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Introduction

Traffic Congestion and Transportation System Limits

The Metropolitan Transportation Commission projects that morning peak period vehicle miles traveled in the San Francisco Bay Area will increase by 36% from 1998 to 2025, and that the average travel time per trip will increase by 25%.
  The portion of arterials and freeways at level of service F (the worst case) will grow from 5% to 14% over that period.  

As the Metropolitan Transportation Commission recognizes, these increases reflect “the effect of continued growth in regional travel demand (trips) across all modes without a corresponding expansion in the capacity of the regional transportation system to accommodate these trips.”
  Financial and environmental constraints increasingly limit the expansion of the Bay Area’s transportation infrastructure.  While construction of new infrastructure will continue, the Bay Area must also seek new alternatives to increase the efficiency of its existing transportation system.

Promising Solutions

A number of strategies have emerged to combat traffic delays in the face of heavy peak demand.  System management strategies such as ramp metering are used to maximize the efficiency of existing infrastructure.  Demand management strategies strive to reduce travel demand by providing alternatives to travel and by increasing vehicle occupancy.  Value pricing and dynamic ridesharing are two promising demand management strategies to reduce traffic congestion.

Value Pricing

While economists have long recognized pricing as a method of managing road congestion, it is only in approximately the last decade that practical proposals have been put forward for making the transition from the current situation of largely free roads to a situation in which congestion pricing is in use.  Fielding and Klein outlined “HOT lanes” (for High Occupancy/Toll Lanes), as a means for implementing value pricing.
  HOT lanes are open to high-occupancy vehicles for unlimited, free use.  Low-occupancy vehicles are allowed limited access to the lanes, for a fee that varies with demand conditions, such that free-flowing travel is maintained in the lanes.  

Underutilized high occupancy vehicle lanes were converted to HOT lane operation on Interstate 15 in San Diego.
  An interesting feature of the I-15 HOT lanes is the implementation of dynamic pricing.  Prices that respond to demand for use of the facility (and thus to congestion in the adjacent free lanes) are updated every six minutes.  

A second value-priced roadway is currently operating in California.  Private financing was used to expand the eight-lane State Route 91 in Orange County to twelve lanes.  The four additional lanes occupy the median of the freeway, and compete directly with the adjacent free lanes.  Thus, in order to maximize revenue and make efficient use of the additional capacity, a congestion pricing fee schedule was implemented.
  Unlike the I-15 lanes’ dynamic pricing, the State Route 91 fee schedule is fixed in advance, though the toll rates vary both by day of week and by time of day.

Despite the success of these two California value-priced roads, congestion pricing remains a politically sensitive issue.  Continuing objections to value pricing include charges that it is unfair to lower-income groups (“Lexus Lanes”) and that it represents “double taxation” (since various roadway taxes should – in theory – have already paid for road construction).
  

FAIR Lanes

The “Fast and Intertwined Regular Lanes” or FAIR lanes concept has been developed to alleviate the public concerns about conversion of free lanes to value-priced lanes.
  Travelers who remain in the free lanes would receive credits that could be used as toll payments on days when they choose to use the express lanes, or as payment for transit.  The credits would be funded from toll revenues from the express lanes and would be accounted for by electronic tags (transponders) used by free-lane vehicles.

FAIR lanes provide travelers with more choices.  They can accept congestion delay and be compensated, pay for express service to avoid delays, or use improved transit or ridesharing services.  FAIR lanes benefit all travelers by increasing effective roadway capacity and by allowing more vehicles through each hour on currently congested corridors.

Dynamic Ridesharing

While carpooling traditionally has been an effective alternative to driving alone, carpooling rates have been declining.  Traditional carpooling is relatively inflexible and limiting; factors such as the increasing dispersal of work sites and the trip chaining of women to meet household needs have contributed to the decline of traditional carpooling.

According to the United States Department of Transportation, 17% of the growth of vehicle miles traveled in the United States between 1983 and 1990 was caused by a decrease in vehicle occupancy.
  Dynamic ridesharing offers a means to offset this trend.

Dynamic ridesharing uses web-based and telephone-based systems to allow users to find carpool partners on a “real-time” basis, that is, close to the time that users need to travel.  Dynamic ridesharing differs from traditional ridesharing that requires more formal, fixed arrangements made well in advance of the traveler’s departure time.  Dynamic ridesharing is a fundamentally new travel option that is closely complementary to value-priced roads, enabling travelers to respond to pricing in flexible ways that traditional ridesharing and transit options do not.

In most areas of the country, dynamic ridesharing shares a “chicken-and-egg” dilemma with value-priced roads.  If value pricing were in effect, then it is possible for dynamic ridesharing services to evolve.  Airport shuttles have evolved in order to avoid the costs of airport parking.  If airport parking were free or cheap, then such shuttles would likely not be cost effective.  Similarly, dynamic ridesharing could evolve to avoid congestion and peak period tolls if such pricing were in effect.

There have been several pilot tests of enhanced ridesharing services, some using Internet and paging technologies.  Most of these tests were unsuccessful.  A review of these pilot tests points to the following reasons for their failure: the services were not aggressively advertised; they were short lived, allowing insufficient time for effective marketing and commuter experimentation; time and monetary savings did not exist or were not apparent in the unsuccessful pilots.
  This last factor appears to be critically important: none of the pilot tests were designed around either the time saving incentives provided by high occupancy vehicle lanes or other incentives such as preferred parking spaces reserved for carpoolers.
  On the other hand, the highly successful existing analogues to electronically assisted dynamic ridesharing – namely, the “casual carpools” along the interstate-80 corridor in the East Bay San Francisco area, and the “slug lines” along the Shirley Highway in the Washington, D.C. area – are clearly a response to the time saving incentive provided by high occupancy vehicle lanes.

Project Summary

This project consists of two major, inter-related components: a feasibility study of FAIR Lanes, and a pilot project implementing dynamic ridesharing.  The dynamic ridesharing pilot will be implemented in two phases.  The first phase will test the dynamic ridesharing concept at a single BART station.  If this proves successful, a second phase will expand the dynamic ridesharing pilot to additional BART stations, providing a more region-wide focus.

FAIR Lanes Feasibility Study

FAIR Lanes will be explored as an alternative in the planned implementation of both value-priced lanes and potential capacity expansion in the Interstate 580 and 680 corridors in Alameda County.  

The FAIR Lanes feasibility study will be conducted with regard to Interstates 580 and 680 within Alameda County.  The “Sunol Grade” portion of Interstate 680 is already the subject of a value pricing study.  In addition, Alameda County Measure B, a local transportation sales tax approved by the voters by an 81% majority in November 2000, makes operation of new Sunol Grade carpool lanes as value-priced facilities a requirement of the expenditure plan.  New carpool lanes are also planned for I-580.  The FAIR Lanes feasibility study can look at options for this integrated corridor, including high occupancy vehicle / FAIR Lanes connector ramps at the I-580/I-680 interchange.

Dynamic Ridesharing Pilot Project: 
Electronically Assisted Carpool to BART 

Bay Area Rapid Transit District (BART) station parking lots are largely oversubscribed.  There is considerable demand for additional access to BART stations, but the cost of providing additional infrastructure – parking lots, bus service, shuttle service, etc. – is onerous.  Therefore, BART is interested in exploring dynamic ridesharing as a new option for increasing access to its trains.

BART currently reserves parking spaces for carpool vehicles with two or more occupants at a number of its stations.  Given that many station parking lots fill at an early hour – before 7 AM – the reserved carpool spaces can provide an important incentive in allowing users to travel at preferred times.  In addition, carpool lanes – with the same two-person occupancy requirement – provide access to a number of BART stations.  Thus, there are two incentives to carpooling to BART: reserved parking spaces, and travel time savings.

The electronically assisted carpool to BART project will be designed with lessons from previous research and experiments in mind.  Ease of use, convenience, reliability, safety, and benefits to individual travelers will be integral to the design of the ridesharing system.  Marketing and promotion of the project to BART patrons also will be an important component of the project.

Since reliability is very important to travelers, the dynamic ridesharing program will provide “backup” service in the form of vans and/or taxis.  This makes it possible to guarantee rides to users of the service.  When suitable match partners cannot be found, a van or taxi can be dispatched to provide a ride.  While this would appear to be a costly feature to add to the dynamic ridesharing project, computer simulations indicate that even with only modest user volumes the need for backup service is quite low.
  For example, even with only 25 ridematch requests over the course of an hour in a five-mile by five-mile zone, on average a single backup vehicle is needed only 20% of the time.  In other words, the cost of a single backup ride would be distributed over 125 person trips on average (one backup ride every 5 hours times 25 travelers per hour).  Issues remain on how to best cover the costs of such service.  Various combinations of subsidies, low per-ridematch fees, or higher per-backup-use fees are possible and will be explored.

Software to implement the dynamic ridesharing service (with both web and telephone access) has been developed by Environmental Defense, and will be made available to this pilot project at no cost (although there will be going-forward expenses for operating the software and requisite hardware).

Purpose of Project

This project incorporates two inter-related concepts, FAIR lanes and dynamic ridesharing, to offer travelers in congested corridors more choices.

The major goals of this project are to:

· Assess the feasibility of FAIR Lanes as an alternative on Interstates 580 and 680 in Alameda County.

· Provide new travel options on a pilot basis through electronically assisted dynamic ridesharing.

· Explore the potential interactions and synergies between road pricing and dynamic ridesharing.

· Measure the reduction in solo driving caused by dynamic ridesharing.

· Provide for the expansion of dynamic ridesharing beyond the duration of this pilot project.

Potential Benefits

In implementing a dynamic ridesharing pilot, this project will also provide valuable data on the relationship between dynamic ridesharing use and timesaving incentives.  The planned location for the first phase of the dynamic ridesharing pilot project – the Dublin-Pleasanton BART station – is accessible in part by carpool lanes.  Thus, both the incentives provided by carpool lane time savings as well as the incentives provided by preferred parking will play a role in use of the dynamic ridesharing system.  In addition, the Dublin-Pleasanton BART station is located in the corridor that will be the subject of the FAIR Lanes feasibility study.  Finally, the effect of the dynamic ridesharing pilot project on access to BART and use of the multi-occupant mode will be measured. 

Road pricing such as that provided by FAIR Lanes potentially interacts with ridesharing in important ways.  The attractiveness to individual travelers of various modes – driving alone, ridesharing, transit, etc. – depends on the perceived overall costs and benefits of each mode.  Potentially, the most important benefits of ridesharing are timesavings from use of high occupancy vehicle lanes that bypass congested roadways.  (Time savings are likely far more valuable than other cost savings due to ridesharing, such as shared vehicle operating costs – at least for certain users at certain times.)  An important benefit of priced lanes is to provide a timesaving alternative, since conventional high occupancy vehicle lanes themselves often are subject to congestion.

Even where high occupancy vehicle lanes provide time savings, potential users of the rideshare mode face certain costs: the time and hassle of coordinating rides, the time and travel involved in picking up rideshare partners, the loss of flexibility, and the potential lack of reliability (for example, if a rideshare partner is unable to travel on a particular day).  Electronically assisted dynamic ridesharing can reduce these costs, and thus make the ridesharing mode more attractive.

A future FAIR lane demonstration in California could provide additional resources, opportunities, and insights into reducing congestion, increasing access and mobility, and addressing transportation equity issues, particularly for lower income persons.

Project Locations

The Dublin-Pleasanton BART station is the planned location for the first phase of the dynamic ridesharing project.  While demand for parking at this station greatly exceeds available supply, there is also a surplus of designated carpool parking spaces.  In addition, carpool lanes on I-680 north of the Dublin-Pleasanton station allow provide time savings to carpool travelers.    

In the second phase of this project, the dynamic ridesharing system will be expanded to serve other BART stations.  In addition, other transit hubs and/or congested corridors can also be considered for implementation of a dynamic ridesharing service.

As mentioned earlier, the FAIR Lanes feasibility study will be conducted with regard to Interstates 580 and 680 within Alameda County.  It should be noted that the Dublin-Pleasanton BART station is located in this corridor, adjacent to the I-580/I-680 interchange.  Thus, interactions between value-priced lanes and the dynamic ridesharing system can be explored in the FAIR Lanes feasibility study.

Project Participants and Process

Participants

The Alameda County Congestion Management Agency will be the lead agency in administering the dynamic ridesharing pilot project and the FAIR Lanes feasibility study.  The Agency has already taken the lead role in studying value pricing options on Interstate 680, and in coordinating the potential implementation of the Measure B local sales tax with other agencies, including the Measure B administrator and the State Department of Transportation.

Environmental Defense, a national public interest environmental organization, will contribute the dynamic ridesharing software to this project, and further administer the operation and implementation of the pilot project.  Environmental Defense will participate and aid in coordination among the project participants.  Environmental Defense has long been involved in both value pricing proposals and promotion of ridesharing and will participate in both the FAIR Lanes and Dynamic Ridesharing portions of the project

As mentioned earlier, BART is interested in increasing carpool access to its stations, and in exploring new alternatives for station access.  BART will assist in promoting the Dynamic Ridesharing pilot, and in integrating the ridesharing system into station operations, including carpool parking enforcement and rider assistance.  BART will assist in the design and evaluation of the Dynamic Ridesharing portion of the project.

The Metropolitan Transportation Commission will participate in the design and evaluation of the Dynamic Ridesharing portion of the project.  The Commission’s responsibilities in the Bay Area region include the administration of the Bay Area’s current ridesharing services.  Assuming the success of the pilot program, the Metropolitan Transportation Commission will consider provision of funding for the second phase of the dynamic ridesharing pilot project, if there is a decision to expand the project to a more region-wide application.  The Commission will also look towards eventual integration of dynamic ridesharing services with existing and planned conventional ridesharing services.

In addition to these project participants, additional expertise will be called on in the course of project implementation.  A subcontractor will be retained for implementation of the FAIR Lanes study.  In addition, an independent contractor (such as the University of California at Berkeley’s Instituted of Transportation Studies) may be retained for tasks related to evaluation of the dynamic ridesharing project. 

Process: Advisory Committee

For the Dynamic Ridesharing portion of the project, representatives from each of the project participants, as well as RIDES for Bay Area Commuters and other interested parties, will form an “Advisory Committee” to develop a detailed scope of work and to guide and inform the design and implementation of the project.  The participating agencies possess a great deal of knowledge and expertise that this project will draw upon to the maximum extent possible.  The Advisory Committee also will help insure that the initial design of the dynamic ridesharing system is consistent with its eventual integration into existing regional ridesharing systems.

The FAIR Lanes feasibility study will be integrated with ongoing value pricing studies in the I-580 and I-680 corridors.

Scope of Work

Task 1: Prepare detailed scope of work

A. Create detailed tasks for the FAIR lanes feasibility study, including HOV lane configuration options and surveys of current traffic volumes in both HOV lanes and general-purpose lanes.  Identify modeling necessary to forecast FAIR lanes usage and effects on ridesharing.  Also identify issues in use of existing electronic toll collection systems for FAIR lanes purposes, and design issues in lane separation, electronic tag reading equipment, etc.

B. Design of and implementation schedule for dynamic ridesharing system, including marketing, guaranteed ride home, etc.  Explore and choose among matching strategies and algorithms.  Identify needs for marketing and promotion plan.  Identify scope for design of evaluation plan

Deliverable: Detailed Scope of Work

Estimated cost: $16,000.

Task 2: Existing conditions

A. Assemble data on existing HOV lanes, rights-of-way, traffic volumes, etc.  These data could include: overall travel patterns, roadway level of service and duration of congestion, mix of vehicle types, vehicle occupancy, and transit service levels and ridership.

B. Assemble data on ridesharing at the candidate station, congestion, time savings available, etc.  Some additional data collection or survey work may be necessary.

Deliverable: Existing conditions report

Estimated cost: $25,000

Task 3: Value pricing state-of-the-art review 

A variety of toll/HOT facilities have been constructed within California and in other parts of the United States.  Related experience will be reviewed to determine the lessons learned from those facilities, including revenue and business models, facility access policies, technologies and standards, and public awareness and acceptance.

Deliverable:  White paper on lessons learned from existing value-priced facilities.

Estimated Cost:  $10,000

Task 4: Travel demand modeling

As the designated Metropolitan Planning Organization for the nine county Bay Area region, the Metropolitan Transportation Commission is responsible for maintaining the region’s travel demand forecasting model.  This study effort will coordinate with the regional modeling efforts.  Models are being developed for the current Interstate 680 value pricing study that build on the Commission’s mode choice models by adding sub-mode choices onto the existing model structures.  These sub-modes split the in-vehicle modes into trips choosing the fast/priced lane versus trips not choosing the fast lane (or a toll/no-toll split).  The most appropriate modeling methods will be identified and incorporated into the FAIR Lanes study.

The results of this modeling would be used for related operational and revenue analyses.

Deliverable: Travel Forecasting Models and Results

Estimated cost:  $85,000

Task 5: Institutional and public acceptability of FAIR lanes

This task will assess the institutional requirements to implement the FAIR lanes concept generally and to conduct a demonstration specifically.  Interviews and/or focus groups will also be conducted with public officials, citizens and others to determine potential level of public and institutional acceptance of FAIR lanes.

Deliverable: Memorandum on Institutional and Public Acceptance

Estimated Cost:  $25,000

Task 6: Technical analysis of FAIR lanes

Assess technical requirements for successful operation of FAIR lanes.  Evaluate requirements against current California operational practices and technology standards.  Recommend enhancements to California standard for addressing FAIR lane requirements.

Deliverable:
Memorandum on Technical Analysis

Estimated cost:  $25,000

Task 7: Financial and economic analysis of FAIR lanes

Capital, Operating and Administrative Costs: Cost estimates shall be developed for project alternatives and shall include but not be limited to the following: right-of-way, signage, environmental mitigation, engineering for alternatives as appropriate, installation of barriers, etc.  Operations and Maintenance costs would include on-going administration and marketing, replacement of capital assets, and operations (including enforcement).  Costs of proposed new transit services would also be estimated if toll revenues would be allocated to this use.  Costs should be in sufficient detail to determine the viability of the proposed alternatives.

Revenue Projections:  Revenue projections will be made for various toll levels and structures for the FAIR lane alternatives.  The projections shall include but not be limited to consideration of free use for 3+ carpools and transit and variable charges for 2-carpool, single occupant vehicles and 2-axle light duty commercial vehicles.  Projections of credits to users of free lanes and the incentive effects of such credits will be made.

Deliverable:
Technical Memorandum on Financial and Economic Analysis

Estimated cost:  $30,000

Task 8: Performance analysis of FAIR lanes

Alternatives, including no action, will be compared with FAIR lane operation in a number of corridors.  Performance measures may include:

· Travel cost

· Level of service on HOV lanes, fast lanes, and general purpose lanes

· Travel time/average speed

· Duration of congestion

· Vehicle hours in congestion

· Person hours in congestion

· Transit ridership

In addition to these performance measures, the following criteria will also be considered:

· Compatibility with federal/state highway design standards

· Capital and operating costs 

· Enforceability of toll and HOV requirements

· Tolling feasibility and effectiveness

· Operational impacts to freeway

· Environmental impacts (air quality, noise, etc.)

· Equity for HOT lane users

· Ability to finance

Other performance measures and criteria may be added as the study progresses.

Deliverable:
Technical Memorandum on Performance Analysis of FAIR lanes

Estimated cost:  $35,000

Task 9: Rideshare promotion/marketing plan

Create plan to promote ridesharing service to potential users.  Plan to identify likely users, and plan to identify incentives to which these users are likely to respond, such as direct incentives, access to preferred parking, and guaranteed ride home.  Coordinate with relevant agencies.

Deliverable: Rideshare Promotion/Marketing Plan

Estimated cost: $5,000

Task 10: Rideshare evaluation plan

Create plan for evaluation of pilot project and factors that affect user participation in dynamic ridesharing.  Identify needed user surveys, non-user surveys, stations to compare, etc.  Identify statistical methods.  

Deliverable: Rideshare Evaluation Plan

Estimated cost: $5,000

Task 11: Implement ridesharing service

Implement system, including web access and interactive voice response.

Roll out system.

Coordinate with agencies.

Deliverable: Quarterly status reports on operating system

Estimated cost: $304,000 (see phase 1 detail in Attachment A)

Task 12: Implement rideshare promotion plan

Identify likely users, identify best incentives, etc., as specified in plan.

Promote to likely users, offer incentives, etc.

Deliverable: Quarterly status reports on implementation of promotion plan

Estimated cost: $115,000 

Task 13: Rideshare evaluation

Implement evaluation plan, including user surveys and corridor comparisons, etc., as specified in plan.

Deliverable: Rideshare Evaluation Report

Estimated cost: $28,000.

Task 14: Findings and conclusions

Based on all of the previous tasks above and, two reports of findings and conclusions will be prepared, one for the FAIR Lanes feasibility study and one for the Dynamic Ridesharing pilot.  A FAIR lanes schedule and preliminary implementation plan will be included.  The implementation plan will also identify any legislative steps needed to implement FAIR lanes.

Deliverable: Final Report

Estimated cost: $37,000

Proposed Budget

	 
	Dynamic ridesharing
	FAIR Lanes
	Total

	Task 1: Prepare detailed scope of work
	$11,000
	$5,000
	$16,000

	Task 2: Existing conditions
	10,000
	15,000
	25,000

	Task 3: Value pricing review
	
	10,000
	10,000

	Task 4: Travel modeling
	
	85,000
	85,000

	Task 5: Acceptance of FAIR lanes
	
	25,000
	25,000

	Task 6: Technical analysis of FAIR lanes
	
	25,000
	25,000

	Task 7:  Economic analysis of FAIR lanes
	
	30,000
	30,000

	Task 8:  Performance analysis of FAIR lanes
	
	35,000
	35,000

	Task 9: Rideshare marketing plan
	5,000
	0
	5,000

	Task 10:Rideshare evaluation plan
	5,000
	0
	5,000

	Task 11: Implement ridesharing service
	304,000
	0
	304,000

	Task 12: Implement promotion plan
	115,000
	0
	115,000

	Task 13: Evaluation
	28,000
	0
	28,000

	Task 14: Interim/Final report
	17,000
	20,000
	37,000

	Total
	$495,000
	$250,000
	$745,000

	
	
	
	 

	Local portion of total
	
	
	 

	   hard match
	75,000
	37,500
	112,500

	   soft match
	24,750
	12,500
	37,250

	
	$99,750
	$50,000
	$149,750

	
	20%
	20%
	20%


FHWA grant:

$595,250

Local contribution:
$149,750

Proposed Schedule

[to be determined]

Attachment A

Further detail: Electronically Assisted Carpool to BART Pilot Project

How will electronically assisted carpooling to BART work?

Registration

Users register – either on the web or via telephone with a human operator – their basic ride information, including their home address and the time they typically want to arrive at BART in the morning.  Registration will require a valid credit card – this is a security measure to screen out potential mis-users of the system.

Mornings

Either on the day before or in the morning when a user wants to ride or drive to BART, the user makes a match request.  This can be done either on the web, via automated phone call (interactive voice response), or with a human operator.  The automated phone call is simple enough to be implemented with touch tones: the user must identify themselves (caller ID will be used to simplify this), and enter the time at which they wish to arrive at the station.

The system collects all ride requests for a particular morning.  At pre-specified times (depending on when users wish to arrive at the station) ride matches are “announced.”  This announce time occurs as close as possible to the ride time, in order to allow users the most time to request matches.  This also lets the computer match algorithm choose among the greatest number of available travelers, which allows the arrangement of the most efficient matches. 

Once matches are “announced,” users can find out who their ride match partners are.  They can either access the system on the web or call in to the automatic telephone system.  In addition, the system can make automated telephone calls to users.  

As a final step, users confirm that they will ride or drive at the appointed time.  They may do this with the automated system or the system operator, or they may do this directly by calling their rider(s)/driver.  The specific system design here will depend on the outcome of market research.

The human operator will assist anyone who has difficulty in meeting his or her rider or driver, and dispatch backup service as necessary.  It may be a requirement of participation that users be available via cell phone at all times after matches are announced.

Afternoons

On the way home, people will request ride matches via cell phone after they are onboard a train.
  In this pilot project, stations that provide sufficient “above-ground” time for phone calls will be chosen.
  Users will identify themselves to the phone system (the system will already know their home address from the registration step mentioned above).  Users will also be asked to identify the current location of their train, so that the system can determine when they will arrive at their destination station.

As the train arrives at the destination station, the system will match riders and drivers.  Computer monitors at the station will then “announce” the matches, perhaps indicating the parking space number of the driver.  An in-station concierge will assist users, and call for backup service as needed.

Incentives – parking credits and high-occupancy vehicle lane time savings

Incentives to drivers include both the parking space reserved for carpoolers and the timesavings available to those travelers who can use high-occupancy vehicle lanes to access the station.  In the mornings, the current BART carpool parking system can work for this electronically assisted system without significant alteration.  In the afternoons, a driver incentive needs to be provided to those travelers whose route does not provide high-occupancy vehicle lane timesavings.  To provide such an incentive, drivers who request ride matches will be provided parking “credit” for carpool parking spots.  This credit can be used in the future to park in the preferred spots, whether or not the driver carpools at that particular time.  The value of the credit may be adjusted based on user demand and the availability of parking spaces.  (For example, perhaps the driver needs to provide two carpool trips to earn a credit.)

Sustainability – Projected costs per saved parking space

Ongoing costs at a single station are projected to include fixed costs of approximately $6,600 per month (operator/concierge, and hardware/phones).  Over approximately 20 weekdays per month, these fixed costs are $330 per day.  In addition, guaranteed rides are estimated to cost approximately $0.10 per user per day.  

If the system has 100 users per day, and average vehicle occupancy of 2.5 people per car, then this would indicate a savings of approximately 50 parking spaces (approximately 90 vehicles at an average occupancy of 1.1 people versus 40 vehicles with an average of 2.5 people in them).  

The number of saved parking spaces increases directly with the volume of users – the saved parking spaces are approximately equal to half the number of users. 

On the other hand, the costs of operating the ride match service are not expected to vary significantly with user volume – at least over the likely range of volumes that can be expected in this pilot project.

Thus, increasing volume will spread the fixed costs over more users and more “saved” parking spaces, leading to lower costs per saved space.  Here are illustrations.

For 100 users: costs in this case are approximately $9 per saved parking space per day ($330/day fixed costs plus $10/day for guaranteed rides spread over 50 saved parking spaces).

For 200 users: costs in this case are approximately $3-4 per saved parking space per day ($330/day fixed costs plus $20/day for guaranteed rides spread over 100 saved parking spaces).

For 500 users: costs in this case are approximately $1-2 per saved parking space per day ($330/day fixed costs plus $50/day for guaranteed rides spread over 250 saved parking spaces).

Dynamic rideshare proposed budget detail

	Design, evaluation plan
	$16,000

	Marketing plan
	5,000

	Existing conditions
	10,000

	Pre-rollout marketing/outreach
	35,000

	Pre-rollout operator assistance
	20,000

	Implementation marketing/outreach
	80,000

	Operator/concierge
	125,000

	Hardware/web hosting
	26,000

	Communications
	13,000

	Administration
	120,000

	Evaluation/report
	45,000

	Total
	$495,000
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� It is also possible that the dynamic ridesharing concept could be applied to other transit hubs and/or to congested corridors in the Bay Area.  For example, the dynamic ridesharing system could be used to promote carpooling to Caltrain stations, or to increase use of carpool lanes.


� See Kirshner, Daniel, Electronic “Instant” Ridematch and HOV Lane Time Savings: Simulation Modeling for the San Francisco Bay Bridge Corridor, Environmental Defense, 2000.


� A demonstration version of the web service is available at www.ridenow.org.  Password “carpools2go” allows access to the site.


� Alternatives to better serve low-income travelers will be explored, such as pager access, or dedicated “public phones” in BART cars.


� The Dublin-Pleasanton station meets this criterion.
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