TABLE 10: PCT Highway 49 Alternatives Service/Cost Analysis
Annual

Marginal

Hours Miles Runs Days/Yr Hours Miles Runs Days/Yr Hours Miles Hours Miles Cost

EXISTING

Existing Hwy 49 2.00 23.4 13 248 26 304 8 53 16 187 7,296 85,363 $591,900 2

Revised Fixed Routes

Dewitt Express 0.50 7.5 26 248 13 195 16 53 8 120 3,648 54,720 $310,800 1

North Auburn 1.00 11.7 13 248 13 152 8 53 8 94 3,648 42,682 $296,000 1

Total 26 347 16 214 7,296 97,402 $606,800 2

Net Change 0 12,038 $14,900

Eliminate 6PM NB, 6PM SB and 7PM NB Runs 2.00 23.4 -1.5 248 -3 -35 0 0 0 0 -744 -8,705 -$60,400 0

Sunday Service -- Hourly 2.00 23.4 0 0 0 0 8 53 16 187 848 9,922 $79,400 2

Sunday Service -- Every 2 Hours 2.00 23.4 0 0 0 0 4 53 8 94 424 4,961 $45,000 1

Expansion of Hwy 49 DAR to Bowman Area -- -- 7 248 0 42 3 53 0 18 0 11,370 $1,000 0

Peak 

Buses

Run Parameters Weekday Service Saturday Service(1) Annual
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Ridership would be impacted in three ways: 
 

 Riders on the southern portion of the existing route between Dewitt Center/Belair and 
Auburn Station would benefit from the more frequent service.  The ridership impact can be 
evaluated using an “elasticity analysis.”  Elasticity analysis is a standard means of assessing 
the ridership impact of a change in existing service. Based upon the principals of 
microeconomics, it considered the proportionate change in ridership compared with the 
proportionate chance in service or fare factor (in this case, the effective travel time), as 
observed in similar transit services that have observed ridership changes associated with 
changes in the service factor in the past.  Applying this methodology to the existing 
ridership would indicate an increase of 7,400 passenger-trips per year.  However, at least in 
the short run the benefit of more frequent service would be limited by the lack of 
connecting service at Auburn Station at the bottom of the hour.  This increase was 
therefore cut in half, to an estimated 3,700 passenger-trips per year. 
 

 Riders traveling between the southern portion of the existing route and the northern 
portion (but not traveling to Dewitt Center or the airport) would benefit from the reduction 
in travel times.  Based on existing travel patterns and an elasticity analysis, this factor is 
estimated to increase ridership by 4,000 passenger-trips per year. 
 

 Riders to and from the airport would be eliminated, estimated at 900 per year. 
 

In total, this realignment would increase ridership by an estimated 6,900 per year, equivalent to 
13 percent of existing Highway 49 ridership.   As summarized in Table 11, these additional riders 
would generate on the order of $4,900 in additional revenue, yielding a net increase in 
operating subsidy of $10,000 per year. 
 

 
 
 
 

TABLE 11: PCT Highway 49 Corridor Service Alternatives Summary

Alternative

Service 

Hours

Service 

Miles

Operating 

Cost Ridership

Fare 

Revenues

Operating 

Subsidy
-- --

0 12,038 $14,900 6,900 $4,900 $10,000 0

Reduced Evening Runs -744 -8,705 -$60,400 -2,200 -$1,600 -$58,800 0

Sunday Service: Hourly 848 9,922 $79,400 4,300 $3,100 $76,300 0

Sunday Service: Every 2 Hours 424 4,961 $45,000 2,600 $1,900 $43,100 0

0 11,370 $1,000 1,800 $1,300 -$300 0

Change In Annual Service
Change in 

Peak 

Buses

Revised Route:Dewitt Express & 

North Auburn Routes

Expansion of Hwy 49 DAR to Bowman 

Area
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Auburn Station – Dewitt – Luther Road Route and Auburn Station – North Auburn Route 
 
The final route option considered is similar to the previous option, except that the bus 
providing half-hourly Auburn Station – Dewitt service would instead operate a route from 
Auburn Station to Dewitt, Bel Air and then south on SR 39 and east on Luther Road to Bowman 
Road, then returning back along the same route to Bel Air, Dewitt and Auburn Station.  This 
would add service along Luther Road (while reducing service frequency between Dewitt Center 
and Auburn Station), but would be too long to operate within an hourly headway.  This option 
is therefore infeasible. 
 
Modification of Hours of Service 
 
The passenger activity by hour and by day of week were reviewed, which indicates that the 
current “span of service” is generally appropriate.  As there is a substantially lower ridership on 
the weekday 6 PM runs and the northbound 7 PM run (a total of approximately 9 passenger-
trips over all three runs), the elimination of these runs was considered.  This would reduce the 
marginal operating cost by $60,400 per year.  Ridership would be reduced by an estimated 
2,200 per year.  Including the loss of $1,600 in fare revenues, the net impact on operating 
subsidy would be $58,800.  The biggest impact on ridership would probably be the loss of the 
ability to commute home to residences in North Auburn for those persons working traditional 
day shifts. (Tables 10 and 11) 
 
Sunday Service  
 
Similar to the majority of transit services in smaller communities, the Highway 49 route does 
not operate on Sundays.  Sunday service, however, is a popular request among passengers.  In 
the onboard surveys conducted as part of this study, 26 percent of PCT ridership indicated that 
Sunday service was the improvement that would most likely increase transit ridership.  To 
assess this potential improvements, two options were considered: 
 

 Sunday service could be provided identical to Saturday service (with two buses 
providing hourly service).  In addition to the standard hourly and mileage-related costs, 
a dispatcher (assumed to cost $25 per hour) would need to be on duty for all hours of 
operation.  As a result, the annual cost of this option would be $79,400 per year.  Based 
on the observed ratio of Sunday to Saturday ridership in similar smaller Northern 
California transit services, this service would carry approximately 4,300 passenger-trips 
per year. (Tables 10 and 11) 
 

 Alternatively, Sunday service could be operated using a single bus providing service 
every two hours.  To accommodate religions services, this bus would operate from 8:00 
AM to 4:00 PM.  Including the additional dispatcher staff costs, this option would cost 
$45,000 per year.  Considering the relatively low convenience of every-other-hour 
service, this option would carry only approximately 2,600 passenger-trips per year.  
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Including passenger fares, this option would increase subsidy needs by $43,100 per 
year. (Tables 10 and 11) 

 
Expansion of Highway 89 Dial-A-Ride Service Area 
 
Door-to-door service in the northern Auburn area is complicated by the geography of the 
Auburn city limits and the requirements of the Americans with Disabilities Act.  The Highway 49 
Dial-A-Ride is generally consistent with (meets or exceeds) ADA requirements that paratransit 
service be provided for all ADA eligible passengers within a ¾ mile distance from a fixed route 
(in this case, the Highway 49 Route).  This includes areas that are with the Auburn city limits, 
including most areas north of I-80, and east of Auburn along Luther Road as far east as Matson 
Drive.  Within the remainder of Auburn, however, door-to-door trips are provided by the 
deviation ability of the two Auburn Transit routes.  As discussed separately in the Auburn 
transit study document, this is a cost-effective means of meeting transit needs in Auburn, as it 
avoids the costs associated with operation of a separate paratransit service. 
 
These limitations on paratransit service result in limitations for persons needing paratransit 
service in the broader Auburn / North Auburn area.  In particular, there is no direct paratransit 
service to the Bowman area (including the Raley’s Center).  The Highway 49 DAR service area 
could potentially be expanded to serve this area. Specifically, the area east of the existing 
service area and east of the Auburn City limits, south of Bell Road, and northwest of the edge of 
the American River Canyon was considered.   Based on the relative population of the existing 
service area to this service area, the ridership generated by this expansion would be an 
estimated 1,800 passenger-trips per year (or 7 passenger-trips per weekday).  Table 8 presents 
an evaluation of the existing Highway 49 DAR program, showing the typical hourly ridership, 
vehicles in operation and available capacity.  As shown, in each hour there is available capacity 
to accommodate additional passenger-trips.  Overall, the additional 20 percent demand for 
service could be accommodated without the need to add vehicle-hours, though additional 
vehicle-miles would be operated.  These additional miles would increase annual operating cost 
by a relatively modest $1,000 per year.  As the additional passenger-trips would generate an 
estimated $1,300 in additional fares, annual subsidy requirements would be reduced by roughly 
$300. (Tables 10 and 11) 
 

TAYLOR ROAD SHUTTLE  
 
The Taylor Road Shuttle serves the areas between Sierra College and Auburn.  A contractor 
operates one vehicle from 6:35 AM to 8:25 PM on weekdays, and from 8:35 AM to 6:25 PM on 
Saturdays.  Every two hours, two 40-minute one-way runs are operated between Auburn 
Station and Sierra College, along with a 17-minute Campus Shopping Loop that connects the 
Sierra College stop with Rocklin Commons (Target) and Rocklin Crossing (Walmart).  The 
remaining 23 minutes in every two-hour cycle are layover and break time.  In addition to 
serving fixed stops on a schedule, deviation requests (within ¾ mile of Taylor Road) are also 
accommodated.   
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Ridership totals just under 9,200 one-way passenger-trips per year.  On average, 2.3 passenger-
trips are served per hour (or 4.6 per two-hour loop), which is the lowest productivity among the 
PCT routes.  As a result of this low productivity, this service required $30.61 in subsidy per 
passenger-trip in FY 2016/17, second-highest (behind the Colfax/Alta Route). 
 
In assessing alternatives, it is also useful to review the ridership patterns and characteristics 
identified through the on-board surveys: 
 

 More than half of the passengers are traveling to or from Sierra College (or transferring 
at Sierra College). On the runs surveyed, 17 out of a total of 29 passengers boarded or 
alighted at Sierra College (58 percent).  In comparison, only 8 were boarding or alighting 
at Auburn Station.  The other relatively substantial area of ridership was Loomis (15 trip-
ends).   Assuming that minimum number of passengers requested deviations on both 
ends of their trip, 57 percent of passengers requested a deviation. 
 

 The Campus Shopping Loop portion of the route generated 4 passenger-trips, while the 
remainder of the route generated 22.  This equates to 1.8 passengers per vehicle-hour 
on the Campus Shopping Loop versus 2.5 on the remainder of the route. 

 

 Of the 20 passengers completing a survey, 13 walked to their boarding stop, 6 
transferred from other services and one got dropped off. 
 

 Twelve were traveling round-trip on the PCT bus, while eight were making 1-way trips. 
 

 Seven were adults age 19 to 59, five were seniors age 60 and above, while one was a 
teenager and one was between 6 and 12. 
 

 When asked how they would have made the trip without the PCT service, eight said they 
would not have made the trip, five would have been driven by a family member or 
friend, one would have driven, and one would have hitchhiked. 
 

 When asked the main purpose of the trip, seven (35 percent) were traveling for high 
school or college, five were shopping or on personal business, three were traveling for 
work, , two were traveling for recreational/social purposes, and two were traveling for 
“multiple purposes”.  Overall, 60 percent were traveling for work or school, indicating 
that they are on a fixed schedule, while the remainder have flexibility in their schedule. 
 

 In response to the question “What do you think would most increase ridership?” the 
most comment responses were more frequent service (8), Sunday service (5) and later 
service (1).  One respondent also asked for hourly service, and another requested a 3:05 
PM departure from Del Oro High School. 
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Eliminate the Campus Shopping Loop 
 
One option would be to eliminate the Campus Shopping Loop, and operate the Taylor Road 
Shuttle on a 90-minute frequency rather than a 120-minute frequency using a single vehicle5.  
Assuming no change in the span of service, 18 one-way runs could be operated compared to 
the 14 operated today.  This could result in a modest increase in ridership due to the more 
frequent service.  However, much of the existing Campus Shopping Loop ridership (an 
estimated 1,400 passenger-trips per year) would be eliminated.  The Rocklin Community 
Development Department also indicates that substantial additional commercial development is 
expected to occur over the next five years around the I-80/Sierra College Boulevard 
interchange, including a Costco and other retail in the northeast quadrant of the interchange 
and a restaurant-oriented center in the southwest quadrant.   
 
In addition, an 80-minute schedule frequency would mean that Taylor Road Shuttle services 
would not be coordinated with Auburn-Light Rail service at Sierra College.  On balance, this 
option would reduce overall ridership while not significantly changing operating costs.  It is 
therefore not considered further. 
 
Hourly Service 
 
A strong detriment to ridership on the existing Taylor Road Shuttle is the two-hour service 
frequency, which requires passengers to often endure long waits.  One straightforward way to 
improve service frequency would be to operate a second bus to result in hourly service on the 
existing route.  As shown in Table 12, this would increase annual operating costs by $111,400 
per year.  The increased frequency and consistency of service would increase annual ridership 
by an estimated 4,100 passenger-trips per year.  Including the additional fare revenues, 
operating subsidy would be increased by $108,700, as shown in Table 13. 
 

 
 

                                                           
5
 The Rocklin Commons shopping center would be served by a loop in both directions from Sierra College 

Boulevard. 

TABLE 12: PCT Taylor Road Shuttle Alternatives Service/Cost Analysis
Annual

Marginal

Hours Miles Runs Days/Yr Hours Miles Runs Days/Yr Hours Miles Hours Miles Cost

Provide Hourly Service 2.00 33.9 6 248 12 204 4 53 8 136 3,400 57,686 $111,400 1

Fixed Route Service with TNC

Fixed Route 1.00 19.3 14 248 14 271 10 53 10 193 4,002 77,331 $132,000 1

TNC Service Average of $9.00 per Passenger-Trip $40,500

Total $172,500

Existing Service 2.00 33.9 7 248 14 238 5 53 10 170 4,002 67,900 $131,200 1

Net Change 0 9,431 $41,300

Eliminate Last Weekday Run 2.00 64.0 -1 248 -2 -64 0 0 0 0 -496 -15,884 -$16,900 1

Expand Deviation Area to 1.5 Miles 2.00 28.8 6 248 12 173 4 53 8 115 3,400 49,016 $110,700 1

Run Parameters Weekday Service Saturday Service(1) Annual Peak 

Buses
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Reduce Taylor Road Shuttle to Sierra College – Penryn 
 
Another means of providing hourly service would be to reduce the Taylor Road Shuttle deviated 
fixed route to that area that can be served on an hourly schedule by a single vehicle and serves 
the largest proportion of existing ridership.  Per the existing schedule, this consists of the route 
between Sierra College and Penryn, with elimination of the Campus Shopping Loop.  The 
onboard surveys and boarding/alighting surveys, however, indicate that only half of the existing 
passenger-trips are within this this corridor, while the other half consists largely of passengers 
traveling through Penryn, or a few making trips between Auburn and Newcastle. As examples, 
some passengers living in the Newcastle or Ophir areas use the service to travel to/from Del 
Oro High School or Sierra College.  Without any other change in service, this alternative would 
eliminate service to half of existing riders (approximately 4,300 passenger-trips per year).   
 
One means of addressing this loss of service may be to expand the area of the Highway 49 Dial-
A-Ride to also include the Taylor Road corridor between Auburn and Newcastle.  As the 
Highway 49 Dial-A-Ride is only serving 1.5 passenger-trips per vehicle-hour at present, the 5 to 
7 additional passenger-trips per day that would need to be served can probably be 
accommodated within the existing program.  However, this would only provide service for 
these passengers to/from Auburn.  While it would be possible to complete existing trips using 
this service, the Auburn/Light Rail Route and potentially the remaining Taylor Road Shuttle, 
travel times would be significantly increased, leading to the loss of many of these existing 
riders.  Considering this loss of riders, the additional riders generated between Sierra College 
and Penryn due to the increased frequency, and the loss of College Shopping Loop passengers, 
the overall impact of this option would be to reduce ridership by an estimated 2,500 passenger-
trips per year.  As this alternative would reduce ridership but not result in any reduction in 
operating costs, it is not considered further. 
 
Convert the Taylor Road Shuttle to Fixed Route with TNC Service for Deviation Requests 
 
Another option would be to operate the Taylor Road Shuttle as a fixed route using a single 
vehicle that provides hourly service between Sierra College and Newcastle, with on-call request 
stops in Ophir.  Without deviations, a longer corridor could be served, as shown in Figure 5. This 

TABLE 13: PCT Taylor Road Shuttle Service Alternatives Summary

Alternative

Service 

Hours

Service 

Miles

Operating 

Cost Ridership

Fare 

Revenues

Operating 

Subsidy

Hourly Deviated Fixed Route Service 3,400 57,686 $111,400 4,100 $2,700 $108,700 1

Hourly Fixed Service with TNC (1) 0 9,431 $41,300 3,000 $5,000 $36,300 0

Eliminate Last Weekday Round Trip -496 -15,884 -$16,900 -700 -$500 -$16,400 0

Expand Deviation Area to 1.5 Miles 3,400 49,016 $110,700 4,900 $3,300 $107,400 1

Note 1: Excludes miles, hours and vehicles associated with TNC service, and assumes no change in deviation passengers.

Change In Annual Service
Change in 

Peak 

Buses
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route would be 18.8 miles per round-trip, extending up to 22.2 to serve on-call requests in 
Ophir.  Layover time would occur in Newcastle, to accommodate the one to two times per day 
that Ophir would need to be served.  This route could accommodate an estimated 63 percent 
of all existing Taylor Road Shuttle riders. 
 
The existing passengers requesting deviations that would not be served by this fixed route (37 
percent of existing passengers) would instead be served through a TNC contractor.  As 
discussed above, an agreement between Placer County and one or more TNC companies could 
allow residents in the corridor to request a TNC ride to destinations within the corridor 
(including trips to Sierra College or Auburn Station for transfers to other services)6.  Transit 
funding would be used to subsidize these trips, so that the cost to the passenger would be 
similar to current fares.  The hours that this subsidy would be available would be limited to the 
current Shuttle hours of service.   
 
The total cost of this subsidy would depend on rates charged by the TNC companies and the 
passenger trip lengths.  At present, a review of typical Taylor Road Shuttle passenger trips using 
the Uber online fare estimator (www.uber.com/fare-estimate/) indicates that the typical (non-
surge) rate for trips in the corridor is on the order of $9.00.  Assuming no change in total 
demand for deviation trips (and for trips to/from Auburn Station not served by the fixed route), 
this would cost $40,500 per year in TNC fees.  Subtracting the existing fare revenues generated 
by deviation trips ($3,000 per year), the TNC subsidy under this scenario would be $37,500 per 
year.   
 
There is the potential under this alternative that the demand for subsidized TNC rides could 
greatly increase from the existing Taylor Road Shuttle demand, as residents of the area can be 
expected to find the option of a $1.25 (or $0.60 for elderly/disabled/youth) TNC ride to be a 
more attractive option than an every-two-hour bus service.  This in turn could greatly increase 
the subsidy required for the TNC service.  Some manner of limitation on availability of the TNC 
service would be necessary, such as (1) service only to/from a PCT bus stop location or (2) 
service to general public riders only beyond ½ mile walk distance of a fixed route stop.  
 
The additional PCT route mileage would increase fixed route operating costs by an estimated 
$700 per year.  Overall, ridership would be increased by 3,000 passenger-trips per year 
(assuming no change due to TNC service).  Total costs would be increased by $41,300 per year, 
while subsidy requirements would increase by $36,300 per year.  Actual implementation of this 
alternative would require (1) additional surveying of existing passengers, (2) developing specific 
operating parameters to define the TNC service in a manner that addresses passenger needs 
while controlling subsidy requirements, (3) working with one or more TNC service (or 
traditional cab service) to arrange financial and monitoring practices, and (4) addressing the 
requirement for complementary ADA service. 
 
                                                           
6
 Accommodation would have to be made to serve ADA passengers within ¾ mile of the fixed route, either through 

ADA-compliant TNC vehicles or through traditional paratransit service.  
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Eliminate the Last Weekday Round Trip 
 
Ridership on the last round trip of weekday service (the 6:35 PM westbound departure, the 
7:20 PM Campus Shopping Loop, and the 7:45 PM eastbound departure) is only 2 passengers 
per day, and has declined 33 percent since Fiscal Year 2011/12.  Eliminating these runs would 
reduce operating costs by $17,000 per year.  Considering that some of the existing passengers 
would be able to use earlier runs while others would not make round-trips (reducing ridership 
in the remaining service day), the overall impact of eliminating this run would be a loss of 700 
annual one-way passenger-trips.  Including the loss in farebox revenue, this alternative would 
reduce operating subsidy requirements by $16,400. 
 
Increase Deviation Service Area 
 
A common request is to expand the boundaries of the Taylor Road Shuttle area beyond the 
current 3/4 mile from the route up to 1.5 miles.  As discussed in detail in the Placer County 
Rural Transit Study, providing the running time to accommodate the increase in deviation 
requests (and the longer time needed for the new requests) would require the operation of a 
second vehicle.  While this second vehicle would not serve the Campus Shopping Loop (in order 
to provide time for deviation requests), this would provide the opportunity to provide hourly 
service frequency (as discussed above) as well as to serve a broader area. 
 
This option would increase annual operating cost by an estimated $110,700 per year.  Overall 
ridership, considering both the benefit of hourly service and the expanded service area, would 
be increased by 4,900 per year.  It would be reasonable to charge a higher fare for persons 
requesting deviations in the expanded area, reflecting the additional cost of serving these trips.  
Assuming a 20 percent higher fare for the longer deviations, the overall increase in fare revenue 
would be $3,300 per year, resulting in a net increase in subsidy requirements of $107,400. 
 

GRANITE BAY AREA ALTERNATIVES 
 
How best to serve the relatively small mobility needs of the Granite Bay portion of 
unincorporated Placer County has long been an issue.  The current service plan is the provision 
of Dial-A-Ride service on weekdays from 9 AM to 11 AM, and again from 2 PM to 4 PM, for an 
area defined by Sierra College Boulevard on the west, Olive Ranch Road on the north, Folsom 
Lake on the east and the county line on the south.  This requires a PCT van to travel from 
Auburn to the service area when there is a ride request to be served.  Ridership served by this 
service is very limited, totaling only 261 one-way passenger-trips over FY 2016-17 (or just over 1 
trip per service day).  As a result, this service is very inefficient, requiring 928 vehicle-hours and 
1,642 vehicle-miles and a total operating cost of $66,724 (or $292 per passenger-trip).  Three 
service alternatives were considered, as discussed below. 
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Roseville Fixed Route Extension 
 
One option would be to extend the existing Roseville Transit Route L service from its current 
easternmost point at Sierra College Boulevard/Douglas Boulevard eastward to Auburn Folsom 
Road, making a loop around Auburn Folsom Road, Eureka Road and Barton Road before 
returning westbound on Douglas Boulevard.  As discussed in more detail in the Placer County 
Rural Transit Study, this would require operation of an additional Roseville Transit bus.  If 
hourly service were provided over twelve hours on weekdays, this would have a marginal cost 
(excluding any overhead costs) impact of $90,400 per year.  In addition, ADA paratransit service 
would need to be operated, adding an additional 430 vehicle hours of service.  At a marginal 
cost of $24,900 for the paratransit service, the overall marginal costs for Roseville service to 
Granite Bay would be $115,300 per year.   
 
This alternative is estimated to generate 11,800 passenger-trips per year in Granite Bay, or 
roughly 11,500 over the current ridership.  However, this excludes the loss of existing Route L 
ridership that would be impacted by the additional running time to complete some trips (those 
not directly along Douglas Boulevard).  Capital costs would also be incurred for an additional 
bus as well as for new bus pullouts and stops.  Considering the cost implications, limited 
ridership potential, and impacts on existing Roseville Transit services, this option is considered 
to be infeasible and is not considered further. 
 
Roseville Dial-A-Ride Expansion 
 
Another option would be to expand the Roseville Transit DAR service area to encompass the 
existing Granite Bay DAR service area, under an agreement by which Placer County 
compensates the City for the additional service costs.  Service would be provided over the 
current Roseville DAR hours (5:45 AM – 10:00 PM weekdays, and 8:00 AM – 5:00 PM on 
weekends).  This additional span of service would expand ridership by an estimated 580 annual 
passenger-trips.  Serving the total of 850 passenger-trips would require 816 vehicle-hours and 
12,900 vehicle-miles per year, incurring a marginal operating cost increase of $48,800 per year 
as shown in Table 14. 
 

 

TABLE 14: PCT Granite Bay Service Alternatives Summary

Alternative

Service 

Hours

Service 

Miles

Operating 

Cost Ridership

Fare 

Revenues

Operating 

Subsidy

Existing Service 928 1,642 $63,900 270 $300 $63,600 1

816 12,897 $48,800 850 $1,000 $47,800 0

Net Change -112 11,255 -$15,100 580 $700 -$15,800 -1

-- -- $7,700 850 $1,000 $6,700 --

Net Change -- -- -$56,200 580 $700 -$56,900 -1

Change In Annual Service Change in 

Peak 

Buses

Expand Roseville DAR

Transportation Network Company 

Subsidy
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This option has the advantages of avoiding the need to establish bus stops.  Roseville Transit’s 
fleet has the capacity to accommodate these additional trips in the short run, though it would 
be appropriate for the City’s fees to the County to include a proportionate costs for vehicle 
replacement.  This option also has the benefits of being easier to incorporate into the existing 
Roseville Transit services, and expanding the hours of service available to Granite Bay residents. 
 
Transportation Network Company Service 
 
The subsidized use of Transportation Network Company services (such as Lyft or Uber) could 
replace much of the Granite Bay DAR service.  There is a sufficient existing level of TNC drivers 
in this area to effectively serve the existing passengers that do not require specialized service 
due to disability.  Typical existing Uber fares within Granite Bay and to/from nearby 
destinations in Roseville are on the order of $9.  Subtracting the average fare per passenger of 
$1.12, the subsidy required to serve a trip at no change in cost to the passenger is on the order 
of $7.88.  If the 850 passenger-trips generated by the Roseville DAR expansion were to be 
served, the overall costs would be on the order of $7,700 per year.  Subtracting the estimated 
$1,000 in fares paid by the passenger, the subsidy required would be approximately $6,700 per 
year, or fully $56,900 lower than the current Granite Bay DAR annual operating costs. 
 
Additional PCT administrative staff time would be required to establish and administer this 
program.  This option also raises the potential for demand to increase dramatically, resulting in 
much higher subsidy requirements.  Requiring passengers to enroll in the program prior to 
riding and placing limitations on the geographic area and hours of trips served may be 
necessary to ensure that costs are controlled.  As TNC service does not specifically 
accommodate all persons with disabilities, some paratransit trips would still need to be 
operated7.  Additional surveys of Granite Bay passengers would be needed to define specific 
desirable characteristics of a subsidized TNC service.  Overall, however, this alternative has a 
high potential to greatly reduce costs while also increasing mobility options among Granite Bay 
residents. 
 

RURAL AREA ALTERNATIVES 
 
The following presents alternatives regarding services in rural portions of Placer County.  Note 
that options for Placer County Express service to Clipper Gap and Colfax are evaluated in the 
section below focused on Placer County Express. 
 
Colfax/Alta Route 
 
The Colfax/Alta Route (Route 40) provides two round trips between Alta and Auburn Station 
(one from 7 AM to roughly 9 AM, and a second from 3:15 PM to roughly 5:15 PM) on weekdays 

                                                           
7
 In the survey of overall PCT DAR passengers, 15 percent indicated that they used a wheelchair and 24 percent 

indicated that they used DAR because disability limited their ability to use fixed route service. 
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only.  As a basis for assessing alternatives, it is useful to review the ridership patterns and 
characteristics: 
 

 Much of the ridership is traveling to or from Auburn Station.  On the runs surveyed, 13 
out of a total of 26 passengers boarded or alighted at Auburn Station.  Other relatively 
busy ridership areas are Colfax (6 passenger trip-ends), other areas of Auburn (6), 
Weimar (5) and Alta (4), with the remainder of the boardings and alighting scattered 
along the service corridor. 
 

 Of the twelve respondents answering the question of where they live, seven indicated a 
location in unincorporated Placer County, four indicated within Colfax city limits, and 
one indicated within Auburn city limits. 
 

 Ridership is roughly evenly split between the AM run (14 surveyed passengers) and the 
PM run (12 surveyed passengers). 
 

 The large majority of riders (23 out of 26) ride “down the hill” on the AM run or up the 
hill on the PM run.  Of the three trips in the off-peak direction, two were generated by a 
morning deboarding at Weimar School and an afternoon boarding at the same location. 
 

 Of the 15 passengers completing a survey, 8 walked to their boarding stop, 6 got 
dropped off, and one drove. 
 

 Six were traveling round-trip on the PCT bus, while 9 were making 1-way trips. 
 

 Seven were adults age 19 to 59, five were seniors age 60 and above, while one was a 
teenager and one was between 6 and 12. 
 

 Four passengers reported they were employed, an additional four were students, two 
were retired  
 

 When asked how they would have made the trip without the PCT service, eight said they 
would not have made the trip, five would have been driven by a family member or 
friend, one would have driven, and one would have hitchhiked. 
 

 When asked the main purpose of the trip, three (20 percent) were traveling for work, 
three were traveling for school or college, three were shopping, two were traveling for 
recreational/social purposes, and one each were traveling for medical purposes or for 
“multiple purposes”.  Overall, the six that were traveling for work or school indicate that 
just under half of those answering this question can be assumed to have a fixed 
schedule, while the remainder have flexibility in their schedule. 
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 In response to the question “What do you think would most increase ridership?”, the 
most comment responses were more frequent service (5), Sunday service (5) Saturday 
service (4), and later service (3) 

 
Mid-Day Run 
 
The current Alta/Colfax schedule requires passengers to spend a minimum of 6.25 hour in the 
Auburn area (or beyond).  This can be a detriment to ridership among persons wishing to make 
a short trip, such as for shopping or a medical appointment – particularly among seniors who 
find a full day of travel to be a challenge.  As discussed above, many of the existing passengers 
are not tied to a full-day schedule, such as for work or school.  One option would be to provide 
a mid-day run on one or more days per week, to provide for shorter trips away from home.  For 
example, an 11 AM departure from Auburn Station with a 12 Noon return trip from Colfax 
would provide the opportunity for a two-hour stay in Auburn in the morning, or a 2.25 hour 
stay in the afternoon (longer stays would be possible in combination with the Placer County 
Express runs earlier and later in the day).  At a minimum, this could be offered one day a week, 
such as a Tuesday, with a promotion to identify this day as “shopping day”8.  Considering the 
current route ridership, the ridership characteristics and the response to increased service 
frequency in similar rural services, this improvement if implemented one day a week would 
increase ridership by an estimated 700 passenger-trips per year.  As shown in Table 15, this 
service would increase overall operating costs by $9,900 per year.  Subtracting the additional 
fare revenue, Table 16 indicates that the annual operating subsidy needs would be increased by 
$9,400 per year. 
 

 
 

If service were offered on additional days of the week, costs would increase proportionately.  
For instance, service three days a week would incur an annual operating cost of $28,500.  
Ridership would be increased by an estimated 1,700 per year, resulting in a subsidy increase of 
$27,300.  It should be noted that this service could potentially be initiated as a demonstration 
project using California’s Low Carbon Transit Operations Program (LCTOP) funding for up to 
four years. 

                                                           
8
 If this day happens to fall on a holiday, the service would be shifted to another day for that week. 

TABLE 15: PCT Rural Alternatives Service/Cost Analysis
Annual

Marginal

Hours Miles Runs Days/Yr Hours Miles Runs Days/Yr Hours Miles Hours Miles Cost

Colfax/Alta Mid-Day Run -- 1 Day/Week 2.00 46.2 1 52 2 46 0 0 0 0 104 2,400 $9,900 0

Colfax/Alta Mid-Day Run -- 3 Days/Week 2.00 46.2 1 150 2 46 0 0 0 0 300 6,923 $28,500 0

Revise Colfax/Alta to 3 Runs/Day, 3 Days/Week 2.00 46.2 -1 52 -2 -46 0 0 0 0 -104 -2,400 -$9,900 0

Foresthill Lifeline -- 1 Day/Week 2.00 41.4 2 52 4 83 0 0 0 0 208 4,306 $19,200 0

Sheridan Lifeline -- 1 Day/Week 2.00 30.5 2 52 4 61 0 0 0 0 208 3,172 $20,400 0

Run Parameters Weekday Service Saturday Service(1) Annual Peak 

Buses
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Three Runs a Day on Three Days a Week 
 
Another means of providing mid-day service that would not increase funding requirements 
would be to operate three runs a day, but on only three days per week.  This would reduce the 
weekly number of runs from the current 10 to 99.  Annual operating costs would be reduced by 
$9,900.  Ridership impacts would consist of three factors: 
 

 A majority of existing ridership currently riding for school or work would stop using the 
transit service entirely (though some would ride on the days service is available). 
 

 Some existing passengers riding for other trip purposes with more flexibility would 
cease using the service, though most would shift their travel to the remaining days of 
service. 
 

 The ridership generated by mid-day service three days per week would occur, as 
discussed above. 

 
Overall, this option is forecast to reduce annual ridership by 700 passenger-trips per year, due 
to the loss of student and commuter riders. The net impact would be a reduction in operating 
subsidies of $9,400 per year. 
 
Foresthill Lifeline Service One Day a Week 
 
“Lifeline service” is defined as limited service to remote rural areas, intended to provide at least 
a minimum of access to urban services such as medical facilities, shopping and social service 
programs10.  At a minimum, these services consist of two runs on one day a week.  This may be 

                                                           
9
 This would result in an operating plan similar to that of the Yuba-Sutter Transit’s Foothill Route, which connects 

Marysville with the rural communities of Brownsville and Challenge three times per day on three days a week. 
10

 Additional discussion can be found in the Placer County Rural Transit Study, prepared by LSC for the PCTPA in 
2016. 

TABLE 16: PCT Rural Route Service Alternatives Summary

Alternative

Service 

Hours

Service 

Miles

Operating 

Cost Ridership

Fare 

Revenues

Operating 

Subsidy

104 2,400 $9,900 700 $500 $9,400 0

300 6,923 $28,500 1,700 $1,200 $27,300 0

-104 -2,400 -$9,900 -700 -$500 -$9,400 0

Foresthill Lifeline -- 1 Day/Week 208 4,306 $19,200 900 $2,300 $16,900 1

Sheridan Lifeline -- 1 Day/Week 208 3,172 $20,400 400 $800 $19,600 1

Revise Colfax/Alta to 3 Runs/Day, 3 

Days/Week

Colfax/Alta Rt Mid-Day Service 1 Day 

per Week
Colfax/Alta Rt Mid-Day Service 3 

Days per Week

Change In Annual Service Change in 

Peak 

Buses
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an appropriate service model to serve the 1,340 residents of the Foresthill community.  
Specifically, a route could be operated between the Foresthill Community Center and Auburn 
Station, via Foresthill Road and Lincoln Way.  This vehicle would operate on a deviated basis, 
providing door-to-door service within ¾ mile of the route, and scheduled to arrive in Auburn at 
10 AM and depart at 2 PM. This service would incur an annual operating cost of an estimated 
$19,200 per year.  Based on per-capita ridership generated by similar lifeline services in 
California, approximately 900 passenger-trips per year would be carried (9 round-trips per day).  
Assuming a fare of $2.50 per one-way trip, $2,300 in fare revenues would be generated.  The 
annual operating cost for this service (including deadhead costs) would be $19,200 per year, 
resulting in a subsidy increase of $16,900 per year. 
 
Sheridan Lifeline Service One Day a Week 
 
The Placer County Rural Transit Study identified Sheridan as another community in rural Placer 
County not served by public transit that could merit lifeline service.  This would operate 
between the Sheridan Post Office and the Twelve Bridges transfer point in Lincoln, providing 
access to shopping and medical facilities in Lincoln along the way.  It would be timed to provide 
service arriving at 12 Bridges at 10 AM, and departing at 1 PM.  The annual operating cost of 
this service would be $20,400, assuming that the driver operates out of the Lincoln corporation 
yard and is paid for two hours of layover time each service day at $25 of total cost per hour.  
Ridership on this service, considering the population of Sheridan and typical per-capita rates for 
similar services, is 400 passenger-trips per year.  Assuming a $2.00 fare, fare revenue would be 
$800 per year, resulting in a subsidy requirement of $19,600 per year. 
 
New Service Areas 
 
The Sunset Area Plan district, including Placer Ranch, encompasses almost 14 square miles of 
unincorporated land west of SR 65 between Lincoln and Roseville.  As proposed, it could include 
a California State University satellite campus of up to 25,000 students, 5,800 residential units, 
high density commercial development, employment centers and schools.  While the California 
Environmental Quality Act review process has been initiated, significant development 
warranting new transit service is not currently expected to occur within this SRTP period.  
Nevertheless, one factor to consider in evaluating the service alternatives along the SR 65 
corridor is how they could ultimately coordinate with new services west of the existing 
development in the area.  As plans in the area become more concrete, there will be the need 
for a transit master plan that considers circulator service within the Sunset Area, connections to 
Roseville and Lincoln, as well as commuter connections to the remainder of the Sacramento 
Metro Area.  
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COMMUTER SERVICE ALTERNATIVES 
 
Summary of Regional Commuter Services 
 
As background information for the evaluation of Placer County Express alternatives, it is 
worthwhile to review the overall services providing commuter transit service from western 
Placer County into downtown Sacramento, specifically the PCE service and the Roseville Transit 
commuter service.   
 
Table 17 presents a summary of the two systems as a whole.  As shown, in total the services 
carry roughly 208,000 passenger-trips per year, consisting of approximately 2/3 on Roseville 
Transit and 1/3 on PCE.  The quantity of service totals 9,490 vehicle-hours and 343,466 vehicle-
miles of service annually, at approximately the same splits.  Total operating costs in FY 2016/17 
were just over $1.7 million, of which slightly more than half was for PCE service.  The 
productivity of the two services are very similar, at 22.3 passengers per vehicle-hour of service 
for PCE and 21.7 for Roseville Transit, for an overall figure of 21.9.  Costs for PCE on a per-hour 
and per-passenger basis are substantially higher than for Roseville’s commuter program. 
 

 
 

Overall annual ridership trends over the last ten years are shown in Table 18.  The region as a 
whole carried a peak of 225,212 commuter passengers in FY 2014/15, with a slight decline over 
the most recent years.  By system, the Roseville program has dropped only 4 percent, while PCE 
has dropped by 12 percent. 
 
A comparison of fares on the two programs is shown in Table 19.  The base one-way cash fare 
from Rocklin/Roseville is slightly less on PCE ($4.25) than for non-residents on Roseville Transit 
($4.50), though the resident fare on Roseville Transit is lower ($3.25).  Similarly the cost of a 
PCE monthly pass from the Roseville/Rocklin area ($131.25) is between the Roseville 30-day 
Pass for non-residents ($110) and residents ($155). 
 

Table 17: Western Placer Commuter Service Summary

Ridership

Vehicle 

Hours

Vehicle 

Miles

Operating 

Cost

Pax per 

Hour

Pax per 

Mile

Operating Cost 

per Hour

Operating Cost 

per Pax

Roseville Transit 137,102 6,327 242,187 $837,296 21.7 0.57 $132.34 $6.11

PCT Commuter 70,677 3,163 101,279 $865,744 22.3 0.70 $273.74 $12.25

Total 207,779 9,490 343,466 $1,703,040 21.9 0.60 $179.46 $8.20

Source: FY 2016-17 data from individual operators.

Annual Data Performance Measure
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Fiscal Year

Roseville 

Commuter (1)

Placer County 

Express Total

FY 08/09 107,088 77,120 184,208

FY 09/10 109,584 75,098 184,682

FY 10/11 126,214 80,093 206,307

FY 11/12 128,824 83,114 211,938

FY 12/13 128,570 80,636 209,206

FY 13/14 130,448 81,782 212,230

FY 14/15 144,445 80,767 225,212

FY 15/16 134,880 78,722 213,602

FY 16/17 139,084 70,677 209,761

% Change from FY 

08/09 to FY 16/17
30% -8% 14%

% Change from FY 

14/15 to FY 16/17
4% 12% 7%

Note 1: Includes Game Day Express Ridership

Table 18: Western Placer Commuter Services 

Ridership Trends

Table 19: Western Placer County Commuter Service Fares

Colfax / Clipper 

Gap

Auburn / Penryn 

/ Loomis

Rocklin / 

Roseville Sacramento

Cash One-Way $5.75 $4.75 $4.25 $4.25

Monthly Pass $178.50 $147.00 $131.25 --

Connect One-Way $5.75 $4.50 $3.70 $3.70

Non-Resident Resident

Reverse 

Commuter

Single Fare $4.50 $3.25 $3.25

10-Ride Pass $45.00 $32.50 $32.50

30-Day Pass $110.00 $155.00 $110.00

Roseville Transit 

Commuter/Capital 

Corridor Monthly Pass

$110.00 $155.00 --

Source: Individual websites.

Placer County Express

Roseville Transit
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Table 20 provides an overall summary of scheduled services, organized by the time that 
downtown Sacramento is served.  This table also presents the average daily ridership on each 
of the runs.  A review of this information indicates the following: 
 

 
 A total of 14 AM trips and 14 PM trips are provided on Mondays through Thursdays, 

with two less AM and one less PM trips on Fridays.  While PCE AM arrivals in downtown 
Sacramento are concentrated between 7:00 AM and 7:50 AM, Roseville Transit serves a 
wider span between 6:01 AM and 8:18 AM.  In the afternoon, the first departure (on 
Roseville Transit) occurs at 3:31 PM, with the first PCE departure not occurring until 4:31 
PM.  The last departure time on both services occurs around 5:30 PM.  

 

TABLE 20 : Combined Existing Commuter Schedules and Daily Ridership by Run
    In Order of Downtown Service Times

AM

Stop

Rsvl Bus 

1(1)

Rsvl Bus 

2

Rsvl Bus 

3

Rsvl Bus 

4
PCE Bus 1

Rsvl Bus 

5
PCE Bus 2

Rsvl Bus 

7

Rsvl Bus 

6(1)

Rsvl Bus 

8
PCE Bus 3 PCE Bus 4

Rsvl Bus 

10

Rsvl Bus 

9

Average Daily Riders 13.6 34.8 26.2 35.9 40.5 34.6 40.3 17.9 20.6 30.5 36.8 34.6 28.4 30.5

Colfax Depot -- -- -- -- 5:20 -- 5:40 -- -- -- 6:18 -- -- -- 3

Clipper Gap PnR -- -- -- -- 5:32 -- 5:52 -- -- -- 6:30 -- -- -- 3

Auburn Station -- -- -- -- 5:42 -- 6:03 -- -- -- -- 6:37 -- -- 3

Penryn PnR -- -- -- -- 5:55 -- 6:15 -- -- -- 6:45 -- -- -- 3

Loomis Station -- -- -- -- 5:59 -- 6:19 -- -- -- -- 6:53 -- -- 3

Rocklin Station -- -- -- -- 6:06 -- 6:26 -- -- -- -- 7:00 -- -- 3

Foothills/Junction -- 5:35 6:00 -- -- -- -- -- -- -- -- -- -- -- 2

Mahany PnR -- 5:41 6:07 -- -- -- -- -- -- -- -- -- -- 7:10 3

Roseville Amtrak -- -- 6:17 -- -- -- -- -- -- -- -- -- -- -- 1

Galleria -- 5:51 -- -- -- -- -- -- -- -- -- -- -- -- 1

Louis/Orlando -- -- -- 6:00 -- -- -- -- -- -- -- -- -- -- 1

Cirby/Sunrise -- -- -- 6:04 -- -- -- -- -- -- -- -- -- -- 1

Maidu PnR 5:10 -- -- 6:09 -- -- -- -- -- -- -- -- -- -- 2

Taylor/I-80 PnR 5:17 6:00 -- 6:18 6:15 6:40 6:35 -- 6:45 6:55 7:00 -- 7:18 7:23 11

Saugstad PnR -- -- 6:21 -- -- -- -- 6:50 -- -- -- -- 7:27 7:31 4

Downtown 6:01 6:37 6:58 6:54 7:00 7:16 7:20 7:24 7:30 7:40 7:50 7:50 8:14 8:18 14

    

REVERSE COMMUTE

Galleria -- -- 7:44 -- -- -- -- -- -- -- -- -- -- --

Louis/Orlando -- -- -- 7:24 -- -- -- -- -- -- -- -- -- --

Civic Center -- -- -- -- -- -- -- -- -- -- -- -- -- 9:00

Sierra Gardens -- -- -- -- -- 7:51 -- -- -- -- -- -- -- --

Sierra Gardens -- -- -- -- -- -- 3:50 -- -- -- -- -- -- --

Taylor/I-80 PnR -- -- -- -- -- -- -- -- -- -- -- 4:15 -- --

Galleria -- -- -- -- -- -- -- -- -- -- -- -- 4:37 --

Civic Center -- -- -- -- -- -- -- -- -- -- -- -- 4:47 --

PM

Stop

Rsvl Bus 

1

Rsvl Bus 

2 (1)

Rsvl Bus 

3

Rsvl Bus 

4

Rsvl Bus 

5

Rsvl Bus 

6

Rsvl Bus 

7
PCE Bus 1 PCE Bus 2

Rsvl Bus 

8
PCE Bus 3

Rsvl Bus 

9

Rsvl Bus 

10
PCE Bus 4

Average Daily Riders 23.4 32.8 23.0 31.8 29.7 32.7 29.4 37.0 43.6 23.4 28.9 32.6 18.8 22.2

Downtown 3:31 3:36 3:46 3:57 4:02 4:11 4:26 4:32 4:37 4:41 4:47 4:56 5:26 5:30 14

Louis/Orlando 4:05 -- -- -- -- -- -- -- -- -- -- 1

Taylor/I-80 PnR -- 4:27 4:37 4:38 4:43 4:55 5:10 5:12 -- 5:25 5:27 6:00 6:37 6:10 12

Cirby/Sunrise 4:11 -- -- -- -- -- -- -- -- -- -- -- -- -- 1

Maidu PnR 4:15 -- -- -- -- -- 5:17 -- -- -- -- -- -- -- 2

Saugstad PnR 4:29 -- -- -- -- 5:07 5:32 -- -- -- -- 6:12 6:22 -- 5

Roseville Amtrak -- -- -- -- -- 5:16 -- -- -- -- -- -- -- -- 1

Foothills/Junction -- -- -- -- -- 5:25 -- -- -- -- -- 6:30 -- -- 2

Galleria -- -- -- -- 4:52 -- -- -- -- -- -- -- -- -- 1

Mahany PnR -- -- -- -- 5:02 5:33 -- -- -- -- -- 6:38 -- -- 3

Rocklin Station -- -- -- -- -- -- -- -- 5:17 -- 5:35 -- -- 6:18 3

Loomis Station -- -- -- -- -- -- -- -- 5:24 -- 5:42 -- -- 6:25 3

Penryn PnR -- -- -- -- -- -- -- 5:24 -- -- 5:49 -- -- 6:32 3

Auburn Station -- -- -- -- -- -- -- -- 5:40 -- 6:00 -- -- 6:43 3

Clipper Gap PnR -- -- -- -- -- -- -- 5:39 -- -- 6:12 -- -- 6:55 3

Colfax Depot -- -- -- -- -- -- -- 5:51 -- -- 6:24 -- -- 7:07 3

Downtown Times Shown for P&7th (Roseville) and P&5th (PCE) Other Downtown Stop Times Not Shown

Note 1: Monday to Thursday only.

Daily 

Trips
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 Roseville Transit runs departing around 3:30 PM and 4:00 PM generate substantial 
ridership prior to PCE service. 
 

 Passengers per trip are mostly higher on PCE runs than on Roseville Transit runs, with 
the exception of the two later afternoon PCE runs.  This indicates more need for 
expansion of the PCE service, as well as a need to review service times.  In general the 
highest ridership is seen on AM runs serving work start times around 7:00 AM to 7:30 
AM, and PM run times serving work end times around 4:00 PM, 4:30 PM and 5:00 PM. 

 
Total ridership by stop within Placer County is shown in Table 21.  This shows the concentration 
of passenger activity at the Taylor Road Park-and-Ride (adjacent to Sunsplash), where 61.7 
percent of all passengers board or deboard (463 total trip-ends per day, on average).  The next 
highest location, Rocklin Station with 85 passenger-trip-ends, serves only 11.3 percent.  This 
table also indicates the low ridership generated east of Auburn. 
 

 
 
Finally, the onboard passenger surveys conducted as part of this SRTP can be used to evaluate 
the overall residence location of riders on the combined system.  As shown in Table 22, when 
adjusted to reflect the average daily ridership on the two systems, this analysis indicates that 
just over half of all transit commuters on the two systems live in Roseville (53 percent) followed 

  Average Daily Boarding & Alighting at Stops In Placer County

PCE Roseville Total % of Total

Colfax Depot/Main St 3 -- 3 0.4%

Clipper Gap PnR 6 -- 6 0.7%

Auburn Station/Nevada St 24 -- 24 3.2%

Penryn PnR 14 -- 14 1.8%

Loomis Station 18 -- 18 2.3%

Rocklin Station 85 -- 85 11.3%

Roseville/Taylor Rd PnR 132 332 463 61.7%

Saugstad -- 75 75 9.9%

Mahaney Park -- 28 28 3.7%

Cirby at Sunrise -- 14 14 1.9%

Maidu Community Center -- 10 10 1.3%

Galleria Transfer Point -- 8 8 1.0%

Amtrak -- 5 5 0.7%

TOTAL 280 471 751

FY 2016/17 figures provided by service providers.

TABLE 21 : Western Placer Commuter Service Ridership 

by Stop
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by 20 percent that live in Rocklin  and 3 percent in Lincoln.  Figure 6 also shows the relative 
proportion of residents in each community choosing to use one or the other service.  As 
indicated, 16 percent of Roseville residents choose to use the PCE service, while on the other 
hand 18 percent of Rocklin residents choose to use the Roseville Transit commuter service.  
This data also indicates ridership coming from other counties (such as Nevada County, the 
northern portion of El Dorado County, as well as Citrus Heights in Sacramento County) to use 
the two transit systems.  This data also provides the information on the residential location 
within Roseville of Roseville Transit commuter passengers (by zip code).  As shown, 53 percent 
of these passengers live in the western portion of Roseville (generally west of Foothill  
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Boulevard), 29 percent live in the central portion between Foothill Boulevard and I-80/Rocklin 
city limit, and 18 percent live east of I-80.  This indicates a large number of commuters are 
driving east from their homes to the park-and-ride locations  
 
Additional PCE Runs 
 
The PCE service is operating close to full capacity, with runs frequently at or near full seating 
capacity between Roseville and downtown Sacramento.  This is the case particularly for the AM 
runs arriving downtown around 7:00 AM and 7:30 AM, as well as the run departing downtown 
around 4:30 PM.   Final schedules for new runs would need to be based on more detailed 

Roseville 

Transit PCE Total

Roseville 

Transit PCE Total

Roseville 332 64 396 71% 23% 53%

Western Roseville 177 NA NA 38% NA NA

Central Roseville 97 NA NA 21% NA NA

Eastern Roseville 58 NA NA 12% NA NA

Rocklin 45 108 153 9% 39% 20%

Lincoln 7 19 26 1% 7% 3%

Unincorporated Placer County 2 24 26 0% 9% 3%

Auburn 0 23 23 0% 8% 3%

Sacramento 45 0 45 9% 0% 6%

Citrus Heights 3 0 3 1% 0% 0%

Loomis 7 14 21 1% 5% 3%

Granite Bay 13 0 13 3% 0% 2%

Nevada County 0 6 6 0% 2% 1%

El Dorado County 3 0 3 1% 0% 0%

Colfax 0 5 5 0% 2% 1%

Rancho Cordova 2 0 2 0% 0% 0%

Carmichael 0 0 0 0% 0% 0%

Orangevale 2 0 2 0% 0% 0%

Fair Oaks 2 0 2 0% 0% 0%

North Highlands 0 0 0 0% 0% 0%

Other 10 17 27 2% 6% 4%0% 0%

Total 471 280 751 100% 100% 100%

Source: Onboard passenger surveys, factored by ridership totals.

Transit System

Table 22: Western Placer Commuter Programs Average Daily 

Ridership by Rider Residence

Percent of Total
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surveys of existing passengers.  Below is presented two options that would be appropriate 
given the existing available data. 
 
Two Additional Runs per Day 
 
If one additional run were added in each commute period, the AM run could be operated 
earlier than the current runs, arriving downtown around 6:30 AM to 6:45 AM.  This is 
appropriate given the grown in the period of traffic congestion along I-80, as well as the 
demand for earlier runs reflected in the Roseville Transit ridership by run.  The additional PM 
run could also start earlier than the existing runs, with departures beginning around 4:00 PM. 
 
Given the ridership pattern, these additional runs along the existing route would start and end 
in Auburn (with stops in Roseville and Rocklin).  The cost of these additional runs would total 
$103,900, as shown in Table 23.  In addition to providing additional overall capacity, these runs 
would expand the service times.  An elasticity analysis, in light of the existing PCE ridership and 
the ridership reflected in the various Roseville Transit runs, indicates that these additional runs 
would increase ridership by an estimated 18,300 per year, as shown in Table 2411.  At the 
average fare per passenger, these new riders would increase annual fare revenues by $88,900, 
leaving a relatively modest annual operating subsidy increase of $15,000 per year. 
 

 
 
Four Additional Runs per Day 
 
With four additional daily runs, the runs discussed above could be provided along with a second 
new AM run scheduled to arrive in downtown Sacramento at approximately 7:10 (relieving 
overcrowding on existing Bus 1 and Bus 2 runs) as well as a second new PM run providing an 
earlier departure from downtown around 4:05 PM.  In total, these four new runs would incur 
an annual operating cost of $207,900, and generate an increase of approximately 34,100  
 

                                                           
11

 Note that this figure (and those for other PCE expansion alternatives) assume that there is adequate park-and-
ride capacity to accommodate the new passengers. 

TABLE 23: Placer County Express Service/Cost Analysis
Annual

Marginal

Hours Miles Runs Days/Yr Hours Miles Runs Days/Yr Hours Miles Hours Miles Cost

Eliminate Placer County Express Service East of Auburn and Replace with PCT Colfax/Alta Commuter Runs

PCT Colfax/Alta Commuter Runs (1) 1.33 44.0 2 250 2.66 88 0 0 0 0 665 22,000 $71,400 0

Eliminate PCE Runs E. of Auburn (2) 0.40 44.0 -6 250 -2.4 -264 0 0 0 0 -600 -66,000 -$156,300 0

Net Change 65 -44,000 -$84,900 0

Two Additional PCE Runs per Day 

Auburn -- Sacramento Runs 1.30 39.2 2 250 2.6 78 0 0 0 0 650 19,600 $103,900 1

Four Additional PCE Runs per Day 

Auburn -- Sacramento Runs 1.30 39.2 4 250 5.2 157 0 0 0 0 1,300 39,200 $207,900 2

Four Additional Runs To/From Lincoln 1.25 37.0 4 250 5 148 0 0 0 0 1,250 37,000 $199,000 2

Note 1: Includes deadhead miles and hours to/from Auburn

Note 1: Includes deadhead miles to/from Auburn, but not deadhead hours to/from Auburn (per current contract).

Run Parameters Weekday Service Saturday Service(1) Annual Peak 

Buses
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additional passenger-trips.  Subtracting the resulting fare increase, the net operating subsidy 
impact of these four additional runs would be an estimated $42,200. 
 
PCE Service to Lincoln 
 
Particularly if new runs are added, one possibility would be to start runs in Lincoln rather than 
in Auburn.   As presented in Table 22, 7 percent of existing PCE riders live in Lincoln (compared 
with only 8 percent that live in Auburn).  US Census Longitudinal Employer Household Data 
regarding commute patterns can also be reviewed to assess this option.  As shown in Table 25, 
534 Lincoln residents work in downtown Sacramento, compared with 262 Auburn residents and 
923 Rocklin residents.  Put another way, of all downtown Sacramento workers living in the four 
major western Placer County communities, 16 percent live in Lincoln compared with 8 percent 
that live in Auburn. 
 

 

TABLE 24: PCE Service Alternatives Summary

Alternative

Service 

Hours

Service 

Miles

Operating 

Cost Ridership

Fare 

Revenues

Operating 

Subsidy

650 19,600 $103,900 18,300 $88,900 $15,000 1

1,300 39,200 $207,900 34,100 $165,700 $42,200 2

Four Additional Runs -- Sac to Lincoln 1,250 37,000 $199,000 31,700 $154,100 $44,900 2

65 -44,000 -$84,900 1,500 -$2,700 -$82,200 0

-600 -66,000 -$156,300 -2,100 -$10,200 -$146,100 0

Eliminate Placer County Express 

Service East of Auburn and Replace 

with PCT Colfax/Alta Commuter Runs

Eliminate PCE Runs E. of Auburn

Change In Annual Service Change in 

Peak 

Buses

Two Additional Runs - Sac to Auburn

Four Additional Runs - Sac to Auburn

Residential 

Location Lincoln Roseville Rocklin

Auburn 

Area

Downtown 

Sacramento (2)

Other City of 

Sacramento

Lincoln 1,358 2,192 870 610 534 1,550

Roseville 550 10,440 2,656 394 1,587 5,941

Rocklin 392 4,195 3,093 413 923 3,177

Auburn 132 1,129 479 1,970 262 1,106

Total 2,432 17,956 7,098 3,387 3,306 11,774

Percent of Total by Work location

Lincoln 56% 12% 12% 18% 16% 13%

Roseville 23% 58% 37% 12% 48% 50%

Rocklin 16% 23% 44% 12% 28% 27%

Auburn 5% 6% 7% 58% 8% 9%

Source: US Census, 2016 LEHD

Work Location (1)

Note: As census tracts do not strictly follow city limits, areas indicated do not exactly reflect 

residents of each city. Excludes residents working in other areas.

Note 2: Downtown Sacramento defined as Census Tracts 11, 12,7, 8, currently served by PCE and 

TABLE 25: Summary of Work Locations by Residents of Western 

Placer Communities
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There is a “rule of thumb” in commuter service to provide a minimum of two runs in each 
direction.  This is to avoid the disadvantage to the passenger of locking their daily commute 
pattern into only a single option, and to provide at least some level of flexibility in order to 
accommodate changes in work hours or after-work activities.  It is assumed for this analysis 
that the two additional trips discussed above would start and end in Lincoln, with an 
intermediate stop at Taylor Road Park-and-Ride.  Specifically, the route would serve the existing 
156-space park-and-ride on Industrial Avenue just south of the Lincoln Bypass (which appears 
to be only lightly utilized at present). 
 
This route would be slightly shorter than new runs to/from Auburn, and would incur an annual 
operating cost of $199,000 (assuming no change in costs associated with non-revenue hours 
and miles).  Ridership generated by service to Lincoln can be estimated by calculating the rate 
of commuter transit ridership generated by existing service to Rocklin and Auburn per 
downtown Sacramento commuter, and applying this to the number of Lincoln commuters.  This 
indicates that service to Lincoln would generate approximately 50 one-way passenger-trips per 
day among Lincoln residents (or 25 round-trips), equivalent to 12,200 passenger-trips per year.    
In addition, these runs would generate new passengers in Roseville, for a total of 31,700 
passenger-trips per year.  While this total is slightly lower than the ridership generated by four 
additional one-way trips per day to/from Auburn via Rocklin (34,100), this would open up a new 
service area for the PCE program. 
 
Another, less expensive, option would be to operate one run per day to and from Lincoln, and 
instead provide two service time options by extending two other new runs to serve stops in 
Galleria where connections can be made with the Lincoln-Sierra College local PCT route to/from 
Lincoln.  However, this would add approximately 20 minutes of travel time (if timed correctly) 
in each direction to/from Lincoln as well as approximately 10 minutes to commuters between 
downtown Sacramento and Rocklin or Auburn. 
 
Commute service for Lincoln residents could also be limited to direct service between Lincoln 
and Taylor/I-80 Park-and-Ride, for transfers to the existing PCE service.  However, this would 
only add to the existing overcrowding on PCE buses between Roseville and downtown 
Sacramento, and is thus not feasible. 
 
Service to Other Employment Centers in Sacramento 
 
Providing direct PCE service to other employment centers in Sacramento has long been a 
request among Placer County residents.  There are several factors that make downtown 
Sacramento employers particularly strong generators of transit ridership, and that tend to work 
against the potential for effective PCE service to other areas: 
 

 Paid parking is a strong disincentive to commuting by auto, and indeed is typically found 
to be the single greatest determinate as to whether workers commute by transit.  
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Parking fees in downtown Sacramento range between roughly $135 and $185 per 
month, while many employees in outlying areas of Sacramento do not face parking fees. 
 

 Employer subsidy of transit passes for employees of employers concentrated in 
downtown, particularly Sacramento County and the State of California.  The State will 
cover 75 percent of the cost of monthly passes, up to a maximum of $65 per month.  
While this voucher program is also available to State and County employees at non-
downtown work locations, the proportion of total persons employed in other areas that 
have transit subsidy programs are much less than in downtown. 
 

 The high density of employment sites within a convenient walk distance of a relatively 
short (15 minute) loop makes downtown a particularly efficient area to serve with a 
commuter service.  Commuter services are typically only attractive to ridership if the 
walk between the destination stop and the work site is very convenient.  More suburban 
work locations outside of the downtown typically require long travel times to reach 
individual employers separated by parking areas. 
 

 The work hours for government and office employees in downtown Sacramento are 
highly concentrated in the traditional “white collar” commute periods, allowing transit 
services to be efficiently focused on the busy AM and PM peak periods.  In contrast, 
other areas of Sacramento have a broader mix of employers (such as health care, retail 
and manufacturing) with a broader array of work shifts that increase the cost of service 
a substantial proportion of workers. 
 

For these reasons, commuter services provided by other transit programs in the Sacramento 
area have not proven productive.  In particular, the El Dorado Transit service (which operates a 
successful commuter transit program from El Dorado County into downtown Sacramento) 
operated a commuter service to the Rancho Cordova area (including the Franchise Tax Board) 
for several years.  As this service only generated 5 to 7 passenger-trips per run, it was ultimately 
terminated.  A similar Placer County Transit route serving other employment sites in 
Sacramento would face these same challenges, and is not recommended. 
 
It is worth noting that the Connect Card program now provides more convenient means of 
making transfers in downtown Sacramento to RT services to other employment centers.  It also 
provides greater ability to track transfer activity.  If future review of transfers indicates a strong 
pattern of transfers between PCE and RT routes, the potential for modifications to the PCE 
service to provide trips to other employment sites could be revisited. 

 
Eliminate Placer County Express East of Auburn and Replace with Alta/Colfax Commuter Runs 
 
Placer County Express ridership east of Auburn is very low.  Of the 351 passengers counted, 
only 11 (3 percent) boarded or deboarded the service at Clipper Gap (7) or Colfax (4).  Factoring 
to reflect average daily ridership, this indicates that 3 one-way passenger-trips are generated in 
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Colfax and 6 at Clipper Gap.  All of this ridership was observed on the 6:18 AM westbound run 
and the 4:17 PM eastbound run.  This pattern is further borne out by the results of the onboard 
surveys: of 235 passengers providing data, only 8 (3 percent) indicates that they boarded or 
deboarded at the stops east of Auburn – 5 at Clipper Gap and 3 in Colfax.   
 
The cost of the service east of Auburn Station, however, is high.  Under the current contract, 
Placer County pays the private service contractor (Amador Stage Lines) for the vehicle in-service 
hours operated (which addresses driver costs, dispatch costs and most of the liability costs), as 
well as for all fuel and maintenance costs and a portion of the general liability costs.  Over the 
course of a year this totals an estimate $155,200 in marginal operating costs.   
 
One option would be to eliminate Placer County Express service east of Auburn Station and 
replace it with Colfax/Alta Route runs to providing connecting service at Auburn Station at 6:37 
AM in the westbound direction and at 5:35 PM in the eastbound direction.  These new runs 
could be limited express commuter runs, mimicking the existing PCE schedule.  They could also 
extend to start and end at Dewitt Center to serve some commuters in the Auburn area (arriving 
at Dewitt Center around 6:50 AM and departing at 5:20 PM, though the fact that this schedule 
is designed for a standard work day in Sacramento means that it would not be particularly 
convenient for persons working in Auburn.  Using PCT’s cost model, these runs would cost an 
estimated $73,100 including the deadhead costs. The net impact of this alternative would be a 
reduction in annual costs of $84,900. 
 
Fares, for purposes of this analysis, are assumed to be unchanged for persons transferring 
between the new runs and Placer County Express.  However, the need to transfer in Auburn 
would reduce the attractiveness of the service for existing Colfax and Clipper Gap passengers. 
Of the estimated 2,100 annual passenger-trips, roughly 500 would be eliminated based on 
observed response to the introduction of new transfers on other transit systems.  This in turn 
would reduce existing fare revenues by an estimated $3,100.  On the other hand, the new 
Colfax/Alta runs would generate a modest level of ridership, though as service times are 
designed to accommodate downtown Sacramento commuters they would result in a long work 
day period for Auburn area employees which would reduce the potential ridership.  These 
additional runs would also expand travel opportunities for other trip purposes along the 
corridor, particularly for those residents wanting to stay in Auburn after the existing 3:15 PM 
run.  Overall, these additional runs would increase Colfax/Alta ridership by and estimated 2,000 
per year.  This option would therefore yield a net increase of 1,500 passenger-trips.  As the 
average fare on the new trips is lower than on the eliminated trips, the overall fare revenue 
would be reduced by $2,700, yielding a net reduction in subsidy needs of $82,200. 
 
Eliminate Placer County Express East of Auburn 
 
Another option would be to simply eliminate PCE service between Auburn, Clipper Gap and 
Colfax, with no changes in the Colfax/Alta Route.  This would reduce operating costs by 
$156,300.  Some of the existing passengers using this portion of the service would choose to 
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drive to Auburn Station to continue to use PCE.  While passenger surveys could better define 
this figure, for purposes of this analysis it is assumed that half of the existing passengers would 
drive to Auburn, and the other half cease using PCE. This results in an overall reduction in PCE 
ridership of 2,100.  Considering the loss in fare revenues from the loss in ridership as well as the 
lower fare rate for passengers boarding in Auburn versus Colfax/Clipper Gap, farebox revenues 
would be reduced by $10,200 per year.  Overall reduction in operating subsidy would equal 
$146,100.  
 
COMPARISON OF ALTERNATIVES AND PERFORMANCE ANALYSIS 

Reflecting the different markets and planning processes, this discussion is provided separately 
for the PCT fixed route service options, the PCT dial-a-ride/TNC options and the Placer County 
Express commuter options  

Placer County Transit Fixed Route Alternatives 

Table 26 summarizes the ridership and operating subsidy requirement impacts of the various 
PCT alternatives.  Figure 7 also presents the ridership impacts in graphical terms.  As shown, the 
greatest potential ridership increases are associated with half-hourly weekday service on the 
Lincoln-Sierra College route and the Auburn-Light Rail Route, with 27,500 and 26,100 
passenger-trips, respectively.  Other alternatives with relatively high ridership increases are 
peak-period half-hourly Auburn-Light Rail service, the revision to service between Roseville and 
Lincoln that provides full routes on either side of SR 65, and splitting the Highway 49 service 
into two routes, all of which increase ridership between 6,900 and 9,600 passenger-trips.  At 
the other extreme, four alternatives would reduce ridership with the largest reduction (2,700 
passenger-trips) generated by the elimination of the last weekday runs on the Auburn-Light Rail 
Route. 

Impact on annual subsidy requirements also vary widely (Figure 8).  The most expensive 
alternative is half-hourly all-day Auburn-Light Rail Route service, at $594,600 per year, followed 
by half-hourly Lincoln-Sierra College weekday service ($407,300) and the provision of the two 
routes between Lincoln and Roseville ($280,100).  At the other extreme, seven of the options 
would reduce subsidy needs, with two (eliminating the last Auburn-Light Rail runs, reducing 
Highway 49 Route evening runs) generating savings of $55,400 and $58,800, respectively. 

Performance Analysis 

An analysis of the performance of the service alternatives is presented in the right portion of 
Table 26. This considers the following key transit service performance measures.  For those 
measures with a performance measure, those attaining the recommended performance 
standard are shown in green shading. 
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Figure 7: PCT Alternatives Ridership 
Impact 
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Figure 8: PCT Alternatives Impact on 
Annual Operating Subsidy 
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Passenger-Trips per Vehicle-Hour 

The marginal passenger-trips per vehicle-hour is a key measure of the productivity of a transit 
service. Note several alternatives do not result in a change in vehicle-hours, making this 
measure inapplicable. As also shown in Figure 9, of those that increase both ridership and 
vehicle-hours, the best is extending Roseville Route S to the Public Defender’s Office, which 
generates 8.3 new passenger-trips per additional vehicle-hour of service.  In the other direction, 
the conversion of the Colfax/Alta service to three runs a day three days a week would eliminate 
6.7 passenger-trips for every one hour of service reduction, and thus is not consistent with the 
standard of 1.5 passenger-trips per vehicle-hour for a rural service. 

Passenger-Trips per Vehicle-Mile of Service 

This measure yields a negative value for the revised Lincoln Circulator alternative, reflecting an 
increase in ridership and a decrease in vehicle-miles (a good outcome).  Of the alternatives that 
increase ridership and mileage, the “best” is the extension of the Roseville Route S service to 
the Public Defender’s Office, at 0.83 passenger-trips per vehicle-mile.  Other alternatives that 
achieve the pertinent standard are the conversion of the Highway 49 service to two individual 
routes, provision of Highway 49 service every two hours on Sunday and eliminating the final 
weekday Taylor Road Shuttle run (this latter alternative achieves the standard in that only 0.04 
passenger-trips are eliminated for every mile not operated). 

Cost Per Passenger-Trip  

The operating cost per passenger-trip yields negative value for the revision to the Lincoln 
Circulator, reflecting an increase in ridership and a reduction in cost.  Of those alternatives 
resulting in both an increase in ridership and costs, the “best” is the conversion of the Highway 
49 Route into two routes, as it requires a relatively low $2.16 in additional cost per new 
passenger-trip.  At the other extreme, expanding Sheridan Lifeline service requires $51.00 in  

 cost per new passenger-trip, followed by $31.67 for the earlier Saturday Lincoln-Sierra College 
run and $29.98 for the provision of a second PCT route between Roseville and Lincoln.   

Subsidy per Passenger-Trip  

This measure directly relates the key public input (funding) to the key desired output 
(ridership). The results exhibit the same pattern as the previous performance measure.  Of 
those that increase subsidy, the best is the conversion of Highway 49 service into two routes, 
requiring $1.45 in subsidy per passenger-trip while the worst is the Sheridan lifeline service. 
There is no adopted standard for this performance measure. These figures are also shown in 
Figure 10. 
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TABLE 26: PCT Fixed Route Service Alternatives Performance Analysis

Ridership

Operating 

Subsidy

Psgr-Trips 

per Service-

Psgr-Trips 

per Service-

Cost per 

Psgr-Trip

Subsidy per 

Psgr-Trip

Farebox 

Ratio

Auburn-Light Rail (10) Route

Performance Standard 10.0 0.50 < $15.00 No Standard 10%

Half-Hourly Service All Day 26,100 $594,600 4.4 0.15 $23.49 $22.78 3%

Half-Hourly Service Peak Only 9,700 $197,500 4.9 0.17 $21.07 $20.36 3%

Additional Evening Round Trip 3,600 $54,700 7.3 0.25 $15.92 $15.19 5%

Shift Last Run Later 900 $5,600 -- -- $6.89 $6.22 10%

Eliminate Last Weekday Run -2,700 -$55,400 5.4 0.18 $21.22 $20.52 3%

Sunday Service Hourly 5,300 $116,300 5.1 0.17 $22.66 $21.94 3%

Sunday Service Every 2 Hrs 3,100 $64,400 6.0 0.20 $21.48 $20.77 3%

Lincoln-Sierra College (20) Route

Performance Standard 10.0 0.50 < $15.00 No Standard 10%

Revised Routes: Blue Oaks Blvd-12 Bridges 9,600 $278,200 3.2 0.19 $29.98 $28.98 3%

Extend Rsvl Rt S to Public Def. Office 2,000 $9,800 8.3 0.83 $6.40 $4.90 23%

Half-Hourly Weekday Service 27,500 $407,300 5.5 0.35 $15.52 $14.81 5%

Additional Evening Round Trip 2,300 $43,000 4.6 0.25 $19.39 $18.70 4%

Earlier Saturday Run 300 $9,300 2.8 0.15 $31.67 $31.00 2%

Sunday Service -- Hourly 4,100 $106,300 3.9 0.21 $26.63 $25.93 3%

Sunday Service -- Every Other Hour 2,400 $60,700 4.6 0.24 $26.00 $25.29 3%

Lincoln Circulator (70) Route

Performance Standard 10.0 0.50 < $15.00 No Standard 10%

Revised Route 2,200 -$4,900 -- -0.81 -$1.50 -$2.23 -48%

Highway 49 (30) Route

Performance Standard 10.0 0.50 < $15.00 No Standard 10%

Dewitt Express & North Auburn Routes 6,900 $10,000 -- 0.57 $2.16 $1.45 33%

Reduced Evening Runs -2,200 -$58,800 3.0 0.25 $27.45 $26.73 3%

Sunday Service: Hourly 4,300 $76,300 5.1 0.43 $18.47 $17.74 4%

Sunday Service: Every 2 Hours 2,600 $43,100 6.1 0.52 $17.31 $16.58 4%

Taylor Road Shuttle (50) Route

Performance Standard 1.5 0.20 < $40.00 No Standard 5%

Hourly Deviated Fixed Route Service 4,100 $108,700 1.2 0.07 $27.17 $26.51 2%

Hourly Fixed Service with TNC 3,000 $36,300 -- 0.32 $13.77 $12.10 12%

Eliminate Last Weekday Round Trip -700 -$16,400 1.4 0.04 $24.14 $23.43 3%

Expand Deviation Area to 1.5 Miles 4,900 $107,400 1.4 0.10 $22.59 $21.92 3%

Rural Service

Performance Standard 1.5 0.50 < $15.00 No Standard 5%

Colfax/Alta Mid-day 1 Day/Week 700 $9,400 6.7 0.29 $14.14 $13.43 5%

Colfax/Alta Mid-day 3 Days/Week 1,700 $27,300 5.7 0.25 $16.76 $16.06 4%

Colfax/Alta 3 Days/Week, 3 Runs/Day -700 -$9,400 6.7 0.29 $14.14 $13.43 5%

Foresthill Lifeline -- 1 Day/Week 900 $16,900 4.3 0.21 $21.33 $18.78 12%

Sheridan Lifeline -- 1 Day/Week 400 $19,600 1.9 0.13 $51.00 $49.00 4%

Values Achieving Recommended Performance Standards Shaded

Change From Existing ServiceAnnual Change



PCT Short Range Transit Plan                              LSC Transportation Consultants, Inc. 

Placer County Transportation Planning Agency  Page 69 

 

 

 

0.0 2.0 4.0 6.0 8.0 10.0

A-LR Half-Hourly Service All Day

A-LR Half-Hourly Service Peak Only

A-LR Additional Evening Round Trip

A-LR Shift Last Run Later

A-LR Eliminate Last Weekday Run

A-LR Sunday Service Hourly

A-LR Sunday Service Every 2 Hrs

L-SC Revised Routes: Blue Oaks Blvd-12 Bridges

L-SC Extend Rsvl Rt S to Public Def. Office

L-SC Half-Hourly Weekday Service

L-SC Additional Evening Round Trip

L-SC Earlier Saturday Run

L-SC Sunday Service -- Hourly

L-SC Sunday Service -- Every Other Hour

Lincoln Circulator Revised Route

Hwy 49 Dewitt Express & North Auburn Routes

Hwy 49 Reduced Evening Runs

Hwy 49 Sunday Service: Hourly

Hwy 49 Sunday Service: Every 2 Hours

Taylor Rd Hourly Deviated Fixed Route Service

Taylor Rd Hourly Fixed Service with TNC

Taylor Rd Eliminate Last Weekday Round Trip

Taylor Rd Expand Deviation Area to 1.5 Miles

Colfax/Alta Mid-day 1 Day/Week

Colfax/Alta Mid-day 3 Days/Week

Colfax/Alta 3 Days/Week, 3 Runs/Day

Foresthill Lifeline -- 1 Day/Week

Sheridan Lifeline -- 1 Day/Week

Marginal Passenger-Trip per Marginal Vehicle-Hour 

Figure 9: PCT Alternatives 
 Passenger-Trips per Vehicle-Hour 

 



PCT Short Range Transit Plan                              LSC Transportation Consultants, Inc. 

Placer County Transportation Planning Agency  Page 70 

 

 

 

-$20 $0 $20 $40 $60

A-LR Half-Hourly Service All Day

A-LR Half-Hourly Service Peak Only

A-LR Additional Evening Round Trip

A-LR Shift Last Run Later

A-LR Eliminate Last Weekday Run

A-LR Sunday Service Hourly

A-LR Sunday Service Every 2 Hrs

L-SC Revised Routes: Blue Oaks Blvd-12 Bridges

L-SC Extend Rsvl Rt S to Public Def. Office

L-SC Half-Hourly Weekday Service

L-SC Additional Evening Round Trip

L-SC Earlier Saturday Run

L-SC Sunday Service -- Hourly

L-SC Sunday Service -- Every Other Hour

Lincoln Circulator Revised Route

Hwy 49 Dewitt Express & North Auburn Routes

Hwy 49 Reduced Evening Runs

Hwy 49 Sunday Service: Hourly

Hwy 49 Sunday Service: Every 2 Hours

Taylor Rd Hourly Deviated Fixed Route Service

Taylor Rd Hourly Fixed Service with TNC

Taylor Rd Eliminate Last Weekday Round Trip

Taylor Rd Expand Deviation Area to 1.5 Miles

Colfax/Alta Mid-day 1 Day/Week

Colfax/Alta Mid-day 3 Days/Week

Colfax/Alta 3 Days/Week, 3 Runs/Day

Foresthill Lifeline -- 1 Day/Week

Sheridan Lifeline -- 1 Day/Week

Marginal Subsidy per Marginal Passenger-Trip 

Figure 10: PCT Alternatives 
 Subsidy per Passenger-Trip 
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Marginal Farebox Return Ratio  

This is the ratio of marginal passenger-fares to marginal operating costs. The negative values for 
the Lincoln Collector modifications reflect a positive condition, in that fares increase while 
operating costs decrease. Some alternatives (eliminating the last weekday Auburn-Light Rail 
run, reducing Highway 49 evening runs, eliminating the last Taylor Road Shuttle run and 
conversion of Colfax/Alta Route service to three runs a day three days a week) have positive 
ratios reflecting reductions in fares over reductions in costs; of these, the first three are 
consistent with standards in that the service eliminated has a ratio lower than the minimum 
standard.  Of those alternatives increasing fares as well as costs, the better alternatives as 
reflected by a higher farebox ratio, with the best being the extension of Roseville Route S 
service to the Public Defender’s Office (23 percent) and the conversion of the Highway 49 
Route to two routes, at 33 percent. 

Dial-A-Ride / TNC Alternatives 

The performance analysis for Dial-A-Ride and Transportation Network Company service 
alternatives are shown in Table 27, and indicate the following12: 

 Ridership impacts range from a modest increase of 580 for the Granite Bay alternatives 
up to 20,000 for a TNC subsidy program in Rocklin. 
 

 Operating subsidy reductions could be as much as $56,900 for a Granite Bay TNC 
program.  On the other extreme, the Rocklin TNC program could cost on the order of 
$85,000 in additional subsidy. 
 
The expansion of Roseville DAR into Granite Bay (to replace the PCT DAR service) would 
yield an increase of 5.2 passenger-trips per vehicle-hour reduced, attaining the 
standard.  The expansion of the Rocklin/Loomis DAR into the Industrial Avenue area 
would generate 2.8 additional riders per vehicle-hour, just below the standard of 3.0.  
This standard does not pertain to the expansion of the Highway 49 DAR area, as no 
change in vehicle-hours of service would occur. 
 

 While the passenger-trips per vehicle-mile ranges as high as 0.16 (for the Highway 49 
DAR expansion), none of the DAR alternatives achieve the standard of 0.20.  This 
standard does not apply to the TNC alternatives. 
 

 All of the alternatives achieve the standard regarding the cost per passenger-trip.  Both 
Granite Bay alternatives have negative values (reflecting an increase in ridership and 
decrease in cost), with the TNC option providing the better value.  Of those increasing 

                                                           
12

 Note that there are no established performance standards for TNC services.  For purposes of this review, the 
DAR standards are applied. 
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costs, the Highway 49 expansion has the best outcome, requiring only $0.56 in 
additional cost per new passenger-trip. 

 

 The subsidy required per passenger-trip follows a similar pattern, except that the 
expansion of the Highway 49 service area yields a negative value by reducing subsidy 
while increasing ridership. 
 

 All of these alternatives achieve the farebox ratio standard, with the exception of the 
expansion of Rocklin/Loomis DAR into the Industrial Drive area. 

Placer County Express Alternatives 

The performance analysis for PCE is presented in Table 28, while Figure 11 depicts the results.  
As shown, all of the alternatives attain the pertinent performance standards.  Those options 
that reduce service attain standards in that the service eliminated does not currently meet the 
minimum standards. A review of these results indicate the following: 

 Ridership impacts range from a loss of 2,100 from the elimination of PCE service east of 
Auburn (without replacement) to an increase of 34,100 from four additional runs 
between downtown Sacramento and Auburn.  Providing these additional four runs to 
Auburn would generate 8 percent more ridership than providing them to Lincoln. 
 

 Subsidy impacts range from a reduction of $146,100 (elimination of PCE east of Auburn) 
to an increase of $44,900 for four additional runs to/from Lincoln.  Elimination of PCE 

TABLE 27: PCT DAR and TNC Service Alternatives Performance Analysis

Ridership

Operating 

Subsidy

Psgr-Trips 

per Service-

Hour

Psgr-Trips 

per Service-

Mile

Cost per 

Psgr-Trip

Subsidy per 

Psgr-Trip

Farebox 

Ratio

Performance Standard 3.0 0.20 < $40.00 No Standard 5%

Granite Bay

Expand Roseville DAR to Granite Bay 580 -$15,800 -5.2 0.05 -$26.03 -$27.24 -5%

Granite Bay TNC Subsidy Program 580 -$56,900 -- -- -$96.90 -$98.10 -1%

Rocklin

Rocklin TNC Subsidy Program 20,000 $85,000 -- -- $8.50 $4.25 50%

Expand Rocklin/Loomis DAR to Industrial 

Avenue Area
2,100 $23,500 2.8 0.10 $11.95 $11.19 6%

Highway 49
Expansion of Hwy 49 DAR to Bowman 

Area
1,800 -$300 -- 0.16 $0.56 -$0.17 130%

Values Achieving Recommended Performance Standards Shaded

Annual Change Change From Existing Service
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service east of Auburn (even with replacement PCT runs) along with four additional runs 
(to either Lincoln or Auburn) would result in a reduction in overall subsidy (due largely 
to the fare revenue generated by the new runs). 
 

 Passenger-trips per vehicle-hour of service would be as high as 28.2 (for two additional 
runs).  Eliminating PCE service east of Auburn would only eliminate 3.5 passenger-trips 
for every one vehicle-hour reduction in service. 
 

 The impact on passenger-trips per vehicle-mile show a similar pattern, ranging from 
0.93 passenger-trips gained per vehicle-mile for the two-run expansion to a loss of 0.03 
for elimination east of Auburn. 
 

 By modestly increasing ridership while substantially reducing operating costs, 
eliminating PCE service east of Auburn and replacing it with new PCT Colfax/Alta runs 
would save $56.60 in operating cost per additional new passenger-trip.  Simply 
eliminating the eastern portion of PCE service would save $74.43 per passenger-trip 
lost.  Of those options that increase both ridership and costs, the provision of two 
additional runs would require a relatively low $5.68 per new passenger-trip. 
 

 The subsidy per passenger-trip shows a similar pattern, with the elimination of eastern 
PCE service and PCT replacement runs saving $54.80 in subsidy per additional new 
passenger-trip, the straight elimination of eastern PCE runs saving $69.57 per 

FIGURE 11: Summary of PCE Alternative Performance Analysis
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 passenger-trip lost, and the addition of two new runs requiring only $0.82 in subsidy per 
new passenger-trip. 
 

 The marginal operating farebox ratio ranges as high as 86 percent for the two additional 
runs.  Both of the alternatives to reduce service east of Auburn are far below the current 
standard.  

Summary 

In sum, this review provides useful information for making decisions regarding the individual 
routes and services. It is also important to consider that there are many other factors (in 
particular, the ability to provide a dependable and safe transit service) beyond these financial 
and performance measures.  Many alternatives will require additional analysis (including 
specific surveys and data collection) before a final decision can be made. Nonetheless, the 
following are key overall findings that result from this evaluation: 

• The alternatives with a high potential consist of the following: 

o Conversion of the Granite Bay DAR to a TNC subsidy program or, if not feasible, 
service as part of the Roseville DAR program. 

o Modification of the Highway 49 service to provide two routes using the existing 
two vehicles (particularly if modifications are also made to the Auburn Transit 
services). 

o Expansion of the Highway 49 DAR area to serve the Bowman area. 
o Extension of Roseville Route S service to serve the Public Defender’s Office. 
o Modifications to the Lincoln Circulator Route. 

TABLE 28: PCE Service Alternatives Performance Analysis

Ridership

Operating 

Subsidy

Psgr-Trips 

per Service-

Hour

Psgr-Trips 

per Service-

Mile

Cost per 

Psgr-Trip

Subsidy per 

Psgr-Trip

Farebox 

Ratio

Performance Standard 20.0 0.80 < $10.00 No Standard 40%

Two Additional Runs - Sac to Auburn 18,300 $15,000 28.2 0.93 $5.68 $0.82 86%

Four Additional Runs - Sac to Auburn 34,100 $42,200 26.2 0.87 $6.10 $1.24 80%

Four Additional Runs -- Sac to Lincoln 31,700 $44,900 25.4 0.86 $6.28 $1.42 77%

Eliminate Placer County Express 

Service East of Auburn and Replace 

with PCT Colfax/Alta Commuter Runs

1,500 -$82,200 23.1 -0.03 -$56.60 -$54.80 3%

Eliminate PCE Runs E. of Auburn -2,100 -$146,100 3.5 0.03 $74.43 $69.57 7%

Values Achieving Recommended Performance Standards Shaded

Annual Change Change From Existing Service
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o Provision of a mid-day Colfax/Alta Route run at least one day a week. 
o Conversion of the Taylor Road Shuttle to a fixed route with TNC subsidy for 

outlying areas. 
o Elimination of PCE service east of Auburn, potentially along with new commute-

period PCT Colfax/Alta runs. 
o Expansion of PCE runs, either from Auburn or Lincoln. 

 

 Alternatives that have a low potential consist of the following: 
 

o Half-hourly service (unless substantial new sources of funding are found) 
o Sunday service 
o Provision of two routes between Roseville and Lincoln 
o Hourly deviated Taylor Road Shuttle service 
o Conversion of the Colfax/Alta Route to three days a week service. 

Other alternatives not mentioned largely reflect trade-offs between costs, the benefits of 
expanding service area, and the benefits of providing more or less evening service. 
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Chapter 4 

Fare and Marketing Alternatives 
 

FARE ALTERNATIVES 
 

This section reviews potential changes to PCT’s fare structure. 
 
Increase Base Fare to $1.50 
 
As shown in Table 29, PCT’s base fare ($1.25) is lower than Roseville Transit’s base fare of 
$1.50. Other regional transit operators such as El Dorado Transit and Gold Country Stage both 
have a base fare of $1.50. Therefore, this alternative reviews ridership and revenue impacts if 
PCT were to raise the base fare to $1.50 and the Senior/Youth/Disabled fare to $0.75. The fare 
increase would include a corresponding 20 percent fare increase to the 14 day and 30 day pass 
of $26 and $45 respectively. The general public 24 hour pass would be $3.00 or two one-way 
trips. It is estimated that this increase in fares for the fixed routes would result in a loss of 
14,530 one-way passenger trips and a gain of $24,930 in fare revenues. It should be noted that 
a similar increase in Auburn Transit’s base fare to $1.50 is considered in the Auburn SRTP so as 
to have a more consistent fare structure among the western Placer County transit operators. 
 

 
 

Table 29: Western Placer County Public Transit Route Rates

Placer 

County 

Transit

Roseville 

Transit

Auburn 

Transit

One-Way  - General Public 1.25$          1.50$          1.00$          

One-Way - Senior/Youth/Disabled 0.60$          0.75$          0.50$          

24 Hour Pass - General Public 2.50$          4.00$          2.50$          

24 Hour Pass - Senior/Youth/Disabled 1.25$          2.00$          1.25$          

10 Ride Pass -  General Public 10.00$        15.00$        --

10 Ride Pass -  Senior/Youth/Disabled 5.00$          7.50$          --

14 Day Pass - General Public 21.50$        -- --

14 Day Pass - Senior/Youth/Disabled 10.75$        -- --

30 Day Pass - General Public 37.50$        58.00$        40.00$        

30 Day Pass - Senior/Youth/Disabled 18.75$        29.00$        20.00$        

30 Ride Pass - General Public -- -- 24.00$        

30 Ride Pass - Senior/Youth/Disabled -- -- 12.00$        

5 and under Free Free 
1

Free

Summer Youth 10.00$        10.00$        10.00$        

*Free is 4 years old and under on Roseville Transit. Maximum 2 children per adult rider.

Source: LSC Transportation Consultants, Inc.
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College Transit Pass Program 
 
College transit pass programs have become relatively common, particularly among larger 
colleges and universities. Under these programs, funds are provided (typically from student 
activity fees) to offset the loss of transit fares that accompanies a fare program by which 
students are allowed to board the bus system at no charge.  Some programs also include 
college staff and faculty (with funding provided from non-student-fee sources.  Consideration 
was given both to a college pass program for Sacramento State University and for Sierra 
College. 
 
Sacramento State University students may ride all Sacramento RT fixed-route transit services, 
including the light rail, by presenting a valid Sacramento State OneCard and the student 
commuter sleeve. Students pay a nominal fee for this service through their registration fees. 
Approximately 5,000 “Sac State” students live in Placer County. This bears the questions 
whether western Placer County transit operators should also offer discounts or free rides to Sac 
State students through a registration fee program.  
 
Two factors which contribute to the success of a college transit pass program are student 
transit demand and parking costs. The demand for transit service between Placer County and 
Sac State is reduced by the long travel times resulting from the current As an example, a 
student living in Rocklin wishing to use transit to the Sac State campus faces a total travel time 
of at least 2 hours (using PCT’s Auburn Light Rail Route, RT Blue Line LRT and Sac RT Route 87). 
A longer travel time would be required, depending on where the student lived. In comparison, 
driving would take around 30 - 40 minutes.  Daily parking fees at Sac State student lots are 
$6.00, which does not create much incentive to spend an additional 4 to 5 hours a day 
commuting to/from campus.  Given this, it is not surprising that the onboard passenger surveys 
did not identify any existing Roseville Transit passengers traveling to or from Sac State.  It can 
be concluded that a pass program for Sac State students would not generate a noticeable level 
of use on PCT. 
 
A partnership between Sierra College and western Placer County transit operators may be more 
useful. A reasonable scenario would be a pass program that provides free boardings on 
Roseville Transit and PCT to current students (showing a current student ID, or ultimately a 
Connect Card).  The reduction in farebox revenue would be offset by funding generated by the 
campus.  To determine the feasibility of this option, surveys would need to be conducted to 
help determine specific student travel patterns and interest in public transit. Next, the transit 
operators would need to negotiate with Sierra College an annual subsidy which is reasonable 
and meets the needs of all parties. College pass programs are typically financed by student fees 
or parking revenues. If pursued, a college pass program should become part of the Connect 
Card options. 
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Regional Day Pass 
 
Currently, the three fixed route transit operators in western Placer County charge different 
fares, although there are free transfers between the different systems (Table  29). Western 
Placer County communities focus on commercial services in Roseville and Rocklin. Therefore, it 
is not out of the question for someone to require travel on all three operators in one day. The 
second leg of the journey would be covered by a transfer but the third leg would require 
purchasing a new fare. In an effort to make transferring more simple and seamless, a regional 
day pass could be implemented.  
 
Many other areas, such as Sacramento, San Luis Obispo and King County, Washington have 
developed universal passes and fare revenue‐sharing agreements so that riders can transfer 
between one system and another without having to pay a second fare. In the San Luis Obispo 
area, multiple transit agencies have coordinated to offer a universal pass to riders. The San Luis 
Obispo Regional Transit Authority (RTA) coordinates with South County Transit, Paso Express, 
and San Luis Obispo Transit. Each system has different fare pricing; however, riders may 
purchase a one‐day pass for $5.00 which can be used on any of the four different systems. 
Likewise, there is a regional 31‐day pass valid for rides on any of the four transit systems.  
 
Internally, the agencies share revenues by calculating a fare‐weighted ridership percentage for 
each system, and distribute collected pass revenues to each agency based on the percentage of 
fare‐weighted ridership. Fare‐weighted ridership is calculated by multiplying the number of 
pass‐holding trips on each transit system by the average fare for that system (presumably the 
weighted average of adult, senior, and youth single‐ride fares collected).  

 
A reasonable regional day pass price for unlimited rides on the three Western Placer County 
transit operators would be around $4.50. This represents a 10 percent discount to round trips 
on all three transit operators in one day (including free transfers).  
 

MARKETING STRATEGIES 
 
Route Maps 
 
The Placer County Transit website provides pertinent transit information such as maps, 
schedules, links to google transit and other transportation services on the home page. 
Individual and regional route maps have been produced and are easy to find on the website, 
although there is not a significant level of detail on the maps in terms of street network. This is  
challenging for PCT as the operator serves such a large area. An interactive map on the website 
would allow passengers to more accurately search for the closest stop. 
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Call Center Number on Buses 
 
A simple strategy to promote public transit is to place the South Placer Information Center 
telephone number on PCT vehicles.  
 
Regional Branding 
 
Western Placer County is served by three public transit operators as well as a Consolidated 
Transportation Services Agency (CTSA). As reflected in surveys, many passengers use multiple 
services to complete trips.  However, the overall “presence” of transit is not as strong among 
the public as it could be, due to the dissimilar images of the various services.   
  
Therefore, a good marketing strategy would be to develop a common name and logo for 
Western Placer County transit operators. There could be variations of the logo for each transit 
operator under a common color and graphic scheme, with subtext identifying the operator such 
as “Operated by Auburn Transit”. Together, the various public transit programs operate a total 
of 71 active vehicles.  If all these vehicles (including the commuter services) presented a similar 
attractive image, public awareness of the transit network could be greatly enhanced. 
 
A good example of this strategy is the Valley Metro transit network serving the greater Phoenix 
area.  This is actually comprised of individual systems operated by a total of seven individual 
cities, but branded under a single marketing strategy.  Closer to home, the public transit 
programs for eastern Placer County and for the Town of Truckee recently co-branded as the 
Tahoe Truckee Area Regional Transit (TART) program.  A common logo was developed except 
for a minor color scheme difference for each operator. Buses were rewrapped to reflect the 
new logo and color scheme. Both services are marketed through the Tahoe North Tahoe 
Transportation Management Association as well as independently through each operator.  
However, the management, planning, operations and funding of the two systems remain fully 
independent. 
 
Defining and establishing a common regional transit marketing brand would require a specific 
marketing/branding study, as well as a high level of collaboration among the various individual 
transit operators.  While this would be a substantial effort, the result would significantly 
enhance the public awareness of transit throughout the region. 
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Chapter 5 

Capital Alternatives 

 

CAPITAL ALTERNATIVES 
 
This chapter focuses on the capital items needed to operate public transit, focusing on buses 
and bus stop facilities. 

 
Zero Emission Bus Technology 

Placer County Transit’s fleet is currently a mix of diesel, Compressed Natural Gas (CNG) and 
gasoline fueled vehicles.  The California Air Resource Board (CARB) is in the process of 
developing new regulations (the “Transit Fleet Rule”) that are expected to ultimately require all 
public transit fleets in the state to use only Zero Emission Bus (ZEB) vehicles.  ZEB technologies 
consist of Battery Electric Buses (BEBs) and hydrogen fuel cell buses.  However, in 2009 staff 
concluded that the technology was not commercially ready and the Board directed staff to 
withhold the ZEB purchase requirement. Since that time CARB staff has been evaluating the 
commercial readiness of zero-emission technology. In 2015 staff concluded that the 
commercialization of ZEB technologies had advanced to the point where they may feasibly be 
incorporated into transit fleets. Staff is now in the process of proposing amendments to the 
Transit Fleet Rule. A draft proposal, called the Innovative Clean Transit Regulation is 
summarized below. 
 
The regulation would apply to all public transit agencies that own, lease, or operate buses with 
a gross vehicle weight rating greater than 14,000 lbs. In the draft proposal, buses subject to the 
regulation include cutaway buses, transit buses (including bus rapid transit), articulated buses, 
double-deckers, commuter coaches, trolley buses and vintage trolley buses. Based on 
comments received on the draft, however, CARB staff has indicated that cutaway buses will not 
be included in the initial implementation requirement as there are currently no ZEB Altoona-
tested13 cutaway vehicles and it is unclear when manufacturers may begin testing for zero-
emission cutaways.  
 
The following is a summary of the overall rule proposal. Fleet size would be based on the 
number of buses in the active fleet in 2019.    
 
January 1, 2020 
 

 Large transit fleets with 100 buses or more would need to:  
o Purchase 25 percent ZEB when bus purchases are made or implement an 

equivalent innovative zero emissions mobility program. 
o Purchase renewable fuels when diesel or natural gas contracts are renewed.  

                                                           
13

 FTA regulations require all federally-funded transit vehicles models be tested in a facility located in Altoona, PA. 
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o Report fleet-wide information for all modes and fuel purchases needed to 
evaluate their progress in meeting a fleet-wide performance-based goal.   
 

 All transit agencies in more polluted areas of California would be required to purchase 
low NOx engines if available at the time of conventional bus purchases.  

 
January 1, 2023 

 The proposed concept would be expanded to include medium-size transit fleets with 
more than 30 buses.  

 Affected transit fleets would need to meet a 50 percent ZEB purchase requirement.  
 
January 1, 2026 

 All transit fleets, including smaller transit systems would need to meet a 75 percent ZEB 
purchase requirement.  
 

January 1, 2029 

 All bus purchases would need to be ZEBs. 
 
The purchase requirement applies at time of normal purchase and does not require any 
accelerated purchases. Transit agencies that make ZEB purchases before they are required by 
the regulation would generate a ZEB credit that could be banked and used for a future purchase 
date. 
 
Staff is also proposing an “innovative zero emission” credit mechanism that would count 
towards the ZEB purchase requirement.  Innovative zero emission mobility options are non-bus 
(nor fixed guideway) transportation services provided by the transit agency with lighter Zero 
Emission Vehicles (ZEVs) like micro transit, on-demand van or car transportation, or 
autonomous shuttle services. The transit agency would need to apply to the CARB Executive 
Officer to determine the appropriate credit amount for new and innovative services based on 
the details of the program.  The credit would be provided in the form of a ZEB purchase credit 
where 350,000 zero emission passenger miles per year from the program would be deemed to 
be equivalent to purchasing a ZEB. 
 
As noted above, CARB is currently in the process of meeting with transit agencies to understand 
the impacts of the proposed rule and to modify the rule as necessary. Another change under 
consideration is to allow each transit agency to develop and submit an individualized plan, 
approved by their board, for a transition to zero emissions, including their start date. Staff is 
interested in providing this flexibility but also wants to encourage near-term action. CARB staff 
plans to bring a proposed recommendation to the CARB board in June 2018. 
 
With the exclusion of cutaway buses, PCT’s bus fleet consists of 21 large buses, within the 30 
bus criteria for a small-sized fleet.  As such, Placer County is not required to be purchasing ZEBs 
until 2026 (under the current proposal).  However, it is clear that operators of all transit fleets 
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should be preparing for ultimately transitioning to ZEB fleets over time.  Of the two ZEB 
technologies, by far the more prevalent option is Battery Electric Buses. 
 
Battery-Electric Transit Vehicles 
 
Technology and experience for battery-electric transit vehicles are still fairly new. Some larger 
transit systems and mid-sized system have purchased battery-electric buses, with any more on 
order. The closest existing BEB fleet to western Placer County is the 17 buses at the San Joaquin 
RTD system in Stockton. Recharging BEB’s can either occur at the fleet operations facility 
(generally overnight using a slow charging station), or along the route at stops where at least 10 
minutes of time are available (using an overhead fast-charging technology). As an example of 
cost, Marin County recently purchased two battery-electric vehicles for $1.6 million. The cost 
includes purchase of the buses, GPS and fare collection equipment purchase and vehicle 
inspections.  
 
Beyond the issue of cost, a key factor regarding battery electric buses is the potential range 
between charges.  While buses with a range of 120-150 miles have been available for several 
years, some manufacturers have recently announced new technology that can operate up to 
350 miles between charges.  However, these claims do not reflect the requirements to also 
power onboard heating and cooling systems – an important consideration in Placer County’s 
hot summers. 

 
Defining the appropriate ZEB strategy for PCT will require a detailed study of the operational, 
facility, capital cost and environmental options.  This study should include the following: 
 

 Compare the cost, facility and operational impacts of BEB vs fuel cell options for PCT, 
including full life cycle costs given local electricity vs. hydrogen unit costs. 

 Review existing and planned services and schedules to identify the potential for on-
route charging. 

 Evaluate the transit centers and bus maintenance facility to identify the physical 
capacity to accommodate charging equipment and power supply. 

 Assess impacts on maintenance staff and facilities as well as on-the-road service 
reliability. 
 

The overall results of this study should be a ZEB implementation plan that minimizes costs to 
the local jurisdictions, maintains a good quality of service to the passengers and achieves the 
environmental benefits of ZEB technology as it matures. 
 
Bus Maintenance Facility Improvements 
 
The alternatives discussed in Chapter 3 could potentially add to the PCT vehicle fleet – 
particularly those that would increase service frequency.  As the existing fleet is close to 
exceeding the capacity of the maintenance facility at the DeWitt Center, the need for 
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modifications or additions to this facility should be reviewed once service recommendations 
have been finalized.  
 
As discussed above, California Air Resources Board proposed regulations are expected to result 
in eventual shift to Zero Emission Buses (ZEBs).  Of the two available technologies, Battery 
Electric Buses (BEBs) are more feasible than hydrogen fuel cell buses and are being adopted by 
the large majority of transit operators.  Recharging of BEBs can be accomplished either enroute 
(using overhead catenary charging stations at transit centers) or overnight at a maintenance 
facility (using an overhead catenary or a plug-in option). While a detailed study of BEB 
implementation for PCT would be needed to define a specific strategy, it can be expected that 
at least some of the charging would occur at the existing maintenance facility at the DeWitt 
Center.   
 
Vehicle Replacement 
 
A review of Placer County Transit’s vehicle fleet shows that the following buses will be eligible 
for replacement during the planning period: 
 

 Currently eligible for replacement – 1 fixed route 35 passenger bus 
 

 2020 – 3 DAR vehicles 
 

 2022– 5 commuter buses 
 

 2025 – 5 DAR vehicles 
 

In order to maintain a good working fleet with minimal maintenance costs, Roseville Transit 
should seek grant funding to replace vehicles according to the schedule above. By the end of 
the planning period, Placer County should be purchasing ZEB vehicles in accordance with CARB 
regulations. 
 
Bus Stop Improvements 
 

Passenger facilities include all equipment and amenities that serve the passenger as they access 
the bus. This includes bus stop shelters, benches and signs, information kiosks, pedestrian 
crossing amenities and transfer centers. The quality of passenger amenities is a very important 
factor in a passenger’s overall perception of a transit service.  Depending on the trip, a 
passenger can spend a substantial proportion of their total time using the transit service 
waiting at their boarding location.  If this is an uncomfortable experience, if it is perceived to be 
unsafe, or if it does not provide adequate protection from rain and inclement weather, the bus 
stop can be the deciding factor regarding a potential passenger’s use of the transit system.   
 



PCT Short Range Transit Plan                              LSC Transportation Consultants, Inc. 

Placer County Transportation Planning Agency  Page 85 

 

 

A bus shelter is typically considered to be warranted at stops with a minimum of 10 passenger 
boardings per day.  A review of the existing location of shelters compared with observed 
passenger activity indicates that all stops with this level of passenger activity have either a 
shelter or a roof overhang which provides shelter. The exception is the Twelve Bridges School 
has a high level of boarding activity (23 passengers per day) but is considered a deviation on the 
Lincoln Circulator Route. 
 
Passenger amenities should be replaced as need during the planning period. If an alternative 
with a new route alignment is chosen, bus stop signs and pullouts will need to be constructed. 
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Appendix A 

Review of Existing Transportation Network Company/Public Transit Program 

 
 

  



  



This appendix provides a review of seven microtransit/TNC pilot projects which have been 
completed or are underway, focusing on the lessons learned through the planning or 
implementation process. 
 
Microtransit Examples 
 
Kansas City KCATA (Bridj) 
 
Bridj is a private company specializing in microtransit. Beginning with services in Boston and 
Washington DC, Bridj partnered with the Kansas City Area Transportation Authority (KCATA) to 
implement an on-demand shuttle service in portions of downtown Kansas City, Hospital Hill, 
Crown Center, portions of Kansas City’s midtown area and the 18th and Vine Jazz District.  
Passengers could schedule a ride during commute hours (6:30 AM to 9:30 AM and 3:30 PM to 
6:30 PM) Monday through Friday. Ford provided Bridj with ten 14-passenger vans for the pilot 
project. KCATA provided unionized transit employees as drivers. Pick up locations were 
designed with the intent that passengers wouldn’t need to walk more than five to ten minutes 
but it is likely that many had a longer walk time. 
 
The year-long pilot carried less than 1,500 trips or about 11 trips per day. The average trip 
distance was three miles and duration was 20 minutes. Passengers were offered their first 10 
rides for free and many stopped using the service after 10 rides. The cost for a ride was $1.50 
per passenger. Total budget for the program was $1.3 million (including fixed costs). This 
equates to a total operating cost per trip of nearly $900 per passenger trip. In terms of 
population density, Kansas City is similar to the urban portions of Placer County with a total 
population of just under 500,000 and a density of around 1,500 people per square mile.  
 
Lessons Learned 
 

 Better marketing was required 

 Service did not go where people wanted to go 

 Service focused on work trips and should have been expanded to other trip purposes 

 More real-time information should be provided to drivers 

 Mostly used by younger and wealthier 
 
Bridj has since ceased operations in the US.  
 
Santa Clara Valley Transportation Authority (VTA) Flex 
 
Santa Clara VTA is an example of where a public transit agency contracted only for the 
technology portion of an on-demand microtransit type service. VTA operated the Flex program 
using VTA vehicles and drivers. The private company RideCell developed software and specific 
algorithms which could assign trips requests to vehicles in real time. The initial objective was to 
have a program which allowed for both on-demand and advance reservation ride requests but 
the software was only capable of the on-demand feature. Passengers were able, however, to 



call in to a dispatcher to make a reservation. Drivers were provided with tablets to assist with 
navigation based on real time trip requests.  
 
Pick-up and drop off locations were identified within the five mile diameter service area but 
routes were flexible. As a cost saving measure, VTA rewrapped six 26 passenger retired buses to 
use for the Flex service instead of purchasing new vans.  Service was operated on weekdays 
from 5:30 AM until 8:30 PM for a period of six months. Fares were set at $2.00 for off-peak 
rides and $3.00 for peak rides. The average wait time for a ride (including walking to the stop) 
was 7.5 minutes. The average travel time on the vehicle was 7.5 minutes. 
 
During the six month trial period a total of 2,714 trips were carried. Initially, a 3 mile service 
area was defined but this resulted in only 16 boardings per day. Therefore, the service area was 
expanded to five miles, thereby increasing ridership to 41 boardings per day. With a project 
budget of around $1.3 million, the operating cost per trip was close to $500. Passenger 
boardings per revenue hour equated to 0.4 per hour, significantly lower than the VTA standard 
of 15 per hour.  
 
The service area for Santa Clara VTA Flex included a five mile portion of North San Jose that 
encompasses major tech employers such as Cisco, Sun Power, San Disk and Qualcomm. The 
objective was to provide first mile/last mile service to/from light rail. Placer County does not 
have this level of residential or employment density and therefore would expect lower 
ridership from a similar type of service. 
 
Lessons Learned 
 
Ultimately, Santa Clara VTA decided that the software program did not provide the 
technological benefits they were hoping for, so the program was not continued beyond the 
pilot.  Some of the lessons learned included: 
 

 The algorithm prioritized pick-ups resulting in longer in vehicle travel time 

 More marketing should have been done 

 Using VTA drivers limited the ability to adjust staffing levels between quarterly driver 
bids.  In general, work rules designed for traditional transit service did not fit well with 
the dynamic nature of a microtransit program, particularly during the startup phase. 

 Using VTA vehicles allowed for ADA persons to use the service  

 The app was not linked to regional smart card decreasing the seamlessness of travel 
 

SmaRT Ride – Citrus Heights 
 
This microtransit pilot project began in February 2018 by offering door to door on-demand bus 
service in Citrus Heights in lieu of the previous general public DAR (City Ride). ADA paratransit 
service continues to operate separately in Citrus Heights. SacRT partnered with TransLoc to 
develop an app for reserving and routing rides on demand. For $2.75 per trip, passengers can 
use their smart phone, telephone or computer to request (same day only) a ride to/from 



anywhere in the City of Citrus Heights and to two nearby local medical centers. Service is 
available on weekdays from 7:00 AM to 7:00 PM. SacRT City Ride cutaways were rewrapped to 
be used for the program and operated by SacRT drivers. This allows for all vehicles to be 
wheelchair accessible. 
 
SacRT staff are very positive about the pilot project so far and have seen ridership grow just 
within the two month period the pilot has been operating. The prior DAR service carried on 
average 30 one-way passenger trips per day (annually) with two dedicated vehicles. During the 
most recent week of SmaRT Ride operation (as of this writing), daily trips averaged 56 per day 
using 4 dedicated vehicles. Sac RT staff feel that ridership will continue to increase. In fact, the 
service area was recently expanded to include the cities of Antelope and Orangevale and 
service hours were expanded to 6:00 AM -- 9:00 PM. 
 
In terms of cost, the total technology budget for the 6 month pilot was $25,000.  As a first step, 
TransLoc worked with SacRT to use existing origin/destination data from City Ride combined 
with demographic data available to them to make their propriety app transferable to the Citrus 
Heights pilot. TransLoc then developed projections of the number of vehicles required to 
provide SacRT’s desired service goal of wait times less than 30 minutes. These projections 
turned out to be quite accurate. To operate the service, drivers are provided with tablets for 
routing and to process rider information. As the TransLoc app is cloud based, SacRT is charged a 
license fee of roughly $500 per vehicle per month for use of the technology. TransLoc assisted 
with initial planning and driver training which made administrative set up time for SacRT staff 
much less than expected. The prior DAR service had reached capacity and many trips had to be 
denied. No trips have been denied for the SmaRT Ride program to date.  
 
As the program is relatively new, SacRT has not yet determined total operating costs for the 
project but it can be estimated that operating cost per hour and per mile would be similar to 
the City Ride DAR service. With more vehicles in operation for the SmaRT Ride service, overall 
operating costs would be higher. As the new microtransit drivers do not need a Class B license, 
SacRT may negotiate a new wage rate specifically for these drivers, thereby lowering operating 
costs. 
 
In terms of marketing, SacRT started with a press conference, and a significant amount of 
media coverage. They conducted “ride-alongs” with the media, outreach at community centers, 
mass mailers, farmer’s market appearances and banner ads. SacRT believe that a complete 
rewrap of the vehicles was key to marketing efforts and spurred passersby to ask more about 
the service. 
 
TNC Examples 
 
Go Centennial 
 
The City of Centennial, Colorado tested a six month pilot program to provide first mile/last mile 
connections to/from light rail with the idea of replacing the existing RTD Call-n-Ride/Access 



demand response service with a more cost effective service.  With a population of around 
100,000 and density of 3,700 persons per square mile, this Denver suburb is similar in 
characteristics to the urbanized areas of western Placer County. 
 
The service area for the program included a 3.7 square miles area around the Dry Creek light 
rail station and included roughly 15,000 residents (mostly in single family residences) and 
18,880 employees. Service hours were Monday through Friday from 5:30 AM to 7:00 PM. There 
were two segments to the program: Via was contracted to provide free ADA service using FTA 
approved vehicles in the defined service area, with at least one vehicle available for ADA service 
throughout the service day. Lyft was contracted to provide free general public trips. All general 
public trips were required to either begin or end at the light rail station, while ADA trips were 
allowed to be anywhere in the service area.  
 
Over the course of six months a total of 1,302 general public trips were provided and only 19 
ADA trips. This equates to roughly 11 trips per day total. The program had a budget of $1.5 
million paid for by a private grant for app development and operation.  The average cost of a 
general public trip was $5.50, incurring a total operating cost of $7,161. Operating cost for the 
ADA program was $47,000 or nearly $2,500 per trip. Including a $9,000 hosting, data collection 
and analysis cost, the average cost per trip for both services was $48.50. Factoring in the 
development of the app, total cost of the pilot program was $1,100 per trip. When the Go 
Centennial general public service is compared to the cost of the RTD Call-n-Ride service, the 
TNC option is cheaper: $5.50 as compared to $20 per trip (not including administrative and 
start up costs). For ADA purposes, using a TNC was much more expensive ($2,400 per trip vs 
$47 per trip with RTD Access). This demonstrates that if money is available or not needed for 
app development, using a TNC to provide non-ADA trips in an area where there is not sufficient 
demand for fixed route service may be more cost efficient.  
 
Lessons Learned 
 

 Needed a longer pilot program to get the word out 

 Service area was too small 

 Service area did not have adequate population and job density to generate ridership 

 The feasibility study applied a seven percent capture rate to estimate ridership, which 
was too high 

 Marketing could be improved. Marketing efforts included: 
o Most Denver news outlets 
o HOAs 
o Ambassadors at light rail station 
o HR of major companies in service area 
o Flyers, posters 
o ADA drivers spoke directly with transit activity generators 

 The service did attract regular riders 

 Marked pick up/drop off spaces would create greater visibility 



 Consider staff time required of many city departments to get pilot started 

 Synchronize with light rail schedule 

 Have at least a one-year pilot program 

 Improve app user experience 

 Bottom line: 75% of operating costs came from ADA service with only 19 trips provided 
in this small service area. It would be more cost effective to provide ADA trips through 
another existing paratransit service so that one vehicle is not idle for the majority of the 
service day. However, it is important to ensure equal access so wait times for ADA 
individuals should be within parameters of the law. 

 
Pinellas Suncoast Transit Authority (PSTA) 
 
The public transit system serving Pinellas County, Florida developed two first mile/last mile 
partnerships with TNCs. Through the Direct Connect program PSTA pays half the cost of the 
Uber, United Taxi or Wheelchair Transport ride, up to $5, as long as the TNC trip ends or begins 
at one of 24 designated locations in the county such as Park and Rides and transit centers. The 
program started as a pilot with a small service area of Pinellas Park and has since expanded. 
Passengers may use the downloadable app for either Uber or United Taxi or can call United Taxi 
directly. Passengers have the option of paying cash for United Taxi rides while Uber riders have 
a cashless transaction.TD Late Shift is a program designed to provide transportation for 
economically disadvantaged riders with non-traditional work shifts. Eligible passengers can take 
an Uber trip anywhere in the County after 9:00 PM and before 6:00 AM. 
 
The Direct Connect program was the first of its kind in the nation. The impetus for the program 
came after a $.01 transit tax referendum was defeated and the transit system was forced to cut 
routes or find alternatives. The program started off with a $40,000 budget which came from 
annual operating costs savings of eliminating a poor performing fixed route. During the first six 
months, Uber provided 3,167 rides for an average cost per ride to PCTA of $11.48. The program 
has since been extended beyond the original pilot with a budget of $100,000. 
 
Providing passengers with two TNC options has multiple advantages. First, it makes the service 
accessible to passengers without a smart phone or who use a wheelchair. Second, the fact that 
passengers can choose which transportation provider to use eliminates the requirement for the 
TNCs to follow federal drug and alcohol testing requirements. 
 
Lessons Learned 
 

 Targeted outreach is key – After a slow start to the program, Uber ambassadors went to 
bus stops in the program area and spoke with passengers and showed them how to use 
the app. Ridership increased significantly after that. 

 Developing a strong public/private partnership is important. PSTA relied on Uber’s app 
so that a large capital outlay to develop a proprietary app was not required. As indicated 
above, Uber was an important part of the marketing effort. 



 
Go Dublin 
 
The Livermore Amador Valley Transit Authority (LAVTA) provides public transit service in the 
cities of Dublin, Livermore, Pleasanton and unincorporated portions of Alameda County. Fixed 
routes were recently restructured with the goal of placing more emphasis on performance 
instead of service area coverage. Poor performing routes were eliminated and frequency was 
increased on main lines and BRT routes. This left a significant portion of the City of Dublin 
without fixed route service.  The City of Dublin also has parking issues at the crowded Dublin 
BART station. Therefore, LAVTA entered into a partnership with Uber, Lyft and De Soto Cab to 
provide transportation within the City of Dublin. 
 
The one year pilot program paid for half of the TNC fare, up to $5.00, for trips made on Uber 
Pool, Lyft Line or De Soto Cab. Trips must begin and end in Dublin. Passengers were required to 
use the ride share version of the TNC services so as to be consistent with public policy to 
promote carpooling.  LVTA received a $100,000 grant for the pilot program, but staff estimate 
that only 60 – 70 percent of the funds will be used by the end of the program (currently 
scheduled for the end of June 2018). Go Dublin carries roughly 1,000 to 1,500 rides per month 
at an average subsidy of $2.80 per trip. The majority of trips begin or end at the BART station. In 
comparison to the previously operated fixed routes in Dublin, the ridership is similar but the 
operating subsidy for the discontinued services was greater, on the order of $15 – 20 per trip.   
LVTA included De Soto Cab in the program as they have wheelchair accessible vehicles. 
Interestingly, De Soto has yet to receive a request for an accessible vehicle. Part of this could be 
due to the fact the paratransit service continues to cover the area. 
 
Go Dublin uses existing apps from the TNCs, thereby eliminating significant startup costs that 
some of the other microtransit programs discussed have incurred. Requesting a ride is also 
quite simple. Passengers need only to sign up for Uber Pool or Lyft Line and enter the 
promotion code. The app remembers the promotion code for the next ride. As for marketing, 
LVTA relied mostly on Uber and Lyft to promote the program with the exception of one 
postcard mailing. If the program is continued beyond the pilot phase, LVTA will conduct 
additional marketing efforts and feel that another 1,000 trips per month could be gained. Only 
two complaints have been received about the program in almost one year. 
 
Lessons Learned 
 

 As private companies, Uber and Lyft are competitive and reluctant to provide all data 
collected. For this reason, LTVA only receives each month: 1) the number of trips 
provided, 2) subsidy per trip 3) Heat map showing pick up/drop off locations. Surveys of 
riders would provide staff with more detailed information on who is actually using the 
service and where do they really want to go. 
 

 
 



West Sacramento On-Demand Via Partnership 
 
The City of West Sacramento will be implementing a new TNC operated On-Demand transit 
program in May of 2018. The City has partnered with the rideshare company Via to provide on-
demand transportation anywhere within the City of West Sacramento. The program is intended 
to be dynamic and parameters will be adjusted based on feedback received from passengers. 
Initially, the service will operate from 7:00 AM to 10:00 PM Monday through Friday and from 
9:00 AM to 9:00 PM on Saturday. No set stops have been designated but passengers may be 
asked to walk 500 feet to a pick up point to make driver logistics (such as U-turns) safer and 
easier. The fare will be a flat $3.50 for any destination within the City.  
 
The program grew from concerns regarding underperforming fixed routes which operate in the 
area. The City is also in the process of implementing a Mobility Plan; therefore providing more 
mobility options for the community through ridesharing would contribute to overall goals. 
Although the City of West Sacramento is generally a low density suburban area, the city has a 
few components which make the area attractive for a TNC program. There is a large community 
of seniors whose quality of life could benefit from increased mobility options. The Riverfront 
District has some parking demand issues and the City is trying to increase Transit Oriented 
Development (TOD) in this area.   Other goals of the program are to reduce Vehicle Miles 
Travelled (VMT) to a level that will make the city eligible for certain grant funding.  
 
The City put out a Request for Proposals (RFP) identifying the problems they wished to solve 
and asked for creative solutions as a “turnkey” product. Ten responses to the RFP were 
received from both public and private operators.  Via was selected. Vehicles (which were 
donated by Mercedes Benz) and drivers are provided by VIA. The program will uses Via’s 
propriety app to schedule rides and route drivers. One vehicle will be made wheelchair 
accessible to serve the disabled population.  
 
Total budget is $720,000 for the one year long pilot. Roughly $80,000 has been spent on 
technology and start up. Roughly $500,000 is allocated for actual operation of the service. 
Much like other TNC’s, the drivers’ pay rate will depend on the level of demand for service. 
West Sacramento staff estimate that an additional 1,000 hours of staff time have been spent on 
procuring and administering the start-up of the program. However, as TNC partnerships are 
becoming more common, administrative set up time could potentially be reduced for other 
public entities wishing to embark on a similar program. 
 
In terms of marketing, the city plans to work with YoloBus (public transit operator), major 
employers and the senior community.  
 
Lessons Learned 
 

 Would do the RFP a little differently, perhaps leave it less open ended and discuss 
revenue sharing and liability earlier in the process. 

 It is important to remember that there are more TNC companies than Uber or Lyft 



 Using independently contracted drivers will make it easier to make changes to the 
program as the pilot continues. 




