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1. EXECUTIVE SUMMARY 

The Short- Range Transit Plan for 2025 - 2034 (SRTP) is 
a comprehensive assessment of public transportation 
programs offered in Ventura County. It identifies the 
transit needs of residents and employees throughout 
the region, evaluates how the transit system currently 
aligns with those needs, and recommends service 
improvement strategies over the next ten years. In 
keeping with best practices, VCTC is conducting this 
SRTP update to the prior version completed in 2015. 
Like the previous SRTP, VCTC took the oppo rtunity to 
consider all of the separate transit operations 
collectively . This updated SRTP is more comprehensive 
in its approach to treating each of the independent 
services as part of a whole network  and developing 
recommendations to strengthen and enhance that 
network in ways that should benefit both the local travel 
needs and expand opportunity for regional travel.  

The existing  Ventura County transit  network is geographically extensive . Every jurisdiction 
includes a  fixed - route network , and dial- a- ride programs are available countywide . Ventura 
County communities provide these services despite a constrained funding environment , 
with no countywide revenue stream to supplement state and federal funds.  

Riders in Ventura County rate their transit services highly . Responses to the on - board 
survey conducted as part of this effort indicated high levels of satisfaction with the comfort  
of the service and  driver courtesy  and very little concern  about safety  on the system . The 
College Ride , Youth Ride Free , and Free Fare Day programs are highlights of a progressive 
approach to attracting riders among demographic s that would most benefit from transit. 
Throughout the county, seniors are eligible for dial - a- ride service , which helps support  
mobility in communities especially with  newer residential development s that are  isolated 
from community centers.  

The existing transit framework  in Ventura County is significant in reach.  Currently, about  half 
of Ventura County residents  live a short walkŶfive minutes or less Ŷfrom a convenient local 
bus route  and have access to  a regional  bus network that serves Ventura County and makes 
connections into Los Angeles and Santa Barbara Counties . While the geographic reach is 
extensive, the local and regional services are scheduled and designed separately and 
schedule connectivity is not al ways a high priority.  
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Despite all of these strengths, most current transit services are attracting fewer  riders  
compared to a decade ago , even when setting aside the effect of the COVID - 19 pandemic. 
This is partly explained by reductions and changes to many services that took place 
between 2015- 2019 to  try to better balance revenue hours with ridership to improve 
productivity.  While th ese efforts at rebalancing  make sense individually, collectively they 
appear to have resulted in a  substantial decline across many routes .  

Although the total service operated today is not much lower than in 2019, the selective 
reductions in frequency and hours  over the last decade mean that trips take longer, 
transfers are less convenient , and riders may see transit as less reliable than driving  or 
getting a ride . Individual changes across all routes have been made without sufficient 
coordination to maintain connections between Intercity and local routes, further increasing 
travel time for riders who need to reach a destination beyond their hometown . 

Agencies across the nation  have seen greater success in attracting ridership with service 
designs that focus on predictable, direct, and more frequent transit that operates for more 
of the day.  

With  each local transit service  directed independently by their  respective  city or agency, 
their focus tends to remain within  their own jurisdiction  rather than  on the big picture goal 
of regional ridership . This division of focus may miss opportunities for increased ridership 
and cross functionality , and make it more difficult to see the kinds of collective impacts 
described above . Successful transit depends on not only regular riders, but also on trips 
made by many occasional riders that are harder to quantify and capture through on- board  
surveys and engagement .  

All of  these circumstances can be improved through adjustments to routes, schedules, and 
allocation of resources between demand - response and fixed - route services. During  this 
analysis, we found  no evide nce to  support  the idea that fixed - route service cannot 
succeed . Much of the identified opportunity to improve  transit in a way that  attract s more 
riders should be achievable through shifting existing resources and modifying basic 
operations.  In the long  term, given the population, traffic congestion and environmen tal 
protection goals affecting Ventura County, greater investment in transit will create a 
stronger network that is more useful to people for more reasons , essential for growing and 
sustaining ridership . 
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The Short Range Transit Plan for 2025 - 2034 identifies specific route 
modifications for the existing routes that have the greatest 
opportunity for improvement and should be able to attract 
significantly more riders than they do today. This includes routes 
among several pr oviders including Camarillo, Moorpark, Valley 
Express, and VCTC Intercity.  

Bolstering these routes will not only improve their ridership and 
cost - effectiveness but also support more riders connecting with 
other routes across the county.  

 

 

A vision is set forth for the later timeframe of this Plan, and beyond, 
to add new services and extend operating hours to maximize 
flexibility for riders, which will further increase ridership and support 
long- term planning and environmental goals.  

  

The Plan includes both local and regional strategies tailored to the 
specific circumstances identified throughout this two - year study.  

A tremendous amount of collaboration and insight from staff at each 
of the partner cities and agencies is reflected in this work.  

 

 

The Plan offers a roadmap for staff to better evaluate progress  and 
course - correct appropriately.  

It incorporates needs identified by the public through surveying and 
in- person engagement. The Plan preserves aspects of the transit 
service that are the most important to existing riders while offering a 
vision for attracting new riders by expanding the a vailability to serve 
more purposes.  

Marketing the service to raise awareness to the general public and 
remind residents and businesses of the value and opportunities 
transit provides is integral to the success.  
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2. INTRODUCTION 

The Short- Range Transit Plan for 20 25- 2034  (SRTP) is a comprehensive assessment of 
public transportation programs offered in Ventura County . It identif ies the transit needs of 
residents and employees throughout the region , evaluates how the transit system currently 
aligns with those needs, and  recommend s service improvement  strategies over the next ten  
years. Eight distinct operations within the county are examined in depth:  

- Camarillo Area Transit  
- Kanan Shuttle 
- Moorpark City Transit  
- Simi Valley Transit   

- Thousand Oaks Transit   
- Valley Express 
- VCTC Intercity  
- East County Transit Alliance (ECTA)  

Gold Coast Transit District  (GCTD)  conducted a separate SRTP  in 2024 , which is 
summarized in this document  without further analysis . Thousand Oaks Transit  also internally 
developed proposed service ch anges, which are summarized in the Thousand Oaks section.  

The report is structured as follows:  

A discussion of  Methodology  presents our approach to ĪĆ×ÛěğĦÃĆ×ðĆèš±ÛĆĦĪěÃš-ČĪĆĦļƃğš
transit as it currently is : the analysis techniques, the data sourced, and conventions used.  A 
significant element of t he approach  was extensive Engagement and Outreach  with 
community members and stakeholders.  

The Summary of Related Plans  identifies existing transportation planning documents from 
across the region  and summarizes the relevant  strategies that should be considered by this 
SRTP. 

The Countywide  Overview provides context on the demographics, travel patterns , and 
transit service (including  governance and organizational structure ) in the county . It also 
provides a high - level discussion of feedback collected during the engagem ent phase. 

Countywide Strategies  presents service recommendations at the county level. 

The Community - Specific Chapters  each focus on a distinct geographic area within Ventura 
County , or VCTC Intercity and ECTA , which are regional services and are discussed as such. 
The community chapters delve in depth  to the following four  main topics:  

- The Market Assessment  describes the community characteristics that contribute 
to transit ridership opportunity and demand  including  demographic  and 
economic data, the built environment, an d the travel patterns within the 
community and among its neighbors.  
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- The Service Evaluation  describes  the fixed - route  and demand - response services 
operat ing within each community , along with an operational and financial 
analysis.  

- The Gaps and Opportunities  section highlights takeaways from the market 
assessment and service evaluation that guide the recommendations offered in 
the SRTP.  

- The Service Recommendations  section  presents strategies to address the 
specific context of each community and connect to the larger countywide 
recommendations.  

Conventions used in this report  

TERMINOLOGY  

The following is a list of important transit service concepts with definitions and, when 
appropriate, explanations of how this evaluation addresses them:  

Fixed - route bus services operate  on a published  schedule along a specific route . Buses stop 
only to pick up and deliver passengers at specific locations . Passengers must review the 
schedule in advance and get  to the bus stop before the bus arrives.  

Demand- response  service is reservation - based and will pick up and drop off an individual 
passenger (or small group) at the time and place of their choosing (within a defined service 
area). The primary categories of demand - response service are:  

- ADA Paratransit  service is required by federal law. The intent is to provide 
mobility comparable to that of the fixed - route system to passengers whose 
disability prevents them from using the existing fixed - route bus for any portion of 
their desired trip. Federal law requ ires transit agencies to offer paratransit within 
at least ¾ mile of any fixed - route stop, at times of day comparable to the fixed -
route service. All agencies in Ventura County have opted to offer their federally 
mandated paratransit service  to seniors aged 65 and above, as well as ADA -
eligible riders. Most of these agencies also offer this service beyond the ¾ mile 
radius required by law. LĆšĦîðğšěÛĘČěĦŤšĦîÛšĦÛěąšƀĘÃěÃĦěÃĆğðĦƁšðğšĪğÛ×šĦČš×ÛğÑěðÐÛš
the service offered to ADA - eligible riders and seniors , although others may use 
the word paratransit to broadly refer to all demand - response services.  

- Many communities also offer Dial- a- Ride programs. Some of these have broader 
eligibility than paratransit but are otherwise similar point - to- point services. Dial -
a- Ride (DAR) programs must be accessible but are not necessarily limited only to 
people with  disabilities.  

- Microtransit  is effectively the same type of service as Dial- a- Ride, but riders can 
request a trip on their smartphone (or by calling the agency). This allows the rider 
to book a trip closer to their desired travel time. Paratransit and Dial - a- Ride 
programs traditionally require riders to request their trips at least a da y in 



INTRODUCTION 

 

   

  
8 

advance. The software that powers microtransit allows for dynamic dispatching 
and makes scheduling easier for passengers and helps agencies to provide ƀČĆš
×ÛąÃĆ×Ɓ service where feasible.  It can be incorporated into traditional DAR and 
even paratransit programs, and represents a recent and evolving innovation.  

Service span  is how much of the day transit service is offered; for example, between 
4:00  a.m. and 10:00 p.m. In this report, we generally round the span of service to the nearest 
half- hour of when the first route begins and when the last route ends.  The service spans 
described in this report are all based on 2023 scheduled departures  (using GTFS data) 
unless otherwise noted.  

Service frequency  is how often a bus departs a stop on a given fixed - route heading in one 
direction. Some routes only operate limited numbers of trips per day; generally , any service 
that operates less than once an hour is not described in terms of frequency.  

Revenue hours and miles  are the hours and mileage each day that service is available to the 
public for  passenger pick up and drop off. Transit productivity  is measured by dividing the 
average daily number of passenger boardings by the revenue hours operated . Passengers 
per revenue mile  is also often reported, but this statistic is more useful in urban 
environments.  

,ĪğÛğšĦîÃĦšÃěÛš×ěðĵðĆèŤšÐĪĦšĆČĦšðĆšĘÃğğÛĆèÛěšŸěÛĵÛĆĪÛŹšğÛěĵðÑÛšÃěÛšƀdeadheadingţƁš,ĪğÛğš
deadhead between the garage and the first or last stop of the day, or sometimes between 
routes . Generally, deadhead hours and miles should be minimized where feasible . 

Walkability  is generally used to refer to how easy or difficult it is to reach nearby 
destinations either on foot or using personal mobility assistance devices like a wheelchair. 
²ÃÿüÃÐðÿðĦļšðğšĪğÛ×šěÃĦîÛěšĦîÃĆšƀÃÑÑÛğğðÐðÿðĦļƁšĦČšîÛÿĘš×ðğĦðĆèĪðğîšĶîÛĆšĦîÛšěÛĘČěĦšðğš
discussing required access for people with disabilities, which is an important topic specific 
to public transit vehicles and services.  

Fiscal Years:  Governmental agencies typically follow a fiscal year that begins on July 1 and 
concludes the following June 30 th. For brevity, this report will refer to fiscal years only by the 
year they end. For example, Fiscal Year 2022/2023 begins on July 1, 2022, and ends June 
30, 2023; in this report, it is abbreviated FY23.  

 



METHODOLOGY 

 

   

  
9 

MARKET ANALYSIS SUB-AREAS ς DEFINITIONS AND EXTENTS  

The overall SRTP study area was defined as  the developed areas of Ventura County. The 
community - specific market assessments in this report are each focused on these sub- areas 
within the larger study area . These chapters focus primarily on local circulation within each 
sub- area and are delineated by transit agency or operator. Table 1 defines the sub - areas, 
and Figure 1 shows their extents.  

Table 1: Market Analysis Sub- Area Definitions  

 Sub- Area Primary Service Provider  Communities  

Camarillo  Camarillo Area Transit  Camarillo , Somis, and adjacent areas of 
unincorporated Ventura County  

West Ventura 
County  Gold Coast Transit District  

Oxnard, Port Hueneme, Ventura , Saticoy, El Rio, 
Nyeland Acres, Oakview,  and adjacent areas of 
unincorporated Ventura County  

Moorpark  Moorpark City Transit  Moorpark   

Ojai Ojai Trolley  Ojai, Mira Monte, Meiners Oaks  

Simi Valley  Simi Valley Transit  Simi Valley 

Thousand Oaks Thousand Oaks Transit Thousand Oaks, Casa Conejo, Oak Park, and 
adjacent unincorporated areas of Ventura County  

Santa Clara 
River Valley  Valley Express Fillmore, Santa Paula, Piru, and adjacent areas of 

unincorporated Ventura County  

Countywide  Ventura County Transportation 
Commission  Ventura County  
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Figure 1: SRTP Market Analysis Sub- Areas 

 

Note: Sub- areas were defined at the Census block group level to encompass the core fixed - route and demand - response 
service areas for each transit agency within Ventura County.  
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3. METHODOLOGY 

At the highest level, the analysis approach for this SRTP consisted of the following  
steps/themes:  

- Measure  ŵ Develop a detailed picture of things as they currently are  (describe 
the existing conditions) .   

o Observe/articulate the d etails of existing routes and services , ridership  
patterns   

o Research the local contextŶgeograph y, population , demographi cs, histor y 
- Evaluate ŵ what parts of the picture are good? What parts are weaker? 

o Compare current performance  to past performance, to similar markets, to 
industry standards  

o Engage with the community to unde rstand their needs , where th ose needs 
are being met, and where they are not  

- Identify  ŵ Where are the g aps & opportunities ? 
o Are there areas where existing service is misaligned  with community 

need? 
o Are there lessons to be learned/applied from industry best practices?  

- Recommend  ŵ Develop c lear, detail ed solutions to address all of the above  

The SRTP team considered the steps above for each individual community sub - area, as well 
as for the county as a whole.  This section presents details about the techniques and data 
used at each step of the analysis.  The results of the analysis are  presented in the countywide 
and community - specific sections, respectively.  

Measure  

SUMMARY OF RELATED PLANS  

A foundational first step  is to understand the work that has come before. To this end, the 
SRTP team dug into plans already in place in Ventura County, looking for  themes, patterns, 
and existing goals. This step also considered previous analysis to see what could be applied 
to the current SRTP, and what could be adjusted/updated.  

MARKET ASSESSMENT  

A transit market assessment uses demographic and economic data, travel data, and maps to 
ðĆĵÛğĦðèÃĦÛšĶîÛěÛšĦěÃĆğðĦšğÛěĵðÑÛšąðèîĦšÐÛğĦšğĪĘĘČěĦšĘÛČĘÿÛƃğšĦěÃĵÛÿšĆÛÛ×ğţšTransit  can be 
valuable for the many different trips that make up daily life Ŷcommuting to work or school, 
but also accessing medical services, running errands , and connecting to  recreation al 
activities  (i.e. Beach Bus) . Particularly in Ventura County, where many people live and work 
in different locations, transit should address trip purposes be yond commuting. For transit 
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serving jobs, the category can affect service design (professional and service jobs tend to fit 
better with local transit while agriculture and manufacturing/warehousing may require a 
different approach) . 

Transit agencies operating with constrained resources face the competing needs of 
geographical reach and frequency of service. To inform this decision, a  market assessment 
considers two groups more specifically: people who are less likely to drive  (students and 
seniors), and people who could most benefit from affordable transportation  (low - income 
and zero- car or single - car households).  

The analysis team evaluated the demographics, employment generators, and travel patterns 
for each community sub- area within Ventura County , as well as patterns countywide,  to 
identify transit gaps and opportunities.   

The analysis also considered the built environment  of each community to identify  factors 
that influence transit design . Older (pre - WWII) development typically features residential 
and commercial land uses in walking distance to one another. Development from the 1950s 
and later often features distinct land uses separated by larger roads, and fewer destinations 
within a sho rt walk of one another. These differences affect the optimal design of transit.  

DATA SOURCES  

The supporting analyses draw on data from a variety of sources, including:  

- 2022 - 2023 Streetlight data  -  this data uses connected vehicle data sourced 
from vehicle models that support location tracking via GPS to provide 
anonymized origin - destination data. This report used data estimating average 
weekday travel at the block group level.   

- Replicaƃğšactivity - based travel demand model data to supplement Streetlight 
data in capturing origin - destination travel patterns across the county. Replica 
combines multiple datasets  including Census, location data, travel surveys, and 
customer activity data  to represent activities and travel behavio r. This analysis 
uses Spring 2024 data  unless otherwise noted .  

- 2021 U.S. Census Longitudinal Employer - Household Dynamics (LEHD) data  to 
determine the  total  jobs per square mile for census blocks  within each 
community , and the breakdown of jobs by sector for each community. This 
dataset provides publicly available , anonymized summaries  of the locations of 
employers and employees , based on data from the Quarterly Census of 
Employment and Wages and Unemployment Insurance . This report primarily use s 
the LEHD Origin- Destination Employment Statistics  (LODES) to review 
employ ment data by Census block. This analysis aggregated  the job sector s into 
the following categories : 

o Professional Services  
o Service Industry  
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o Industrial/Logistics  
o Agriculture/Mining  

- 2021 U.S. Census OnTheMap data  to analyze the number of employed residents 
working elsewhere, working and living in the same community, or workers in the 
community who live elsewhere. U.S. Census OntheMap data is compiled from the 
LEHD LODES dataset described above and provides inflow and outflow diagrams 
for residents and workers in U .S. cities.  

- Cities  and transit agencies ƃš ĆĆĪÃÿšCðĆÃĆÑðÃÿšwÛĘČěĦğ (ACFR) to identify top 
employers for each community.  

- 2021 5- year American Community Survey (ACS) estimates  to develop the 
transit propensity index , which combines population density, job density, senior 
and youth populations, and vehicle - light and low - income households to create a 
score that indicates how likely a census block group is to have transit riders.   

When the SRTP analysis began in early 2024, the most recently available Census data at the 
time were the 2021 ACS products.  More recent data is unlikely to have changed enough to 
materially affect plans and concepts for the SRTP.   

FIXED -ROUTE AND DEMAND -RESPONSE TOPICS  

Both the countywide and community - specific chapter s describe the operations of existing  
fixed - route and demand - response service, touching on ridership, service productivity, and 
operational costs. Each chapter discusses t he geographical coverage of the particular  
system, including transfer locations to neighboring or regional service.  

DATA SOURCES  

All agency data (such as routes, frequency, and service span) were provided by the 
agencies and represent a snapshot of service as of 2023 - 2024. The project team  also 
conducted interviews with individual  agencies and have incorporated their feedback and 
insights throughout this report. Other data sources are noted as applicable.  
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Eva luat e 

SERVICE EVALUATION   

This section describes the transit services operated by the agency  and evaluates the 
performance statistics going back ten years.  Each service is evaluated within the specific 
context of its community Ŷfactors like size, built environment, and role within the region. 
The communities examined represent a variety of population densities  and job densities . 
The evaluation also  notes the extent to which existing service is commensurate with the 
community ƃğ specific characteristics.  

DATA SOURCES  

All agency data (such as ridership and financial data) were provided by the agencies and 
represent a snapshot of service as of 2023 - 2024. The project team  also conducted 
interviews with individual  agencies and have incorporated their feedback and insights 
throughout this report. Other data sources are noted as applicable . 

ENGAGEMENT AND OUTREACH  

The SRTP team conducted community engagement at several stages throughout the 
project . The intent was  to go beyond the quantitative service data , to  qualitatively  
understand the issues , experiences, and needs that people face in using transit across 
Ventura County. Engagement also sought to gauge community reactions to initial concepts 
for the Plan. Appendix A provides a detailed breakdown of specific engagement activit ies, 
which took place in three phases.  It also presents  a comprehensive discussion of survey 
results.  

PHASE 1 ς INITIATION AND IDENTIFICATION OF NEEDS  

Phase 1 of engagement began in December 2023 and January 2024, with the goal s of 
identifying specific transit needs, helping set the direction for the SRTP, guid ing the data 
analysis, as well as refining targets and topics for additional surveys later in the pro ject . 
Engagement during this phase took a variety of  form s, target ing a variety of audiences. The 
team held workshops and focus groups with  project  stakeholders , including transit agency 
staff, the Citizens Transportation Advisory Committee (CTAC) , the Transit Operators 
Advisory Committee (T RANSCOM), local educational institutions, and local employers .  

PHASE 2 ς SURVEYING RIDERS AND NON -RIDERS 

Phase 2 deployed targeted surveys  to different audiences, with the goal of further defin ing 
the needs and opportunities to pursue in developing transit improvements. Between 
February and April of 2024, the  project  team distributed rider survey s on board buses  
across most of the County (except for Gold Coast Transit and Ojai Trolley buses). Surveys 
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were distributed in English, Spanish, and Mandarin , and the effort resulted in  a total of 753 
responses.   

An online survey targeted at the general public and non - riders  went live in Spring 2024 , 
promoted through a combination of e - blasts and social media.  Of the 600 responses, about 
450 were from Ventura County residents , with mo st of the rest from LA County resident s, 
and a few from Santa Barbara County residents .  

In Summer 2024 , the project team led another survey, specifically sent  to dial - a- ride and 
paratransit riders . This survey was distributed both by mail and online t o residents across 
Ventura County who have used one or both of these services.  

Appendix A presents the results of all these surveys in detail , including  the demographic  
characteristics  of respondents, as well as specific feedback received.  

PHASE 3 ς INPUT ON SERVICE  PLAN RECOMMENDATIONS  

Using input and results from Phases 1 and 2, the consultant team developed an initial round 
of service concepts and brought those draft concepts back to the public , agency staff,  and 
project sta keholder s. Phase 3 engagement  took place  between Fall 2024 and Sprin g 2025, 
and gathered feedback on these initial concepts, to help influence the final Plan.  

DATA SOURCES  

Unlike the  market  assessments and summary of current service and performance metrics , 
which relied on existing data from a variety of sources, the engagement phases sought to 
generate new data , in the form of  survey responses and qualitative feedback. The project 
team then analyzed this data in detail to understand patterns,  and gain a deeper 
understanding of the community experience.  

Identify  

GAPS & OPPORTUNITIES  

The next step was to conne ct this new  deeper  understanding of community context (from 
the market assessments and engagement feedback ), with the  detailed  snapshot of how 
transit actually functions in each sub - area (from the service evaluations and engagement 
feedback).  This allowed the SRTP team to uncover po tential misalignments  between  transit 
service as it is currently provided , and the transportation needs and goals of the local 
community . These findings and observations inform the service recommendations in 
the SRTP.  
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Recommend  

Building on all the assessments and analysis from prior sections, t he SRTP team developed 
comprehensive  recommendations  for improving transit service Ŷboth at the countywide 
level and for each specific sub - area. These recommendations take a variety of forms, from 
specific tools and metrics that agencies can use to better understand an individual  ěČĪĦÛƃğš
performance, to guidance on service and route design built  on principles from  industry best 
practices, to suggestions for outreach and advertising strategies.  

ADVISORY NATURE OF SERVICE RECOMMENDATIONS  

The SRTP recognizes that service planning involves complex operational, financial, and 
policy considerations that vary by community and operator. The service recommendations 
presented in the following section are intended to provide planning - level guidance  and 
conceptual service options to support local and regional transit goals. These community -
specific recommendations are not prescriptive and are not required to be implemented. 
Each transit operator and jurisdiction retains full authority over its respec tive services. Any 
potential implementation would require additional analysis, community outreach, 
coordination with partner agencies, and other applicable factors. The recommendations are 
intended to inform future decision - making and support ongoing effor ts to enhance transit 
service, connectivity, and rider experience.  
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4. SUMMARY OF RELATED PLANS 

Analysis of Ventura County Transit Comprehensive Plans  

Ventura County's transit landscape is shaped by a series of strategic plans, each 
contributing an approach to enhancing the region's transportation network. While all plans 
share overarching goals of improving infrastructure, sustainability, and accessibility, they 
differ in focus and execution.  These plans collectively inform the approach to regional transit 
planning in addition to the local goals and priorities.  

The Ventura County Active Transportation Plan (2024)  is a master plan and policy 
document that aims to increase active transportation use in the County. The plan includes 
guidelines for transit stops and first/last mile elements.  

The VCTC Strategic Plan  (2023)  sets a framework for Ventura County's transportation 
system through fiscal year 2027/2028 , focusing on a more connected, resilient, equitable , 
and user- friendly transportation system for Ventura County .  

The Ventura County Transit Integration and Efficiency Study  (2023)  evaluated 
opportunities for better coordination between transit providers to improve administrative 
efficiency and support better outcomes for riders . The study considered integration of bus 
transit operations in Ventura County  and focuses on practical measures to enhance service 
delivery and resource management.  

The Ventura County Comprehensive Transportation Plan (2023)  and its earlier version from 
2013 emphasize multi - modal transportation solutions and the transition to low - emission 
vehicles. Both plans aim to integrate various modes of transport, including pedestrian and 
bicycle infrastructure, and promote transit - oriented development.  

In 2023, agenc ies in Ventura County  developed Zero- Emission Bus (ZEB)  Rollout and 
Implementation Plan s as required by the California Air Resources Board (CARB) Innovative 
Clean Transit (ICT) mandate . These reports include detailed plans of the technology, needs, 
and strategies that will help each agency transition to a ZEB fleet . 

The VCTC  Transit Asset Management Plan (20 22)  concentra tes on the maintenance and 
upgrading of transit system assets. This plan aims to keep  vehicles, stations, and 
infrastructure in optimal condition to support reliable service delivery.  

Addressing the needs of transit - dependent populations, the VCTC Coordinated Public 
Transit Human Services Transportation Plan (2022)  emphasizes accessibility and equity. 
This plan is complemented by VCTC Communities Connected (2020 ) , which focuses on 
improving  overall connectivity across the county.  
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The VCTC Intercity Five - Year Service Plan (2015)  outlines strategies for enhancing 
intercity transit services, focusing on service quality and expansion between cities. Th e 
VCTC Triennial Performance Audit ( 2020- 2022) , provides a retrospective evaluation of 
transit system performance, offering recommendations for improvement based on historical 
data. 

Environmental sustainability is a central theme in the Ventura County CEQA Vehicle Miles 
Traveled Adaptive Mitigation Program (2023) . This plan specifically aims to mitigate 
vehicle miles traveled (VMT) and reduce greenhouse gas emissions, aligning with broader 
sustainability goals outlined in the comprehensive plans.  

The Ventura County Regional Transit Study (2012)  and the Ventura County Short Range 
Transit Plan (2015)  provide d analyses and short- term strategies for improving the transit 
system. The 2015 Short Range Transit Plan (SRTP) is the direct predecessor of this current 
effort.   

The Simi Valley Transit Short Range Transit Plan (2017 )  offers  an example of a city - specific 
plan and zeroes in on operational improvements and service expansions specific to 
Simi Valley.  
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Key Takeaways  

Ventura County's  transit - related  plans share common goals of sustainability, infrastructure 
enhancement, and accessibility, while they differ in their specific focuses and methods. 
Table 2 summarizes the recommended strategies that appear across  these plans, and 
highlights which plans have common objectives.  

BETTER BUS SERVICE, BETTER BUSES  

A common theme in plans developed before the COVID- 19 pandemic is the improvement of 
bus service schedules and service consistency . Since adoption in 2018  of the California Air 
Resources Board (CARB) Innovative Clean Transit regulations , plans placed a greater focus 
on emission reduction and prioritizing the transition to lower - emission vehicle fleet .  

MULTIMODAL IMPROVEMENTS  

Infrastructure enhancements, particularly for bicycles and pedestrians , are another 
recurring strategy, coinciding with the passage of the 2021 Infrastructure Investment and 
Jobs Act , which provides substantial funding for a wide range of transportation 
infrastructure projects, including active transportation infrastructure and Complete Streets 
initiatives.  

ACCESSIBILITY THROUGH AFFORDABILITY  

The implementation of reduced fare programs  is a common strategy to increase transit 
affordability and boost ridership, reflecting an emphasis on making public transportation 
more accessible and equitable. This emphasis on equity has become even more 
pronounced in light of the pandemic and social justice movements, highlighting the need to 
support essential workers and vulnerable popula tions. 

MAKING TRANSIT THE BETTER OPTION  

Plans frequently mention t he goal of develop ing or upgrad ing transit centers  with timed 
connections  to improve network integration and connectivity , underscoring the importance 
of central nodes for efficient transit operations. Alongside these efforts,  several plans 
include  Transportation Demand Management (TDM) strategies  aiming to optimize the use 
of transit resources and reduce congestion through measures such as incentivizing off - peak 
travel.  

SETTING GOALS AND MEETING THEM  

Finally, many plans emphasize the need for robust performance tracking and goal - setting 
mechanisms , ensuring that strategies are effectively implemented and continuously 
improved upon.  
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Table 2: Related Plans Strategy Matrix  

 

Transition to 
a lower -
emission 
vehicle fleet 
(electric, 
hybrid)  

Implement 
Complete 
Streets 
principles to 
enhance the 
safety of 
vulnerable 
road users  

Optimize 
transit 
routes to 
increase 
connectivity 
and 
efficiency  

Consoli -
date transit 
services 
and/or 
routes  

Improved 
transit 
service 
schedule 
consistency 
and 
reliability  

Enable the 
execution of 
transit -
oriented 
develop -
ment 
initiatives  

Pilot and 
implement 
a reduced 
fare 
program  

Enhance 
infra -
structure for 
bicycles and 
pedestrians  

Develop or 
upgrade 
transit 
centers  to 
improve 
network 
integration  

Implement 
TDM 
strategies  

Track goals 
and  
implement 
performance 
measures  

VCTC Intercity 
Five- Year Service 
Plan (2015)  

                      

Ventura County 
Short Range 
Transit Plan (2015)  

                      

Simi Valley Transit 
Short Range 
Transit Plan (2017)  

                      

VCTC 
Communities 
Connected (2020)  

                      

VCTC Triennial 
Performance Audit 
(2020 - 2022)  

                      

VCTC Transit 
Asset Management 
Plan (2022)  

                      

VCTC Coordinated 
Public Transit 
Human Services 
Transportation 
Plan (2022)  

                      

VCTC Strategic  
Plan (2023)                        
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Streets 
principles to 
enhance the 
safety of 
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transit 
routes to 
increase 
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and 
efficiency  

Consoli -
date transit 
services 
and/or 
routes  

Improved 
transit 
service 
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and 
reliability  

Enable the 
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transit -
oriented 
develop -
ment 
initiatives  

Pilot and 
implement 
a reduced 
fare 
program  

Enhance 
infra -
structure for 
bicycles and 
pedestrians  

Develop or 
upgrade 
transit 
centers  to 
improve 
network 
integration  

Implement 
TDM 
strategies  

Track goals 
and  
implement 
performance 
measures  

Ventura County 
Transit Integration 
& Efficiency Study 
(2023)  

                      

Ventura County 
Comprehensive 
Transportation 
Plan (2023)  

                      

Ventura County 
CEQA Vehicle 
Miles Traveled 
Adaptive 
Mitigation 
Program (2023)  

                      

ZEB Strategy and 
Rollout Plans 
(2023)  

           

Ventura County 
Active 
Transportation 
Plan (2024)  
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5. COUNTYWIDE OVERVIEW  

This section provides an overview of the demographics, travel market, and existing transit 
service in Ventura County , as well as a summary of feedback gathered during several phases 
of community engagement . 

Ventura County  

Ventura County has a population of 845,255 and  is home to  nearly 300,000 jobs. 1 While 
most people commute to work by driving alone , 10 percent of employed residents carpool 
to work. Fewer than three percent of employed residents in Ventura County take public 
transit, walk, or bike to get to work.  

Between 2015 and 2021, Ventura County saw a small increase in total population and a small 
decrease in jobs. During this same period, t he county became more diverse , with a nine-
point  increase in the percentage of non- white  residents  (based on people identifying two or 
more races) . However,  the proportion of people of Hispanic heritage, Black/African 
American  populations , and Asian populations all remained about the same.  Meanwhile,  
average household income and car ownership increased slightly . Table 3 provide s additional 
×ÛĦÃðÿğšČĆš±ÛĆĦĪěÃš-ČĪĆĦļƃğš×ÛąČèěÃĘîðÑšchanges. 

Table 3: Ventura County Demographics  

Ventura County  2015 2021 

Total residential population  84 0,833  845,255  

Senior citizen s (ages 65+)  110,084  (13%) 132,487 (16%) 

Youth (ages 10 - 17) 96,502  (11%) 93,540 (11%) 

Persons with Disabilities  85,878 (10%)  92,203 (11%) 

Persons Below Poverty Level  80,854  (10%) 71,418 (8%) 

White Population  662,754 (79%)  592,773 (70%)  

Black /African American  Population  15,063 (2%) 15,486 (2%) 

Asian Population  59,508 (7%)  61,322 (7%) 

Hispanic Population  349,799 (42%)  366,211 (43%) 

Language Spoken at Home (ages 5+)    

Speak only English  484,117 (62%) 497,124 (62%)  

 

1 ACS 5- year estimates , 2021; LEHD Origin - Destination Employment Statistics , 2021. 
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Ventura County  2015 2021 

Speak Spanish 239,140 (30%)  237,361 (30%) 

Speak other languages  63,368 (8%)  63,178 (8%) 

Low- income individuals  80,854  (10%) 74,418 (8.6%) 

Car- light households 1 52,991 (20%) 40,292 (15%)  

Zero- vehicle Households  12,503 (5%) 11,610 (4%) 

Jobs 304,532  298,476  

Mean Travel Time  25.8 minutes  26 minutes  

Means of Transportation to Work    

Drove Alone  77.1% 76.1% 

Carpooled  12.6% 9.5% 

Public Transportation  1.3% 0.8% 

Walked  1.9% 1.6% 

Biked  0.7% 0.4% 

Worked from Home  6% 10.7% 

Median Household Income  $77,348  $94,167 

Note:  
1 Defined as any household with zero vehicles or households with two or more people and one vehicle.  
Source: ACS 5- Year Estimates, 2021; LEHD Origin- Destination Employment Statistics , 2021. 

The Post -Pandemic Travel Market  

The COVID- 19 pandemic measurably altered travel patterns, particularly in work travel for 
people who previously had office - based jobs.  The most significant change in Ventura 
County commute patterns between 201 5 (when the previous SRTP was completed ) and 
2021 was the increase in the number of residents who worked from home, which grew by 
nearly five percent . As a result, all other commute modes saw a drop in percentage points, 
with the largest declines occurring in the ƀdrove  aloneƁ and ƀcarpooledƁ mode choi ces. 
According to the most recent travel  estimates produced by Replica , travel to work  on a 
typical Thursday in spring 2025  represented 13.5% of all trips beginning in Ventura County, 
down from 14.3% in 2019. 

Although more people work from home at least sometimes , car ownership  has increased 
compared to 2015 . The share of car - light households in the County Ŷdefined as any 
household with zero vehicles or households with two or more people and one vehicle Ŷ
decreased by five percentage points  between 2015 and 2021.  
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Despite these changes , travel in the county still fundamentally follows a familiar  framework. 
First, based on an analysis of Street light origin - destination data there is almost always more 
travel activity within a given city than there are trips to another . People usually go to school  
locally, buy groceries  locally, go out for dinner, and get their hair  cut locally. This pattern  is 
particularly true in Ventura County , where most cities east of Oxnard and Ventura are 
relatively separate from one another.  

Second, although people often think of commuting as one of the most important markets for 
transit to serve, work  trips usually make up no more than a quarter  ČçšÃšèðĵÛĆšðĆ×ðĵð×ĪÃÿƃğš
travel .2 Transit can successfully serve work trips, but most  transit agencies/operators have 
seen a substantial decline from office workers who now work from home at least a few days 
a week. 

Figure 2: Intracity vs. Intercity Trips for Trips Originating in Each Sub - Area 

  

Streetlight Data, 2022  

 Across all communities in Ventura County:  

- Over half  of vehicle trips start and end with in the same community. The specific  
percentage of local trips ranges from 62 to 90 percent across the communities .3  

 

2 U.S. Department of Transportation Federal Highway Administration, ƀ{ĪąąÃěļšČçš¢ěÃĵÛÿš¢ěÛĆ×ğťšőŏőőšbÃĦðČĆÃÿš
Household Travel Survey ,Ɓ 2024.  

3 Streetlight Data, 2022.  
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- A community's next most common  trip destination is typically its neighboring 
communities .4 97 percent  of trips start and end in the same community or a 
neighboring community.  

- Overall, most  of the areas identified with the highest transit propensity scores 
are served by at least one transit stop. 5 However, there are some  areas of 
significant travel  within communities that are underserved or not served at all  by 
fixed - route service , like the communities along Las Posas Road west of Arneill 
Road in Camarillo and Madera Road in southwestern Simi Valley.  

- Over 75 percent of employed residents commute to work outside of their home 
community 6 (in other words, fewer than 25  percent  of residents in Ventura 
County live and work in the same community ). Generally, the communities with 
more jobs available  (like Thousand Oaks, Camarillo, and Simi Valley ) have a lower 
percentage of employed residents working outside city boundaries , while the 
opposite is true  for communities with fewer jobs.  

- Around  half of the areas with the highest job density are served by at least one 
transit stop .7 The largest  employers are often located along major arterial roads 
or regional connector roads like state highways. However , agriculture, industrial, 
and manufacturing jobs ( in communities like Camarillo, Santa Paula, and 
Moorpark )  are further away from main roads and are often not served by transit . 

The communities of Oxnard, Port Hueneme, and Ventura are the most densely built and 
populated, with the greatest degree of walkability and mix of land use that supports people 
using transit for many purposes. Because these areas also feature regional job cente rs and 
social services, many people travel to these communities from other parts of the 
county,  too.  

Most cities  in the  County are separated by stretches of  farmland and open space (often 
mountainous).  Regional destinations include s hopping centers in Camarillo and Thousand 
Oaks; Simi Valley is home to the Ronald Reagan Presidential Library and a high 
concentration of jobs ; Moorpark College , California  State University Channel Islands , 
California Lutheran University, and Oxnard College  draw students from across the county ; 
Ojai is a recreational and tourism  destination. Smaller communities (including Santa  Paula, 
Fillmore, Piru , and Moorpark ) may rely on neighboring communities for services , healthcare, 
and schools.  

 

4 Streetlight Data, 2022.  
5 Fehr & Peers Transit Propensity Index , 2024 ; ACS 5- Year Estimates, 2021; LEHD Origin- Destination 

Employment Statistics , 2021. 
6 US Census OntheMap, 2021.  
7 LEHD Origin - Destination Employment Statistics , 2021; Fehr & Peers, 2024.  
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Existing Transit Service  

Ten distinctly branded transit agencies operate within 
Ventura County. Nine of these agencies offer fixed - route 
service, while ECTA is a subregional, intercity Dial - a-
Ride service operated through a memorandum of 
understanding (MOU) between the cities of M oorpark, 
Simi Valley, and Thousand Oaks and Ventura County. The 
City of  Camarillo also participate s in ECTA for the 
purpose of coordination but has not elected to 
participate in the cost sharing  agreement.  

Approximately 60 percent of Ventura County residents 
live within a quarter mile of local bus service coverage. 
Most operators in the county provide local circulation 
within developed urban and suburban areas. VCTC 
Intercity routes, meanwhile, connect betwe en cities 
within the County, as well as neighboring regions. VCTC 
Intercity also makes limited stops within each 
community, supplementing the transit service provided 
by local circulators. More rural areas of the County 
generally do not have bus service wi thin walking 
distance.  

These local transit services are complemented by 
regional service from both within and outside of Ventura 
County. Los Angeles County Metropolitan Transportation 
Authority (LA Metro) and the Los Angeles Department of 
Transportation (LADOT) both operate regi onal services 
into Thousand Oaks. VCTC Intercity services provide 
connections to communities within Los Angeles County 
(including Chatsworth, Agoura Hills, Westlake Village, 
and Woodland Hills) and within Santa Barbara County 
(including Carpinteria, Santa Barbara, and Goleta). Simi 
Valley operates a bus route between Moorpark College 
and Chatsworth in Los Angeles County, and the Kanan 
Shuttle operates partly within Agoura Hills in Los Angeles 
County as well. Metrolink and Amtrak provide intercity 
and region al rail service, which is described in more 
detail in later sections.  
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FIXED -ROUTE BUS SERVICE  

Some services, like Camarillo Area Transit, Ojai Trolley, and Moorpark City Transit, focus 
exclusively on local circulation via one to two fixed routes, while other operators, like Simi 
Valley Transit and Valley Express, operate routes that provide connect ions to adjacent cities 
in addition to local circulation. Table 4  presents  the fixed - route services within the 
study  area as they were in 202 3. 

Table 4: Fixed - Route Bus Services  

Service 
Provider  

Unique 
Routes 

Service Area  

Communities Served  Area1 
(square miles)  

Service 
Population 2 

Camarillo Area 
Transit  2 4.6 57,000  Camarillo  

Gold Coast 
Transit District  17 40.1 424,900  

Oxnard, Port Hueneme, Ventura, Saticoy, El 
Rio, Nyeland Acres, Oakview, Ojai , and 
adjacent areas of unincorporated Ventura 
County  

Kanan Shuttle  1 2.6 21,400  Oak Park, Agoura Hills 

Moorpark City 
Transit  2 4.9 35,000  Moorpark  

Ojai Trolley  1 4.6 17,500  Ojai, Mira Monte, Meiners Oaks  

Simi Valley 
Transit  3 13.6 128,400  Simi Valley, Chatsworth  (LA County), 

Moorpark College  

Thousand Oaks 
Transit  6 13.2 131,600  

Thousand Oaks, Casa Conejo, Westlake 
Village, Malibu (summer route) , Ventura 
Harbor (summer route)   

Valley Express  7 6.3 50,400  Fillmore, Santa Paula, Piru, Moorpark  

VCTC Intercity  18 18.5 386,900  

Camarillo, Carpinteria, Fillmore, Goleta, 
Moorpark, Ojai, Oxnard, Santa Barbara, Santa 
Paula, Simi Valley, Thousand Oaks, Ventura, 
Woodland Hills (Los Angeles), Saticoy, 
UCSB, CSU Channel Islands, and adjacent 
areas of unincorporated Ventura County  

Notes: 
1 Defined as the  area in square miles of the  10- minute walkshed around all existing bus stops.  

2 Estimated r esidential population plus jobs within a half mile of a n existing  bus stop , using Remix. 
Source: Transit agency websites , 2024 ; Remix; Fehr & Peers, 2023.  
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Table 5 offers  context on the range of service levels (revenue hours) and an average of how 
many trips are made relative to the service levels (boardings per revenue hour). The 
individual chapters dedicated to each provider  delve further into their routes . 

Table 5: Fixed - Route Operational Characteristics  for FY23 

Service Provider  Annual Ridership  Annual Revenue Hours Average Boardings per 
Revenue Hour 

Camarillo Area Transit  24,550  5,280  4.6 

Gold Coast Transit 
District  2.96 million  186,565  15.9 

Kanan Shuttle  35,625  2,604  13.7 

Moorpark City Transit  25,758  5,80 4 4.4  

Ojai Trolley  36,691 4,316 8.5 

Simi Valley Transit  161,404133,634 26,993 5.0 

Thousand Oaks Transit  152,351 21,823 7.0 

Valley Express  37,193 6,489  5.7 

VCTC Intercity  365,900  59,221 6.2 

Source: Transit  agency data , 2024 ; GCTD 2023 NTD Annual Agency Profile.  

GCTD operates the highest frequency local bus network , as its service area comprises  the 
most urban portion of the county. VCTC Intercity is unique among the providers in its 
service design of limited - stop/express buses that have historically been commuter - focused. 
Most other operators provide local circulator routes that generally operate on hourly 
headways and often are designed as a loop and/or hub - and- spoke system where the routes 
converge hourly at a central location to facilitate coverage across the c ity. Special services 
such as seasonal routes to the beach  are not included in this SRTP. 

Nearly all bus routes  in Ventura County outside of Oxnard and Ventura end service before 
8:00 p .m. Saturday service is offered only by Thousand Oaks  Transit, Simi Valley Transit, 
Ojai Valley Express and on select Valley Express , Camarillo Area Transit,  and VCTC Intercity 
routes. Sunday service is offered only by Ojai and on select Valley Express , Camarillo Area 
Transit, and VCTC Intercity routes. The service spans of the different operators are 
summarized in  Figure 3. 

Since the pandemic, operators across the region have struggled with lower ridership , but  
have seen no corresponding decrease in operating costs. In some cases, operating costs 
increased . This leads to operating costs per revenue hour that continue to trend upwards.   
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Figure 3: Span of Service by Transit Agency  

 

Note: GCTD span of servi ce varies by route . Most  routes operate  seven days a week between 6:00 a.m. and 8:00 p.m. with 
peak frequencies ranging from 20 minutes to 60 minutes.  
Source: Transit agency  data, 2024 . 
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DEMAND -RESPONSE  SERVICE  

Most  communities in Ventura County offer Dial - a- Ride (DAR) programs wit hin the ir 
respective  city boundar ies. The Americans with Disabilities Act requires  operators to 
provide ADA Compl ementary  Paratransit service  within ¾ mile of any fixed - route  service . In 
most communities th is paratransit requirement is met by the DAR program . All communities  
in this study  have chosen to expand the availability  of paratransit  to seniors , regardless if 
they have a disability , although  this is not required  by law. Several communities also choose 
to extend the DAR program  to the general public . The East County Transit Alliance ( ECTA) 
represents a special agreement between the cities of Moorpark, Simi Valley, and Thousand 
Oaks, and Ventura County  to offer a premium intercity DAR service . The City of Thousand 
Oaks serves as the fiscal agent and operator for the ECTA service.  The City of  Camarillo 
participate s in ECTA for the purpose of coordination but has not elected to participate in 
the cost sharing  agreement. Instead, Camarillo provides direct service to and from Simi 
Valley, Moorpark, and  Thousand Oaks, as well as transfers to /from Gold Coast Transit 
District ( GCTD)  via Camarillo Area Transit ( CAT) for Camarillo residents 65 and older and 
individuals with a disability. The ECTA  service provides trips to/from Camarillo for its riders 
as well as to points west via a transfer with GCTD. 

Microtransit is a n emerging type of demand - response service . It pairs traditional DAR 
operation with the on - demand scheduling capability of modern technology to  dynamically 
assign trip s to vehicles as rider requests  come in. Microtransit typically serves only local 
trips , and often uses smaller , minivan - style vehicles.  GCTD and Moorpark had launched 
microtransit services  at the beginning of the SRTP development , and Simi Valley Transit 
launched its own program in 2025.  

Additionally, Ventura County  makes use of the Access for All grant program , which  funds 
projects to expand on - demand wheelchair - accessible transportation services for those 
unable to use typical ride - sharing options like Uber and Lyft . VCTC administers this state -
funded program and has contracted with Ventura Transit System  (VTS) to provide  on-
demand transportation service using wheelchair - accessible vehicles  24 hours a day, 7 days 
per week , anywhere within Ventura County  for individuals who use wheelchairs  and seek on-
demand transportation . 

More information on demand- response services in Ventura County is provided in Table 6 
and Table 7. 
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Table 6: Demand- Response Services  

Service 
Provider  

Demand- Response 
Offerings  

Service Area  
(square miles )  

Service 
Population 1 

Communities Served  

Agoura Hills  
ADA Paratransit/ 
Senior (50+)  Dial- a-
Ride, AH- GO 

91.42 207,784  
Agoura Hills, Malibu Lake, and for 
increased fare, Westlake Village, 
Thousand Oaks, and Oak Park 

Camarillo 
Area Transit 3 

General Dial- a- Ride  
(no eligibility 
requirements)  

19.8 100,100 

Camarillo  and for a subset of 
riders, Oxnard and California 
State University Channel Islands 
(CSUCI) 

East County 
Transit 
Alliance 4 

ADA Paratransit 
/Senior (65+) Dial- a-
Ride 

146.7 414,071 

Moorpark, Simi Valley, Thousand 
Oaks, Santa Susana Knolls 
Extended service area: Camarillo, 
Somis, CSUCI, Agoura Hills 

Gold Coast 
Transit 
District  

ADA 
Paratransit/Senior 
(65+)  Dial- a- Ride, 
GO ACCESS Zones, 
Late Night Safe Rides  

108.8 495,287  

Oxnard, Port Hueneme, Ventura, 
Saticoy, El Rio, Nyeland Acres, 
Oakview, Ojai , and adjacent areas 
of unincorporated Ventura County  

Kanan 
Shuttle  None -  -  -  

Moorpark 
City Transit  

ADA Paratransit 
/Senior (65+)  Dial- a-
Ride, MCT On 
Demand 

12.5 48,900  Moorpark  

Ojai Trolley  None -  -  -  

Simi Valley 
Transit 5 

ADA 
Paratransit/Senior 
Dial- a- Ride (65+) , 
SVT On Demand 

31.8 149,476 Simi Valley, Chatsworth , 
Moorpark College  

Thousand 
Oaks Transit  

ADA 
Paratransit/Senior 
(65+) Dial- a- Ride 

75.9 214,454  

Thousand Oaks, Westlake 
Village, Agoura Hill s, and adjacent 
areas of unincorporated Ventura 
County  

Valley 
Express 

General Dial- a- Ride  
(no eligibility 
requirements)  

74.0  76,822  
Santa Paula, Fillmore, Piru, and 
adjacent areas of unincorporated 
Ventura County  

VCTC 
Intercity  None -  -  -  

Notes:  
1 Approximate r esidential population and jobs  in the  portion of demand - response service area within Ventura County . 
2 Only account s for  the portion of the service area within Ventura County.  
3 Service area and service population correspond to the general public DAR boundary, which is the Camarillo city limits.   

4 Service area and service population correspond to the primary ECTA service area . 
5 Service area and service population correspond to the senior/ADA service area. SVT On Demand serves a subset of 
destinations.  
Source: Transit agency websites , 2024 ; Remix; Fehr & Peers, 2023; ACS 5 - Year Estimates, 2021; LEHD Origin- Destination 
Employment Statistics , 2021. 
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Table 7: Demand- Response Operational Statistics  for FY23  

Service Provider  Ridership 1 Revenue Hours 
Boardings per 
Revenue Hour 

Agoura Hills  (LA County)  2,012 Not available  Not available  

Camarillo Area Transit  42,811 15,387 2.8 

East County Transit Alliance  8,051 5,955  1.4 

Gold Coast Transit District  84,895  39,677 2.1 

Moorpark City Transit 2 16,251 5,805  2.8 

Simi Valley Transit  45,432  8,932  5.1 

Thousand Oaks Transit  26,686  14,531 1.8 

Valley Express  16,097 14,101 1.1 

Notes:  
1 Ridership is defined as the total number of unlinked passenger trips.  
2 Moorpark data shown includes all senior, ADA, and microtransit (MCT On - Demand) . 
Source: Transit agency data , 2024 . 

PASSENGER  RAIL SERVICE  

METROLINK  

Metrolink operates seven lines of commuter rail service in the Los Angeles region. The 
Ventura County  Line includes stations in East Ventura, Oxnard, Camarillo, Moorpark, and 
Simi Valley, and seven stations in Los Angeles County (Chatsworth, Northridge, Van Nuys, 
Burbank- Bob Hope Airport, Downtown Burbank, Glendale, and Los Angeles Union Station). 
Service operates Monday - Friday between 5:00 a.m. and approximately 8:30  p.m. There are 
eight weekday southbound trains to Los Angeles and eight weekday northbound  trains from 
Los Angeles; five of these round trips operate only as far as Moorpark , stopping short of 
Camarillo, Oxnard, and East Ventura , while the other three trains serve all stations. In 
October 2024, Metrolink launched its Metrolink Reimagined schedule redesign which  
sought to spread service more evenly throughout the day and provide better bi - directional 
service. While overall train frequency in Ventura County remains the same, schedule 
adjustments were made to include mid - day service extending beyond Moorpark to  Ventura. 

Additionally, through an agreement with Amtrak/Pacific Surfliner known as the Codeshare 
program, select trains accept Metrolink tickets in order to provide a more robust schedule. 
The Codeshare  program allows passengers to use a single ticket to travel seamlessly on 
both Metrolink and Amtrak Pacific Surfliner trains along shared routes, providing greater 
flexibility and connectivity expands between L.A. Union Station and Ventura  ŵ 
Downtown/Beach stations . The Amtrak/Pacific Surfliner serves the Ventura 
Downtown/Beach station instead of the Ventura East Metrolink station, but otherwise serves 
the same Ventura County stations.  
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PACIFIC SURFLINER/ AMTRAK  

Amtrak operates the  Pacific Surfliner , an intercity rail line between San Luis Obispo, Los 
Angeles, and San Diego, which serves the Ventura, Oxnard, Camarillo, Moorpark and Simi 
Valley stations . Six northbound trains and six southbound trains operate daily.  Thanks to the 
Rail 2 Rail Program, a ticket - sharing agreement with Metrolink , Metrolink M onthly Pass 
holders and passengers on Amtrak P acific Surfliner can seamlessly transfer  between  trains 
on overlapping routes along the Ventura County and Orange County lines without additional 
fares. These partnerships  enhance the benefits of ongoing schedule coordination  between 
Metrolink and Amtrak , improving regional rail  integration and connectivity across  southern 
California . 

The Amtrak Coast Starlight train operates one daily round - trip between Los Angeles and 
Seattle with Ventura County stops only in Oxnard and Simi Valley.  
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EXISTING FARE STRUCTURE  

Each agency sets base fares and policies individually , and any similarities between agencies 
are presumed to be coincidental. However, there is a level of regional coordination , led by 
VCTC, to offer youth and college rider fare subsidies across the county  and select Free Fare 
days. Student subsidies and Free Fare Days are funded by the Low Carbon Transit 
Operations Program (LCTOP)  which was established to provide operating and capital 
assistance for transit agencies to reduce greenhouse gas emissions and improve mobility, 
with a priority on serving disadvantaged communities . VCTC also established a countywide  
fare media, VCbuspass , previously known as Smart Card . This initiative  allows riders to pay 
for any transit in Ventura County with a single card or app. Table 8 and Table 9 offer more 
details on fare policies across operators.  

Table 8: Agency Single - Ticket Fares and Discounts  

Service Provider  Regular Discounted 1 Child 2 Student/Youth  
College 
Students  

Camarillo Area 
Transit  $1.00 $0.50 3 Free Free Free 

Gold Coast Transit 
District  $2.00  $1.00 4 Free Free Free 

Kanan Shuttle  Free Free Free Free Free 

Moorpark City 
Transit  $1.00 Free Free Free Free 

Ojai Trolley  $1.50 $0.754 Free Free Free 

Simi Valley Transit  $1.50 $0.75 Free Free Free 

Thousand Oaks 
Transit  $2.00  $0.50  Free Free Free 

Valley Express  $1.25 $0.60  Free Free Free 

VCTC Intercity 5 Zone 1: $1.75 
Zone 2: $4 .00 

Zone 1: $0.80 
Zone 2: $2.00 Free Free Free 

Notes: 
1 Seniors ages 65 and over, persons with disabilities, and Medicare recipients qualify for discounted fares.  
2 Most agencies define child as five years of age and under.  Valley Express applies child fares for riders under five and Ojai 
Trolley applies child fares for riders under 45 inches tall.  
3 Free for Leisure Village residents.  
4 Free for seniors ages 75 and over.  
5 10% off for all riders purchasing fare through VCbuspass.  
Source: Agency websites , 2024 . 

Metrolink and Amtrak use distance - based fares, so the costs between specific stations vary, 
but as of 2024, one - way fares are generally between $5.50  (Simi Valley to Moorpark)  and 
$10.25 (Simi Valley to East Ventura) for a regular full - price ticket.  
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Table 9: Fixed - Route Pass Availability  

 Passes Payment Methods  

Service Providers  Day Week  Month  Ticket 
pack  Cash2 Passes Smart-

phone 

Camarillo Area Transit    V V V V V 

Gold Coast Transit 
District  V  V V V V V 

Kanan Shuttle  Free Free Free Free Free Free Free 

Moorpark City Transit     V V V V 

Ojai Trolley  V   V V V V 

Simi Valley Transit  V  V  V V V 

Thousand Oaks Transit   V V V V V V 

Valley Express    V  V V V 

VCTC Intercity    V  V V V 

Notes: 
1 All agencies offer regular and reduced pricing on passes.  
2 All agencies except for GCTD and TOT require exact change if paying with cash. GCTD and TOT provide credit in the form of 
a ticket with the remaining balance, which can be used on a future trip.  
3 Monthly pass includes unlimited fixed - route and local Dial- a- Ride trips. No fixed - route - only pass available. CAT only offers 
stored value for fixed - route and Dial - a- Ride via the VCbuspass.  
Source: Agency websites , 2024 . 

TRANSFER POLICIES  

Transit agencies in Ventura County  coordinate transfer policies to enhance connectivity in 
the region. Most agencies offer free transfers  between routes they operate , typically valid 
for a single trip or within a two - hour window , with a few exceptions . For instance, VCTC 
Intercity charges an additional fare of $1.50 for transfers to VCTC Zone 2 routes (Coastal 
Express and Conejo Connection ). The transit agencies in Ventura County also offer free 
transfers to VCT C Intercity services where applicable . The transfer agreement among 
Ventura County transit operators also allows fixed - route riders to  transfer for free between  
Simi Valley Transit and Moorpark City Transit , between Valley Express and Moorpark City 
Transit, and between Ojai Trolley and GCTD . No other transit services connect to each other 
in Ventura County.  Metrolink and Amtrak tickets are accepted as free transfers when 
boarding VCTC  Intercity , GCTD, and Simi Valley Transit bus routes . 

Governance and Organizational Structure  

Organization and governance of transit in Ventura County generally falls into these 
categories:  

City - administered services  ŵ These ÃěÛšěĪĆšÐļšÃšÑðĦļƃğšgovernment, with the city 
council typically acting as the transit board.  They are either run as their own  distinct 
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department , or housed under  another  city department  (typically public works) . 
Camarillo Area Transit, Ojai Trolley, Simi Valley Transit, Moorpark City Transit, and 
Thousand Oaks Transit are all City - administered services .  

Independent  agencies  ŵ These are typically formed and defined by a state legislative 
act and have their own governing board representing their service area. This 
category includes GCTD, VCTC, and the County of Ventura:  

GCTD is a special transit district formed in 2013 by AB 664 and has a governing 
board made up of representatives from the County of Ventura and the four cit ies it 
serves. GCTD was founded in 1973 under a Joint Powers Agreement  and was 
originally known as South Coast Area Transit (SCAT).  

VCTC is the regional transportation planning agency (RTPA) . It coordinate s all public 
transportation service  planning  in the County , and oversees federal and state public 
transportation  funds. VCTC is also the state - designated County Transportation 
Commission for administering local sales tax allocations for  transit  operations . VCTC 
directly operates transit service (as well as administering the Valley Express service ), 
meaning that the Board (the Commissioners) also serve s as the board for VCTC 
Intercity service.  This is not typically the role of an RTPA or CTC . 

The County of Ventura is a funding partner and stakeholder for transit throughout the 
County , including the Kanan Shuttle, the Valley Express, Ojai Trolley, and some GCTD 
services. While t he County does not directly operate any transit services , the County 
Board of Supervisors acts as the governing body overseeing these partnerships .  

Services defined by third parties and  operated by another agency  ŵ This category 
include s Kanan Shuttle, Ojai Trolley,  and Valley Express. These are unique cases in 
which a service was developed in response to a community need and is overseen 
and/or funded by one agency, but  fully administered by another party.  

The County of Ventura funds and manages the Kanan Shuttle in Oak Park as a 
contracted service with Thousand Oaks Transit . 

Valley Express, which is administered and funded by VCTC , serves the cities of Santa 
Paula, Fillmore, and the County (representing Piru ) through an advisory ( Heritage 
Valley Policy Advisory Committee ) and a technical committee  (Heritage Valley 
Technical Advisory Committee) , but the service is otherwise fully administered by 
VCTC.  

ECTA is administered by the City of Thousand Oaks (Thousand Oaks Transit) 
through an MOU with the Cities of Moorpark  and Simi Valley and the County of 
Ventura. 



COUNTYWIDE TRAVEL MARKET AND TRANSIT OVERVIEW 

 

 

   

  
37 

Table 10 summarizes these agency governance structures.  

Table 10: Agency Governance Structures  

Service Provider  Governance Structure  Fixed - Route 
Operator  DAR Operator  

Camarillo Area 
Transit  City Public Works Department   RTW Management  Contracted with 

RTW Management  

East County Transit 
Alliance 1 

Memorandum of Understanding 
between the Cities of Thousand 
Oaks, Simi Valley, Moorpark, and 
County of Ventura  

MV Transportation  Contracted with MV 
Transportation  

Gold Coast Transit 
District  Special District  Directly  operated  In- house 

Kanan Shuttle 1 County Public Works Agency  MV Transportation  N/A 

Moorpark City 
Transit 1 City Public Works Department  MV Transportatio n 

(Ops only) 2 
Contracted with MV 
Transportation 3 

Ojai Trolley  City Public Works Department  Directly operated  N/A 

Simi Valley Transit  City Public Works Department  Directly operated  In- house 

Thousand Oaks 
Transit  City Public Works Department  MV Transportation 4 Contracted with MV 

Transportation  

Valley Express  

Cooperative Agreement 
between the Cities of Fillmore, 
Santa Paula, the County of 
Ventura, and VCTC  

MV Transportation  Contracted with MV 
Transportation  

VCTC Intercity  
Regional Transportation Planning 
Agency, FTA Designated 
Recipient  

Contracted with 
RATP Dev N/A 

Notes: 
1 Operator contracts are managed by Thousand Oaks Transit.  
2 Contracts vehicle maintenance out to Thousand Oaks Transit.  
3 The City contracts with Transdev to operate the microtransit service, MCT On Demand, and with RideCo to provide the 
scheduling software and app.  
4 Contractor performs maintenance on leased vehicles only. Vehicle maintenance on City - owned vehicles is performed in -
house.  
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On-Board Service Quality  

Community engagement for the SRTP spanned over a year of ongoing outreach, connecting 
with agency staff, committees, councils, and stakeholder organizations across the region  to 
define the quality of service and experience . Engagement activities included multiple 
phases of in - person and virtual workshops. These efforts were supported by a strong 
response to surveys directed towards transit riders, DAR riders, and the non - riding public.  

One component was an extensive on- board rider survey conducted in 2024  (discussed 
previously  in Chapter 3 ) with  very positive  findings . Respondents rated the overall service 
quality of bus service as 3.56 out of 4 possible points. 8 The highest satisfaction scores went 
to  the courtesy of the bus drivers, and to feelings of  safety on board the bus.  Areas with the 
lowest rating s were bus schedules being readily available, and the need to transfer on their 
trip. However, even the areas with the lowest scores had average ratings higher than 3 out 
of 4, indicating general satisfaction with the bus service overall.  

The project team led engagement in each community, and analyzed the feedback at the 
countywide level. Appendix A presents a comprehensive discussion of engagement 
activities, feedback received, and demographics of respondents.  

ENGAGEMENT SUMMARY  

The issues that came up most frequently , and across multiple audiences include:  

Awareness of transit 
options is a significant 
barrier to increasing 
ridership.  

The engagement team received feedback about the general 
ĘĪÐÿðÑƃğšĪĆçÃąðÿðÃěðĦļšĶðĦîšĶîÃĦšğÛěĵðÑÛğšÃěÛšÃĵÃðÿÃÐÿÛšĦČš
whom, and how easy or difficult it may be for different 
segments of the public to interpret or trust the information 
that is available. Core market segments such as college 
students, seniors, people whose first language is not English, 
and people with disabilities engage with transit differently, 
engage with media differently, and would benefit from more 
directly relevant marketing and promotio n.  
 

Span of service and low 
bus route frequency 
significantly limit interest 
and ability for potential 
riders to use transit.  

Infrequent service may result in long travel times for 
×ÛğĦðĆÃĦðČĆğšÐÛļČĆ×šğČąÛČĆÛƃğšÿČÑÃÿšÑČąąĪĆðĦļţštÛČĘÿÛšÃěÛš
often unable to use transit to attend social and cultural events 
or travel to jobs outside traditional daytime hours, because 
transit service o n at least one leg of the trip ends too early or 
connections might be missed.  

 

8 Survey results do not capture feedback regarding GCTD, as survey respondents were not asked about their 
experience with this transit service.  
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College students and 
seniors are at different 
stages in their life, but 
often have similar 
motivations to use 
transit.  

¢îÛğÛšðĆÑÿĪ×ÛšĦěÃĆğðĦƃğšÃççČě×ÃÐðÿðĦļŤš×ðğðĆĦÛěÛğĦšČěšðĆÃÐðÿðĦļšĦČš
drive (which may include lack of access to a car), and the 
need to access services, jobs and entertainment/cultural 
activities. In Ventura County, students and seniors generally 
live in communities farther from urban centers, where transit 
service may be less frequent or have limited coverage, 
leading to longer tr avel times.  

Reaching key Ventura 
County destinations is (or 
is perceived to be) 
difficult and time -
consuming.  

This is a function of the issues discussed above: public 
awareness, ability to plan a trip across multiple providers, and 
the reality that service levels and schedules vary widely and 
are not coordinated between providers.  

Stakeholders and riders 
identified many desired 
programmatic 
recommendations to 
attract more riders to 
transit.  

Beyond improving availability and coordination of service, 
improvements to travel training, marketing and promotions, 
online information, engagement with leadership at 
organizations and schools, and other improvements will 
promote the current services and boost ridership.  
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6. COUNTYWIDE STRATEGIES TO 

IMPROVE TRANSIT 

Countywide Assessment and Recommendations  

Those who use transit in Ventura County are satisfied with their experience,  but total 
ridership and average productivity are low , while operating costs have continued to rise. 
While the pandemic  drastically reduced ridership , several routes were already 
underperforming before that point.  However, looking only slightly further back to 2013 - 2015, 
nearly all services in the county had significantly stronger ridership and productivity. 
Fundamentally there is no reason transit Ŷeven with the limited resources available in 
Ventura CountyŶcannot be at least as successful  today .  

The region would benefit from greater investment in frequent transit that serves its most 
dense and active areas. However, m any of the ideas presented in this report do not require 
order - of- magnitude  increases in transit spending that  would strain city budgets .  

Connect span of 
service to 
opportunity  

The greatest benefit for fixed - route transit is to offer a more 
consistent frequency and span of service  in every community . This 
would mean both operating slightly later overall , and providing 
enough service regularity to  enable easy connect ions across routes .  

1. Travel data clearly show s that in every community , local trip 
activity at 8:00 p.m.  is roughly equal to volumes at 8:00  a.m., yet 
nearly all service across the County winds down by 7:00 p.m.  

2. College students are a significant rider market , yet many routes 
do not operate late enough for students to return home from 
evening classes.  

3. Long- distance trips by transit take longer, and if local service has 
ended by the time regional service arrives, riders have no 
connection for the final leg of their journey.  

Getting home is 
as important as 
getting there  

Service that ends at 7:00 p.m. or earlier may prevent people from 
using transit even for trips earlier in the day, because they will not 
be able to get home.  Transit is most successful when it works for a 
wide variety of people with different trip purposes , whether working a 
job that ends after 5:00 p.m. or attending community events . Evening 
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ridership will always be lower  than peak commuter hours , but its 
relationship to daytime productivity should not be underestimated . 

Thinking 
regionally, locally  

Local routes can and should serve as a first/last - mile connection for 
Intercity routes, Metrolink and Amtrak.  This can be accomplished 
not only by extending  service at least through 8:00 p.m. , but also by 
offering consistent, clockface headways countywide . This would  
support predictable (and potentially timed ) connections to regional 
service. There is no disput e that local travel is the primary focus for 
the local systems , but  there is little evidence that strategic 
adjustments to timing and span to make better regional connections 
would harm existing riders . Meanwhile, these changes  would certainly 
attract more riders who might want to travel regionally.  

Consistency and 
predictability are 
invaluable when 
service is 
infrequent  

Consistent clockface headways (trips that begin at regular, repeating 
intervalsŶfor example, on the hour or on the half - hour) offer the 
most predictability and simplicity for riders. Make the schedule 
memorable and predictable : If you know the bus always passes your 
house seven minutes after the hour, it simplifies the planning needed 
to take the bus.  

For most riders, the difference in whether the bus comes every 50 
minutes or every 60 minutes is irrelevant. The closer to an hour  a 
route design is, the more sense it makes to design service to be on 
clockface intervals.  

Cities sometimes operate routes at regular intervals but skip an entire 
hour in the middle of the day to accommodate operator breaks. Bus 
operators certainly deserve their breaks , but doing this makes the 
transit service less useful . Reevaluating runcutting (the process of 
ĦÃüðĆèšÃšçĪÿÿš×ÃļƃğšğÑîÛ×ĪÿÛšČçšÐĪğšĦěðĘğšÃĆ×š×ðĵð×ðĆèšðĦšðĆĦČšðĆ×ðĵð×ĪÃÿš
work shifts for drivers ) may allow for drivers to have breaks without 
breaks in the schedules.   
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Reserve demand -
response service 
for where it fits 
best  

Nationwide, many cities are excited about the prospect of using  
microtransit to expand  transit service  to more residents . Microtransit 
can dramatically expand coverage and provide a more direct service 
for the individual. However, microtransit cannot achieve the cost 
efficiency that a fixed - route network can  in a dense environment .  

In Ventura County, all cities have the road network and population to 
support fixed - route transit, even if current ridership appears to favor 
microtransit . When microtransit is widely available in the same areas 
as fixed route  servicesŶespecially when it is priced the same as , or 
lower than the bus routes Ŷmicrotransit will draw riders away from 
fixed route  buses. This may cause fixed route service to 
underperform,  even if it would otherwise be successful.  

Every community has some areas or times of day when microtransit 
will be the best option. This includes neighborhood s that are far from 
main roads, or perhaps in the evenings when ridership is low er. 
Microtransit that is thoughtfully designed and priced to 
accommodate riders who truly need an on - demand trip will help 
cities offer a high degree of mobility without breaking the bank. 
Offering both  a large- scale microtransit program and fixed - route 
service may not represent the most effective use of resources.  

Look back at 
long- term 
performance, and 
to peer 
communities for 
rationale  

Planners must be cautious not to mistake low - performing fixed 
routes as the sole indicator that dial - a- ride or microtransit are the 
best options . The SRTP analysis found that every route in the County 
was either attracting a strong rider base before the pandemic, or had 
clear opportunities for redesign s that would improve ridership.  When 
examining transit outcomes across California and the United States in 
2023 - 2024, it is easy to find communities comparable to the cities in 
Ventura County with transit rout e networks that attract more riders 
and have greater productivity. Additional investment in Ventura 
-ČĪĆĦļƃğšçðĻÛ×- route network should have potential for significant 
ridership growth.   
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Successful and 
cost - efficient 
fixed route 
requires a 
minimum level of 
service  

Reducing transit service in response to low ridership often leads to a 
feedback loop in which  (rather than balancing productivity) reduced 
service causes ridership to decline even further. When transit service 
operates only hourly, reducing individual underperforming trips 
eliminates choice and flexibility, which are important in serving a 
wide variety of riders . Although reduced service  can seem like a 
prudent cost - saving measure, the analysis found  several examples of 
routes that operate such a thin schedule that they attract almost no 
riders. However, t his should not be seen as an indicator that a route is 
simply not useful; the SRTP analysis suggests that most of these 
examples have a clear travel market . Rather, other factors, such as 
overlapping and underpriced microtransit/DAR  services, could be 
contributing  to low ridership.  When a route operates only 
sporadically, it is impractica l to ×ěÃĶšÑČĆÑÿĪğðČĆğšČĆšĦîÛšěČĪĦÛƃğš
usefulness based on ridership alone .   

Accountability 
will reduce 
wasted effort  

For demand - response programs, enforcing policies to reduce no -
show trips and late trip cancellations will improve trip scheduling 
and contribute significantly to better productivity . Enforcement 
requires clear, consistent, and continuing communication with riders, 
as well as follow- up by call centers and dispatchers. Abuses to these 
policies, or even casualness in cancelling unneeded trips, translates 
into wasted vehicle revenue hour s. Although it may not seem like a 
big issue for any given trip, these cont inued one - offs contribute to 
larger trends of unproductivity.    

Invest in 
communications 
and marketing  

When a business finds that fewer customers are coming in the door, 
it can rarely afford to continue operating indefinitely without finding 
ways to attract new customers. Transit providers must invest time in 
reminding the community that their service is a great option for 
getting around.  This is especially true as several Ventura County 
operat ors run transit routes that currently experience low ridership , 
even though they feature thoughtfully designed  service and 
moderate frequency.  

Small cities with highly successful transit services often promote 
themselves to city council, at college and high school events and 
fairs, adult education programs, community events, and more. Most 
transit services in Ventura County would benefit from ref reshed 
websites and brochures, greater investment in web -  and app- based 
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tools like GTFS (General Transit Feed Specification) , and a stronger 
social media presence . Regular communication with school district 
administrators, after - school clubs, senior center program directors, 
and other community leaders can help educate people about 
transportation resources. A countywide transit ambassador could 
easily fulfill this role for multiple agencies , and help promote existing 
service, changes result ing from this SRTP, and future programs.  

Planners should also not consider  their primary riders ( students, 
seniors, people with low income, etc. ) as the only people who can 
benefit from transit. Plenty of people who have higher incomes  and 
access to cars would still prefer not to drive for every trip . This idea is 
supported by comments from non - riders surveyed across the county, 
and consistent with other transit studies nationally .  

Plan for safe walk 
access to stops  

Every community  in Ventura County has areas in which  
improvements to safe pedestrian crossings and access to bus stops 
will greatly benefit and complement improved transit routes and 
schedules . Specific issues vary by community , but analysis in each 
community identified challenges with stop locations differing on 
opposite sides of the road Ŷdue to lack of infrastructure for a bus 
stop, a pedestrian crossing, or both. A persistent challenge for much 
of the county is rectifying the rapid development of cities in the 
1960s through the 1990s when planning and development practices 
overwhelmingly favored car - centered design. This resulted in most of 
Camarillo, Simi Valley, Moorpark, and Thousand Oaks growing with 
massive residential developments that limited walka ble connectivity 
to the major streets. Many homes are physically close, but 
functionally far, from the nearest bus stop. Over time, cities should 
identify and take advantage of every opportunity to establish 
pedestrian paths, gateways, paseos, and safe cro sswalks. Such efforts 
benefit transit, public health, safety, and air quality.  
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Performance Standards for Transit Services  

A well- designed transit network  should attract a variety of people with a variety of reasons 
for travel. Too often, people  ğÛÛšƀÐĪğÛğš×ěðĵðĆèšÃěČĪĆ×šÛąĘĦļŤƁšÃĆ×šðĆÑČěěÛÑĦÿļšðĆĦÛěĘěÛĦšĦîÃĦš
there is no demand for transit. Low utilization  does not necessarily reflect low demand. It 
may instead indicate that people are unaware of, or unable to use the service in its current 
form. These issues can be addressed directly.  

Context - appropriate performance standards , based on analysis of community sub - areas, 
address three general types of service: local fixed - route, regional or intercity routes, and 
demand - response service. Each standard describes the guiding principles of service design 
which should be met to support a successful outcome , then recommend s minimum 
thresholds at which that service should typically perform. Following the recommended 
thresholds are strategies to attract ridership to different types of service.  

When considering route performance, operators should  first :  

- CČĆçðěąšĦîÃĦšĦîÛšěČĪĦÛƃğš×ÛğðèĆšçČÿÿČĶğšÃÿÿšÃĘĘěČĘěðÃĦÛšèĪð×ðĆèšĘěðĆÑðĘÿÛğš 
- Verify that they have implemented as many of the ridership growth strategies as 

is feasible.  

If these conditions are met, and the service still fails to attract sufficient ridership, it is 
reasonable to conclude that the service may be fundamentally underperforming, and more 
significant actions are warranted.  

Following the performance standards for the three service categories is a brief section that 
provides the research and historical performance basis for these recommendations.  

LOCAL FIXED ROUTE OPERATING PRIMARILY ON ARTERIAL OR 
NEIGHBORHOOD STREETS  

GUIDING PRINCIPLES  

V The route should connect a variety of land uses (homes, schools, commercial 
centers).  

V Locate stops along the route such that they are a short walk to many destinations 
and/or residential areas.  

V The route should operate at least hourly throughout the day.  
V Operate service on a predictable, clockface schedule throughout the day without 

gaps in the schedule.  
V Design routes to be relatively direct, and take advantage of walkable communities to 

provide more frequent, straight - line service.  
V Routes should connect to other routes in places where transferring is easy, safe and 

understandable. Connections should be timely and/or facilitated by well- trained, 
well- resourced, helpful operators.  
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V Transfer centers should be co - located with other land uses that are destinations in 
and of themselves.  

V When routes serve middle and high schools, plan service so that the bus arrives 
shortly before the morning bell, and so that return service aligns with both the regular 
and early release bell. Stops should be a short and safe walk from the school.  

MINIMUM PERFORMANCE THRESHOLDS AND CONSIDERATIONS FOR LOCAL FIXED 
ROUTES: 

Local routes that follow these guiding principles should expect the following outcomes at a 
minimum : 

¶ Average daily productivity of at least 6 passengers per revenue hour.9 
¶ Peak ridership periods, typically falling between 7:00  a.m. and 9:00  a.m., and 

between 2:00  p.m. and 5:00  p.m., and; 
¶ At least a few riders on each trip throughout the day, even if certain trips are 

significantly lower than peak periods.  
¶ When ridership and crowding are monitored by time of day, loading standards 

generally should not exceed 1.2 passengers per seated capacity for more than two 
peak hours per day.  

For any local route there will naturally be peak and off - peak ridership periods. A peak- heavy 
ridership pattern could still average 6 passengers per  revenue hour, even if nearly all the 
ridership is only on the first and last trips of the day, and all the trips in the middle are nearly 
empty. This is why monitoring both the average daily statistics and statistics by trip are 
important. On the other hand, plan ners should not eliminate any trips, including individual 
low- productivity trips, without considerin g the strategies below.  

  

 

9 This is the minimum standard for rural and suburban communities ; below this level, demand response service 
may be a better fit in these communities . For urban, denser areas like Oxnard or Ventura , we would expect the 
minimum standard to be at least 10 passengers per revenue hour. 
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STRATEGIES TO INCREASE RIDERSHIP  

The strategies outlined below are invaluable for the success of transit service.  

Develop a n outreach 
and promotions 
approach  

Conduct outreach to local school districts and after - school 
programs to promote service and seek input for improvements.  

Cross- promote service enhancements on regional routes 
(Intercity, Metrolink, and Surfliner) to expand the audience of 
regular and occasional riders who directly benefit from improved 
connections at train stations.  

Promote and provide incentives for current DAR users to try new 
fixed routes; offer travel training through community organizations 
such as senior programs, libraries, schools/after - school programs, 
and local business associations.  

Connect with local businesses for input and promotional 
opportunities. How does the new span of service support 
employee access to work? Offer promotions for businesses to be 
çÛÃĦĪěÛ×šƀČĆšĦîÛšěČĪĦÛƁšĦČšěð×ÛěğšÃĆ×šĵðÑÛšĵÛěğÃţš 

Monitor regularly, 
and allow new 
services time to 
establish ridership  

Evaluate services monthly, and report outcomes to council, 
committees, and community organizations.  

In addition to soliciting input from the operating staff (and 
contractors, if applicable), administrative staff should ride the 
service to better understand the on - board experience, and 
consider potential opportunities for improvement.  

Avoid making major changes to routes within the first 12 months of 
operation, except to resolve clear and present barriers to attracting 
riders.  

Avoid eliminating 
individual trips from 
a regular, hourly - or-
better schedule, 
even if ridership on 
an individual trip is 
low on average.  

Any route will have some trips that only attract a few riders, but the 
availability of these trips has an immeasurable importance for 
ěð×ÛěğšðĆšÛĆğĪěðĆèšƀçěÛÛ×ČąƁšĦČšĪğÛšĦěÃĆğðĦţš²îðÿÛšÃĆšðĆ×ðĵð×ĪÃÿšąÃļš
rarely take the last bus home, or never ride at 11:00  a.m., the 
availability of those trips means they know it will be there if 
something changes in their plans.  



COUNTYWIDE RECOMMENDATIONS AND STRATEGIES 

 

 

   

  
48  

If reducing service is absolutely necessary, begin first by 
considering reductions in the ear liest and latest service that 
consistently attract fewer than six passengers per trip before 
creating inconsistent daytime schedules. Consider opening DAR  or 
microtransit  to the general public as an alternative.  

Use great caution in r educing daytime trips in an otherwise regular 
schedule. If the route primarily serves a peak trip generator like a 
school or shift - based employer , and no other trip purposes , 
service could be reduced to peak - period trips only. Another 
strategy would include operating the route only seasonally, or 
offering a two - season schedule with more frequent in one period 
and a limited schedule during the other . Service must always 
remain open to the public and follow all other federal and state 
regulations for the operation of public transit service.  

If ridership remains 
low after the first 12 
months and 
outreach strategies 
ĶÛěÛšÛąĘÿČļÛ×ŧ 

If the service design, outreach, and partnerships fail to resolve low 
ridership, consider a more significant service redesign. For 
example, if ridership is strong only on certain trips during peak 
hours and fails to attract any riders in the middle of the day, a 
peak- only service may be truly warranted.  

If the route, in combination with other local routes, is truly failing to 
meet the performance thresholds above, and is not also competing 
with a dial - a- ride/microtransit program serving the same area, 
consider discontinuing fixed - route service in favor of general -
public DAR. A high - performing DAR program achieves a daily 
average of five passengers per revenue hour but will not likely 
achieve any higher productivity on a daily average basis.  
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REGIONAL OR INTERCITY ROUTE OPERATING PRIMARILY ON MAJOR 
ARTERIALS AND HIGHWAYS  

GUIDING PRINCIPLES  

The service design principles for regional and intercity routes are different than local bus 
routes, and the threshold s for success should be considered differently. Regional routes may 
feature various combinations of the following principles:  

V Operate service primarily between major transit hubs, park - and- rides, central urban 
areas, and major employment or activity centers.  

V Service should be direct as possible, using the shortest and/or fastest route from 
major origin to major destination, with only limited service through residential areas.  

V Service should rely heavily on park - and- ride access and/or dependable connections 
from other transit services.  

V Service should operate hourly but rarely more frequently, except in the peak hours 
for the most significant destinations like major employment hubs and universities.  

The more specialized  an intercity route is in its destinations served , the more crucial it is to 
have a nearly guaranteed ridership base. For example, a route that primarily serves a major 
employment center (such as a business park) will only be successful if there is a strong 
relationship between the transit agency and the  employers being served, because the travel 
demand to the business park is likely concentrated to a few hours each day. The success of 
limited - purpose routes has diminished greatly since the pandemic.  

When a regional service operates on major arterials between multiple communities  with a  
wide variety of origins and destinations , it is important to offer a balance of local and 
arterial stops so people can walk to nearby places. Passing local destinations without 
offering any stops may not be worth the time - savings on the bus schedule.  

When a regional service serves primarily connection hubs (transit centers) , it is imperative 
that service operates frequently and with timed connections to local services at that hub. 
Routes that connect transit hubs and no other destinations are not likely to be successful.  

Nationally, intercity and regional transit service has been trending towards regular, bi -
directional service  in recent years. Even if off -ĘÛÃüšŸČěšƀěÛĵÛěğÛšÑČąąĪĦÛƁŹšğÛěĵðÑÛšÃĦĦěÃÑĦğš
substantially fewer riders, it may be a better use of resources than the deadheading service 
or long out - of- service layovers required by peak - direction - only service.  

MINIMUM PERFORMANCE THRESHOLDS AND CONSIDERATIONS FOR 
REGIONAL/INTERCITY SERVICES:  

¶ For peak - direction , commuter - focused service , individual trips should attract 
greater than 50% of seated capacity on average. If individual trips consistently 
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approach 90% of seated capacity, consider the market potential for expanded 
service.  

o Intercity service typically cannot accommodate greater than 100% of seated 
capacity (no standees). Interested riders will not continue to seek the service 
if they are turned away from full buses.  

o In the post - pandemic context, many employers offer greater flexibility for 
working from home, which may lead to significant swings in transit demand, 
especially on Mondays and Fridays. This suggests a need to monitor data by 
day of the week, and also promo tes the idea that a more sustainable model is 
to offer service designs that fulfill a wider variety of trip purposes.  

¶ For bi - directional, all - day regional service,  daily average ridership should be  10 
passengers per revenue hour or higher, and should be monitor ed on a per- trip basis.  

o Avoid cancelling  individual trips unless they consistently attract fewer than 6 
passengers per trip.   

¶ Monitor loading along the route to avoid pass - ups due to full buses.  

STRATEGIES TO INCREASE RIDERSHIP  

The fundamental strategies for attracting greater ridership to intercity and regional routes 
are the same as for local routes , with greater emphasis on developing and maintaining 
partnerships with employers and institutions that are directly served. Additional 
considerations to consider include:  

Develop employer 
and institutional 
benefits  

Develop and maintain personalized agency - to- employer 
connections  to understand what benefits could be offered to 
employees, what the current in - office or remote work patterns are, 
and to periodically provide updated materials to help employees 
learn and consider the transit network.  

Emphasize the value 
of unlimited transit 
benefits  

With business and institutional partners, emphasize that pass 
programs provide employee benefits beyond the workday 
commute.  Unlocking unlimited transit use helps open up options 
for getting around town on days off, making it easier to use transit 
çČěšěĪĆĆðĆèšÛěěÃĆ×ğŤšèÛĦĦðĆèšĦČš×ČÑĦČěƃğšÃĘĘČðĆĦąÛĆĦğŤšÃĆ×š
participating in recreation al activities . 

Cross- promote  Connect with other regional transit service providers, tourism 
promoters, entertainment venues, and social media influencers to 
expand the reach of the intercity services beyond employees and 
students.  
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A clear example of this strategy is including the Cross County 
Limited service in promotions with Metrolink services, so that 
people across Southern California are aware that trips into Ventura 
County are possible most hours of the day.  

VCTC has already been cross promoting its services with regional 
events and entertainment venues, which is an excellent strategy to 
continue to expand.  

Operationalize 
connectivity  

Refer to the local fixed route strategies for Intercity routes as well. 
Place particular emphasis on coordination with local routes . While 
maintaining connections between Intercity routes and local routes 
across multiple communities is challenging, an easy way to lose 
ridership is to consistently arrive just moments after the once - an-
hour local bus has left the transfer point. Regular  coordination, 
monitoring of schedules, and developing protocols for interagency 
dispatch communication will help ensure feas ible connections. This 
is especially critical for the last runs of the day.  

 

PERFORMANCE STANDARDS FOR DEMAND -RESPONSE SERVICES  

GUIDING PRINCIPLES  

For demand - response service the top priority should be per - trip efficiency .  

V Prioritize demand - response service for persons with disabilities. Ensure the program 
meets ADA requirements and FTA guidance above all. Federal law prohibits capacity 
being a limitation for serving ADA - eligible trips.  

V Limit  extended demand - response service (beyond the 3/4 - mile required distance 
from fixed routes) to where and when fixed route service is less effective:  

o Routes historically failing to capture above five passengers per revenue hour 
despite meeting service design principles  

o Portions of routes or areas (either all day, or during early morning or 
nighttime) where bus stops simply attract few to no riders even if other areas 
of the route are successful  

V Price service to reflect its value and purpose within the system:  
o Where trips fulfill complementary paratransit service, price at double the 

fixed - route fare  
o Where DAR service is the only service available (areas that have no fixed 

routes nearby), price at least the same as fixed routes in the same region  
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o Where demand - response service is open to the general public and a trip 
begins and ends within the fixed route area, price DAR as a premium service 
(greater than double the base fare)  

V Use technology to support efficient service delivery, but focus on consistent 
application of policy and procedure with staff regardless, of the technology 
application  

V Maximize awareness and usability of the fixed route system so that even people who 
may qualify for DAR service can use fixed routes when they are able  

MINIMUM PERFORMANCE THRESHOLDS AND CONSIDERATIONS FOR DEMAND -RESPONSE 
SERVICES: 

When the overall system design, inclusive of fixed - route and demand - response service, 
meets the principles described, demand - response service should meet the following:  

¶ Paratransit and senior - focused DAR programs should average at least 2.5 
passengers per revenue hour  

o For higher - density urban and suburban areas, programs should strive for 3.5 
or greater passengers per revenue hour  

o When calculating revenue hours for demand - response- type service, all 
service between the beginning of the first trip and the end of the last trip 
should be counted as revenue hours; deadheading between consecutive trips 
is included in revenue hours  

¶ Microtransit programs serving the general public should:  
o Serve 100% of paratransit- eligible trips  
o Daily average of at least 3.0 passengers per revenue hour  
o Achieve  average satisfaction ratings of at least 4/5  
o Have shared rides represent at least 40% of all rides served  
o ,ÃÿÃĆÑÛšÃĵÃðÿÃÐÿÛšĵÛîðÑÿÛšÑÃĘÃÑðĦļšŸğČąÛĦðąÛğšąÛÃğĪěÛ×šÃğšƀçÃðÿÛ×šğÛÃěÑîÛğƁš

where users are unable to request a trip) with total program budget  
o Meet the published response time for 95% of trips  

STRATEGIES TO IMPROVE EFFICIENCY  

Transit providers, whether a city or a regional agency, should have clear and distinct 
purposes defined between fixed route services and demand - response services. When both 
are provided in the same areas and at the same times for the purpose of offering mo re 
choice to the public, the inevitable outcome is a majority of people choosing demand -
response which is better for the individual but less cost efficient for the provider. Planners 
should codify the principles described above so that the mission of the p ublic transit service 
an agency or city provides is clearly communicated to the public and city leadership.  

Greater detail on the performance of demand - response services is provided in the 
companion Demand - Response Integration Plan.  
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BASIS FOR PERFORMANCE STANDARDS  

Two key themes emerged from this SRTP which support the recommendations and the 
minimum performance standards. First, when reviewing potential peer agencies using 
National Transit Database (NTD) information for recent years, many regions in California and 
beyond are achieving strong efficiency  metrics (passengers per revenue hour) and high 
total ridership relative to their service population. Second, and perhaps more importantly, 
Ventura County itself has historically performed far better than it had in 202 3- 2024.  

Based on NTD data, there is clear support for the Ventura County fixed route network 
average to achieve at least 13 passengers per revenue hour. The average productivity across 
comparable regions was 13.2 passengers per revenue hour in 2024 - 2025 , up from an 
average of 11.0 in 2023. Furthermore, Ventura County agencies historically achieved this 
level collectively in 2012 - 2013. A table of relevant comparison NTD statistics for 2023 is 
provided at the end of this section.  

For local fixed routes in Ventura County, the recommended minimum threshold is 6.0 
passengers per revenue hour. While NTD statistics show that some comparable regions in 
California had a fixed - route average of as low as 3.3 passengers per revenue hour, mos t 
comparable systems were performing better than 4.0 passengers per revenue hour on 
average. Looking back historically to 2013, the lowest agency average in Ventura County 
was 6.2 passengers per revenue hour.  

Below this level, demand - response service may be a better fit. When considering 
performance of comparable agencies, demand - response service can at best achieve a daily 
average of five passengers per revenue hour. In 2023 - 2024, the average productivity for 
demand - response service in comparable regions was 2.2 passengers per revenue hour, with 
individual agencies ranging from 1.0 to 3.3 passengers per revenue hour, except for the City 
of Escalon, which achieved 5.5 passengers per revenue hour. In Ventura Coun ty, the 
average passengers per revenue hour for demand - response services was 2.6 in 2023 - 2024.  

For VCTC Intercity, the recommended average daily productivity minimum threshold is 10 
passengers per revenue hour. This threshold is based on commuter bus performance over 
the last 10 years in similar regions and ridership recovery trends across transit s ervices. In 
2024 - 2025 , the average for commuter bus services in regions with common characteristics 
was 7.8 passengers per revenue hour compared to 14.3 passengers per revenue hour in 
2012- 2013. The statewide market for commuter  service s has been slower to  recover, but if 
they were to achieve a similar recovery rate as the Motor Bus (MB) category, commuter bus 
service would have an average productivity of just over 10 passengers per revenue hour.  

The performance standards above describe a minimum  threshold at which any individual 
route or service should be evaluated for corrective action, but the bar to strive for should be 
significantly higher.  Historical performance in Ventura County and productivity relative to 
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investment per capita in similar  communities provide evidence that Ventura County has a 
total level of service that could attract more ridership if it was more effectively allocated and 
marketed.   

The table below shows 2023 NTD statistics for agencies in California that have some 
comparability to Ventura County either as a whole or represent individual agencies that are 
part of a similarly sized region. The white/blue shading in the table includes g roupings of 
agencies in regions where one or more operators provide fixed route service. In several 
cases, there may be several additional operators that exclusively provide demand - response 
service, which were excluded from the table. Although the statisti cs focus primarily on 
agencies operating in UZAs of less than one million population, some additional examples 
were included. No agencies were included that operate in the major urban areas of 
Sacramento, San Francisco, Los Angeles, San Bernardino, Orange County, or San Diego.  

The table shows the service area and population for context to the range that occurs in 
Ventura County. The vehicles operated in maximum service (VOMS) provides context for 
how many fixed route buses are running during  a peak period . The project team estimated 
vehicle revenue hours per capita (not an NTD statistic), which calculates the annual revenue 
hours per 1,000 population in the service area. This is a normalized measure of investment in 
transit service, which can provide some context for how the amount of service operated 
may translate to average productivity. Of course, fixed route productivity is not the only 
measure of performance, but is better to use in this limited context than total ridership or 
other metrics.  

Table 11: California Comparison Agency and Ventura County Statistics (NTD 2023)  

Agency  UZA1 

Service 
Area 
(square 
miles )  

Population  
Fixed 
Route 
VOMS2 

VRH per 
Capita 3 

FR 
Boarding
s per V RH 

The Eastern Contra 
Costa Transit 
Authority  

Antioch, CA  73 333,000  52 485  6.2 

Kern Regional 
Transit  

Bakersfield, CA  132 
155,249 26 276 3.6 

Golden Empire 
Transit District  500,977  51 433  14.4 

Central Contra 
Costa Transit 
Authority  

ConcordŶ
Walnut Creek, 
CA 

176 627,597  77 297 13.0 

Imperial County 
Transportation 
Commission  

El Centro, CA  19 179,329 18 214 16.1 

City of Fairfield, 
California  Fairfield, CA  41 505,849  13 71 7.1 
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Agency  UZA1 

Service 
Area 
(square 
miles )  

Population  
Fixed 
Route 
VOMS2 

VRH per 
Capita 3 

FR 
Boarding
s per V RH 

City of Fresno  Fresno, CA 159 591,531 106 721 19.2 

SunLine Transit 
Agency  

IndioŶPalm 
DesertŶPalm 
Springs, CA 

152 474,031 47 386  14.0 

City of Madera  Madera, CA 21 66,225  11 213 4.4  

Stanislaus Regional 
Transit Authority  Modesto, CA  70 550,660  65 372 11.0 

Napa Valley 
Transportation 
Authority  

Napa, CA 20 138,000 16 336  7.8 

Antelope Valley 
Transit Authority  

PalmdaleŶ
Lancaster, CA 85  349,050  48  455  7.0 

City of Santa Clarita  Santa Clarita, 
CA 78 273,078  44  384  18.3 

Riverside Transit 
Agency  

RiversideŶSan 
Bernardino, CA  609  1,907,166 77 174 12.3 

Western Contra 
Costa Transit 
Authority  San FranciscoŶ

Oakland, CA 514 
64,925  21 878  8.6 

Marin County 
Transit District  262,321 59 695  14.5 

City of San Luis 
Obispo  

San Luis 
Obispo, CA  14 

47,063  15 652  16.8 

San Luis Obispo 
Regional Transit 
Authority  

278,348  22 188 13.4 

Santa Barbara 
Metropolitan Transit 
District  

Santa Barbara, 
CA and  
Lompoc, CA 
and 
Santa Maria, CA 

55  199,668 63 845  26.9 

City of Lompoc  10 54,379  8 300  3.3 

City of Santa Maria  27 150,201 21 365  8.0 

City of Santa Rosa  Santa Rosa, CA 79 174,523 18 390  18.9 

San Joaquin 
Regional Transit 
District  

Stockton, CA 
and 
Manteca, CA  

92 793,229  60 186 14.8 

City of Manteca  20 81,345 4 158 3.8 

Solano County 
Transit  Vallejo, CA 40  151,705 15 279 10.7 
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Agency  UZA1 

Service 
Area 
(square 
miles )  

Population  
Fixed 
Route 
VOMS2 

VRH per 
Capita 3 

FR 
Boarding
s per V RH 

Victor Valley 
Transit Authority  

Victorville --
Hesperia--
Apple Valley, 
CA 

132 344,288  47 510 4.1 

Tulare County 
Regional Transit 
Agency  

Visalia, CA 38 268,040  26 378 6.1 

Average      394  11 

Ventura County Agencies (NTD Data)  

City of Camarillo  Camarillo, CA  22 68,374  2 77 4.6 

Gold Coast Transit 
District  

Oxnard-- San 
Buenaventura 
(Ventura), CA  

77 374,827  49  498  15.9 

Ventura County 
Transportation 
Commission  (Valley 
Express stats only)  

Oxnard-- San 
Buenaventura 
(Ventura), CA  

77 209,877  5 31 5.7 

City of Ojai  
Oxnard-- San 
Buenaventura 
(Ventura), CA  

77 7,628  2 566  11.2 

City of Simi Valley  Simi Valley, CA 32 126,356 6 214 6.0 

City of Thousand 
Oaks 

Thousand Oaks, 
CA 80  415,154 7 53 7.0 

City of Moorpark  Thousand Oaks, 
CA 80  35,975  2 161 4.6 

Aggregate population  1,238,191 Average:  228  8 

Notes:  
1 Census Urbanized Area  
2 Service area population as defined in the NTD annual agency profile  
3 Vehicles operation in annual maximum service  
4 Vehicle revenue hours per capita  
5 Weighted average by annual revenue hours  
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Finally, Figure 4 below visualizes the NTD data, comparing the boardings per VRH along the 
ĻšÃĻðğšŸƀCwštěČ×ĪÑĦðĵðĦļƁŹšÃĆ×šĦîÛš±wJšĘÛěšÑÃĘðĦÃţš¢îðğšğÑÃĦĦÛěĘÿČĦšğĪèèÛğĦğšĦîÃĦšèÛĆÛěÃÿÿļšÃš
greater investment in service hours per capita leads to higher overall productivity, but also 
that many agenci es have comparable investment levels and achieve similar or better 
outcomes. Although there are a few outliers with very high investment and relatively low 
productivity, most of the examples fall to the right (more productive) than the Ventura 
County agenc ies. Even without a detailed examination of the comparison services, this 
suggests that a revitalized transit network in Ventura County with sufficient marketing and 
other strategies should be a more cost - effective and successful outcome.  

Figure 4: Investment and Productivity  

 

Source: NTD Monthly  Service Data and Operating Expenses , June 2025 ; Fehr & Peers 
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Developing an Integrated Network  

Many of the current challenges facing transit in Ventura County can be addressed with 
interagency collaboration and thoughtful strategies at the countywide level, to better 
leverage and connect resources and services. This type of collaboration will requir e 
commitment, collaboration, and a certain degree of discipline and patience among staff, 
riders, stakeholders, and political leadership.  

In addition to the individual service recommendations in later chapters, all Ventura County 
transit agencies and operators should implement the following actions to facilitate a more 
integrated network:  

In the near term  All services should shift to a  common annual service planning cycle  
that prepares well in advance for a schedule update each August, 
ahead of the new school year.  

¶ Preparation for this schedule change should begin no later 
than May of each year, with a review of the prior 12 months of 
service performance metrics by each agency of their services.  

¶ Identify aspects in need of improvement (on - time 
performance, safety, etc.) both through a review of data, and 
by soliciting input from managers, bus operators, and riders.  

¶ In the spring, city/agency staff members should communicate 
with local schools and other community stakeholders to 
review performance, solicit input, and identify any planned 
changes in the upcoming year schedule.  

¶ Coordinate draft schedule changes and service priorities 
through the TRANSCOM workshop in June. Focus on 
interagency route connections.  

¶ Finalize schedule changes by early July and begin promotion 
of updated schedules. Republish schedules and refresh 
materials even if local service is not modified.  

¶ Implement service changes ahead of the new school year.  

Avoid making major mid - cycle schedule and route changes, except 
in extenuating circumstances.  

Develop a uniform template for published transit information , such 
as schedule materials, maps, naming conventions, pamphlet design, 
and website organization.  
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¶ Each city or agency can continue to have its own unique 
branding, but a consistent standard of design for 
communicating transit information will benefit all.  

¶ City websites are often very strict about the use of templates. 
This may seem to be a limitation for transit information, which 
is quite different from information from most other city 
departments. However, since most transit in this SRTP is 
operated by cities, these decision - makers are well - positioned 
to collaborate on a consistent hierarchy and organization of 
transit information. Consistency across providers helps riders 
navigate between services.  

Develop a standardized route identification system that evokes a 
single network . The proposed routes and long - term route concepts 
in the SRTP offer a suggested numbering and naming structure that 
would help emphasize a more connected regional system, making it 
slightly easier for new users to navigate without disrupting existing 
riders. The suggested numbering structure is adapted from the 
existing numbers:  

¶ Gold Coast services would retain  route numbers 1- 29 
(although not all numbers are currently in use)  and Ojai 
Trolley would be included in this group  

¶ Simi Valley routes would eventually be renumbered 
sequentially from 30 - 39  

¶ Thousand Oaks routes would retain numbers 40 - 49 , and 
Kanan Shuttle would be included in this group  

¶ VCTC service on US - 101 will continue to use numbers 50 - 59 
¶ VCTC and Valley Express routes will use numbers 60 - 69, 

applying numbering to Valley Express routes  
¶ Moorpark service and Intercity routes in the East County area 

will use numbers 70 - 79 
¶ VCTC Coastal Express routes will use numbers 80 - 89  
¶ Camarillo and CSUCI routes will use numbers 90 - 99 

This structure minimizes the potential for overlapping route numbers 
between different agencies (although there currently are only a few 
examples of this). It also maintains the existing numbering scheme for 
as many routes as possible. Services can still c arry branding beyond 
the route number  ŸğĪÑîšÃğšƀ¢ěČÿÿÛļƁŹ. 
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In the medium 
term  

If the revitalization of the fixed route network is successful, resources 
should be invested in providing uniform Saturday, and then Sunday 
services . While not every route needs to operate seven days a week, 
weekend service is important in offering choice and mobility .  

Continue to implement TIES recommendations that facilitate greater 
functional integration of transit operations.  These include:  

¶ Combine as many procurements as possible to improve 
administrative efficiency, cost - effectiveness, and 
compatibility between operations  

¶ Coordinate transition to zero - emissions fleets. Coordinating 
on the technology and energy infrastructure will improve 
resilience and support future integration efforts; failure to do 
so could needlessly hamper integration  

¶ VCTC should assume a more direct role in countywide transit 
service planning and coordination  

¶ Develop a training consortium for common skill sets, such as 
bus operator training, maintenance, dispatching, and service 
administration      

¶ Pursue shifting VCTC Intercity operations to a GCTD facility 
as part of the zero - emissions bus transition  

¶ Align performance management software and metrics for all 
agencies to uniformly provide data and monitor progress  

¶ Develop and deploy annually a standardized rider survey for all 
services  

In the long - term  Move towards consolidation of transit administration and oversight  
into regional groups or potentially a single, countywide agency. If the 
outcomes of the fully implemented SRTP are successful, it will prove 
that local and regional services can coordinate to form a more 
functional network Ŷwith greater ridership than is a chieved with each 
community focused exclusively on its own priorities. Shifting to fewer, 
consolidated agencies reduces duplicative efforts  and simplifies  
interagency coordination. This does not preclude the community and 
city leaders from directing their transit service and seeking locally 
tailored solutions. The long -ĦÛěąšĘÿÃĆšðğšÛĆĵðğðČĆÛ×šÃğšƀ ÿĦÛěĆÃĦðĵÛšőƁš
in the Transit Integration & Efficiency Study.  
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Partnership Opportunities  

Included as an appendix to this SRTP is a detailed Partnership Plan, which defines a 
framework for meaningful and insightful engagement between public transit and non - transit 
organizations. The Partnership Plan addresses three key components:  

1. Engaging current and potential partners across multiple sectors , 
2. Promot ing awareness and engagement around all  things transit , and  
3. Systematically s trengthening and maintaining relationships among stakeholder  

partner s to enhance and sustain benefits to all parties.  

Enhancing mobility for communities and a ccessing new riders are key motivation s for 
building strong partnerships between public transit agencies and community organizations 
of all types. Community -ÐÃğÛ×šČěèÃĆðŃÃĦðČĆğšÃěÛšČçĦÛĆšĦîÛšƀĦěĪğĦÛ×šąÛğğÛĆèÛěğƁšĶîČšÑÃĆš
pass along information to their constituents on how- to- use and where- to- find public  transit 
services. 

Strengthened partnerships can improve access and will aid Ventura County residents as 
they seek to discover what public transportation services offer and will encourage new 
ĦěÃĆğðĦšěð×ÛěğîðĘţšLĆšĦðąÛŤšĦîðğšąÃļšÃÿğČšğĪĘĘČěĦšÛĻĘÃĆ×ðĆèšĦěÃĆğðĦƃğšçĪĆ×ðĆèšÐÃğÛšto increase 
transit coverage and frequency.  

Effective partnerships will recognize the importance of satisfying two principles:  

1. The partnership realizes an intersection of benefits; for example, there is benefit to 
the Ventura County transit operators in securing access to potential riders and 
benefit to partners in improving mobility of its constituents.  

2. The collaborative partnership is cultivated via some level of continuing interaction 
and exchange of information.  

Where VCTC and the Ventura County transit operators can offer something of value to their 
partners, this can promote trust.  The value or benefit most readily offered is information. 
This can include:  

- Information about the public transportation network and improvements being 
made 

- Free fare promotions for target groups (e.g., free youth fares)  
- Special fare promotions for all ridership (e.g., free fares on Transit Equity Day or 

Earth Day) 
- General information on how to access public transportation  
- Specific information on how to use electronic fare tools  
- Specific information on how to use trip planning tools (i.e. Google Transit, Transit 

App, etc.)  
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Potential partners can be encouraged to see that such information will benefit their 
students, employees, human services clients and more. Additional benefits outlined for 
partners could include:  

- Availability of FTA Section 5310 grant funding, for private, non - profits and 
municipalities to support transportation aiding for seniors and persons with 
disabilities  

- Technical support in securing FTA Section 5310 grant funding awards  
- Transit agency participation in partner fairs and community gatherings  
- Training of agency personnel in how to plan trips or connect with public transit  
- Discounted fare packages and subsidized fare opportunities  

VCTC and others around the county have always relied on some levels of partnership and 
already perform many valuable strategies for attracting riders. The full Partnership Plan 
describes a more comprehensive framework for carrying out communications and 
strengthening partnerships that will benefit transit providers and attract more ridership. The 
key points of the framework are:  

1. Identify potential partners based on three levels of engagement frequency and 
priority, through which partnership strategies are organized.  

2. Understand the various audiences the Plan intends to reach and design effective 
communication tools and approaches accordingly  

3. Use incentives to invite partners and encourage engagement  
4. Invest in dedicated staff to carry out these functions  
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Countywide Fares and Passes  

The subject of fares and passes presents some opportunities for coordinated countywide 
strategy. Initially, these recommendations are unique to each operation but have the goal of 
aligning into a countywide structure over time. The first stage of recommend ations (ƀFares 
ÃĆ×štÃğğÛğštîÃğÛšŐƁŹ are described in the individual community sections that follow.  

In the long term, the SRTP recommends a revised fare structure for all services across the 
County, to be phased in before the end of the ten - year period  and ideally much sooner . This 
ðğš×ÛğÑěðÐÛ×šÃğšƀtîÃğÛšőƁšðĆšĦîÛšðĆ×ðĵð×ĪÃÿšÑČąąĪĆðĦļšğÛÑĦðČĆğŤšÃÿÿČĶðĆèšĦðąÛšçČěšðĆ×ðĵð×ĪÃÿš
transit operations to phase in changes to pricing appropriate for the local context.  

The recommended long - term fare structure  ŸƀCÃěÛğšÃĆ×štÃğğÛğštîÃğÛšőƁŹ includes the 
following elements:  

¶ Within five years, all agencies operate on the same fare platform with a uniform base 
price - per- boarding for any fixed route , and a uniform senior and ADA discount price.  

o For local routes , the proposed price is $2.00, with the discounted price for 
people with disabilities and seniors  (aged 65 and up)  at $1.00. 

o For VCTC Intercity routes with service within  Ventura County, the proposed 
price is $3.00 and discounted fares would be $1.50.  

o For VCTC Intercity routes with service beyond  Ventura County, the proposed 
price is $6.00 and discounted fares would be $3.00.  

o Discounts would be offered as a standard across all agencies for seniors aged 
65 and up, people with disabilities, and Veterans  at 50% of the base fare . 
Additional unique discounts without strong justification should be 
discontinued.  

o Any other categories with discrepancies between the agencies should be 
streamlined within the first three years.  

¶ Complementary paratransit  will continue to serve certified - eligible riders whose 
disability prevents them from using fixed - route service, for trips that begin and end 
within ¾ mile of the fixed - route network.  

o Complementary paratransit trips will charge double the comparable fixed -
route fare  for the full trip (the maximum allowed by law).  

o Discounts will not be offered for  paratransit trips  
o Personal care attendants (PCAs) may accompany a paratransit rider at no 

cost.  
¶ For agencies offering dial - a- ride or microtransit service , the following pricing 

scheme should apply:  
o Trips that fit the definition of complementary paratransit  are priced as 

described above, at double the comparable fixed - route fare.  
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o Define premium pricing zones for area s that overlap the fixed route network . 
For non- ADA- eligible trip requests with both ends of the trip  in the premium 
zone, price on- demand local service at $5.00 (moving to $6.00 in Phase 2, as 
described in the local service plans).  

o Regardless of ADA eligibility, DAR/microtransit service operating in areas 
where there is no fixed - route network , or at times when the routes are not 
operating, could  be priced more comparably to a fixed - route trip as no other 
option is available. However, because microtransit still represents a premium 
offering, the SRTP recommends cities price the service consistently as a 
premium offering or $5.00 in Phase 1, regardless of the fixe d route network.  

o Long- distance DAR trips between two communities, that do not otherwise 
qualify as complementary paratransit trips on the route network, should be 
priced at double the premium fare, in this case, $10 each way (moving to $12 
in Phase 2).  
Á This would apply to the current ECTA service area, Camarillo trips to 

CSUCI and the ECTA  service area , GCTD service to Camarillo, their 
transfers to Valley Express, or ECTA and Valley Express transfers to 
GCTD. 

Á Note that this is not a recommendation that DAR be offered universally 
to the general public across Ventura County, only how fare changes 
would apply for ÑĪěěÛĆĦšƀÛĻĦÛĆ×Û×ƁšDAR services. 

¶ The uniform base fare across agencies will include countywide fare capping Ŷa 
threshold beyond which riders taking multiple trips within a certain timeframe would 
not pay additional fare. It represents a maximum amount that a rider would pay for 
trips taken  within a defined period of time. Fare caps are structured differently for 
different services:  

o Local and regional (within Ventura County) fixed  route s  
Á Daily fare cap of $6 Ŷequivalent to  3 local boardings per day .  
Á Monthly fare cap of $64Ŷequivalent to  32 local boardings per month  

or 8 boardings per week.   
o Regional/Intercity (beyond Ventura County; formerly Zone 2) 

Á No daily fare cap .  
Á Monthly fare cap of $192Ŷequivalent to 32 long - distance boardings 

(for travel beyond the County ) per month , or 8 per week.  

BEYOND PHASE 2  

Conduct ongoing annual countywide monitoring of fare data and ridership performance , and 
plan for increases at least every five years . GCTD has reported plans to review its fare 
structure annually, which is a good practice for preparing the community that prices may 
adjust over time. In practice, most agencies do not  adjust their fares  annually. Typically, it 
should become clear over the course of a few years that economic conditions and rider 
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value of the service would justify a fare increase. Historically cities in Ventura County have 
leaned towards keeping fares low for too long , which may appear to benefit riders  in the 
moment,  but over time makes it  increasingly  hard for providers to address fiscal realit ies. 
Agencies need time and data from the outcomes of this SRTP  to re - establish a locally-
appropriate policy for fare recovery ratio, recognizing that circumstances will differ between 
GCTD, long- distance Intercity , and other local and regional routes.  

BASIS FOR FARE STRUCTURE  

Analysis in the SRTP identified several key factors affecting current transit riders and service 
levels, that influence the proposed countywide structure.  

ISSUES AFFECTING RIDERS  

1. Transit riders are likely to represent low - income households, both in absolute terms 
and relative to the overall county population. Having to pay full fare for every trip 
could limit some riders from using transit more often.  

2. Despite potential financial constraints, the majority of riders use transit several days a 
week.  

3. Although many riders use transit daily, the transit network outside of Oxnard and 
Ventura is infrequent and requires long travel times, meaning many riders are only 
able to make a single round - trip a day.  

4. If the combination of services offered by different providers formed a more 
dependable countywide network  (coordinated connections and consistent, on - time 
service) , there would be more opportunity for riders to use both a local fixed route 
and a regional Intercity route each day. This would expand travel opportunities, but 
would result in a higher daily cost for the rider . 

5. Monthly, daily, or other multi - ride passes are available, but for very low - income 
riders, the up - front cost of a pass is a barrier, so they end up paying more for transit 
in the long term. Fare capping is a modern, technology - based approach to 
addressing this inequity that VCTC has already been exploring as a countywi de 
program. Fare capping allows the user to pay as they go , rather than up front, and 
their fares being capped once they hit the monthly pass amount , removing the 
upfront cost barrier.  

Sufficient fare data on passengers by fare type, pass utilization, and transfer utilization was 
not available for several providers, which is an issue that should improve with application of 
technology and coordinated practices currently planned or recommended by the SRTP. 
Better data and reporting in the future will help further refine the fare concepts outlined by 
the SRTP to fit the outcomes.  
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ISSUES AFFECTING PROVIDERS  

1. Transit providers in Ventura County rely heavily on California Transportation 
Development Act (TDA) funds. Historically, TDA funds included a requirement for 
providers to meet a minimum farebox recovery ratio (the proportion of the operating 
costs paid for  by riders) based on the service type. This requirement has been 
suspended  since the pandemic, but the uncertainty weighs on staff who must find 
other revenues or budgeting strategies to backfill funds.  

2. The cost of providing service has grown dramatically since the pandemic, which 
further exacerbates the gap that farebox revenues traditionally filled.  

3. Cities and agencies offer local passes, while VCTC has spearheaded efforts to 
provide an integrated countywide pass. This is common in most multi - agency 
regions, but comes with challenges in negotiating shares of fare revenue based on 
ridership.  

4. Communities locally and nationally have been experimenting with microtransit, but 
are often pricing microtransit comparable to (or even less than) fixed route service in 
order to attract riders. Basic economic principles would price microtransit 
significan tly higher than fixed route service, especially when both are offered in the 
same area. Microtransit is significantly less cost - efficient than fixed route service, so 
as it becomes more popular (total ridership grows), the total cost will quickly 
outpace t he total cost of fixed route service.   

HOW  THIS PLAN ADDRESSES FARE EQUITY AND COST ISSUES  

¶ Implementing fare capping  significantly decreases the total cost of transit for riders 
who use the service the most frequently, without requiring a higher up - front 
expense. It also acts as a reward for using transit more often, since after meeting the 
cap, rides become essentially  free.  

¶ ¢îÛšƀmultiplier ƁšçČěšçÃěÛšÑÃĘĘðĆèšðğšğÛĦšĦČšÃÑÑČąąČ×ÃĦÛšĦîÛšÃĵÛěÃèÛšěð×ÛěšĶîČšěð×Ûğš
at least three days a week, assuming a single - round trip a day. Every trip after about 
three weeks would be free, incentivizing further ridership growth.  Based on the 
collective analysis in the SRTP, increasing ridership should take priority over revenue 
growth.  

¶ For low- income  riders who must use transit daily, fare caps would be a significant 
discount; riders who have access to weekend service would benefit even more.  

¶ A daily fare cap is also set so that riders who must depend on multiple routes  in a 
single day are also not disproportionately burdened. The daily cap is set at three  
trips, which would benefit someone whose travel requires at least two routes; their 
final leg on the return trip and any other transit use that day would be free. This has a 
similar effect to the existing free transfer  policy with the added benefit of integrating 
with modern technology for measuring and reporting effectiveness.  
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¶ The planned countywide fare increases will not only better align user price with the 
growing cost of providing service, but also apply better pricing principles  based on 
regulation and economic incentives. Pricing should incentivize users to take the 
higher - capacity and more cost - efficient services (fixed routes) over 
DAR/microtransit, but when agencies can and choose to offer DAR/microtransit, it 
should be available at a price that people can afford when they have no other option.  

¶ Some agencies offer locally - specific unique discounts  beyond the federally -
required categories and the countywide pass programs. Offering more discounts to 
the base fare opens the door for operator interpretation, increased boarding delay  to 
provide proof of eligibility , disparities in policies between operators and complexity 
in tracking data. If there are reasons to justify specific additional discounts for 
categories of riders, these could be handled through discounted bulk pass sale 
programs in partners hip with organizations that represent these rider categories.  

FARE MODELING  

The subsequent chapters estimate the outcome of the Phase 2 fare pricing  on fixed route 
revenue, account ing for changes to service frequency and amount of population with access 
to fixed routes . Although this is a high - level exercise , it is an initial step in developing a fare 
model that can be used and updated over the next ten years to assist the SRTP participants 
in planning. The model incorporates elasticity factors for ridership in response to fare 
changes, service frequency, and population access . The model also has an assumption for 
the effect of fare capping based on the estimated (or known) proportion  of riders who ride 
frequently enough to reach the cap. The assumptions in this version of the model are based 
on what the SRTP found  and can be adjusted in the future with better observed data.  

The estimated ridership and fare revenue outcomes are only intended to serve as an 
indicator to help guide staff in setting expectations and measuring progress. The actual 
revenue outcomes will differ greatly depending on the total ridership and the proportion of 
riders eligible for discounts or using passes or fare capping .   
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Integration  with City Planning  

An important strategy for long - term sustainability of transit is to ensure community and 
capital planning processes integrate with transit, much as this SRTP has considered and 
incorporated an array of other plans. During the SRTP process, we found several  positive 
examples of cities planning long - term development in ways that support their investment in 
transit, such as planning for reuse and infill development around malls and low - density 
commercial districts. Staff in Santa Paula, Fillmore, and Camarillo  identified examples of 
current residential developments that are located away from the historic center of 
development, but may represent opportunities to better connect the community and 
increase ridership. Meanwhile other communities are discussing poten tial redevelopment of 
malls and developing new downtown - like districts. It is important to recognize that a dense 
ƀĪěÐÃĆƁšÑÛĆĦÛěšðğšĆČĦšÃšĘěÛěÛĚĪðğðĦÛšçČěšĦěÃĆğðĦšĦČšğĪÑÑÛÛ×ŤšÐĪĦšĦîÛğÛšÿÃĆ×šĪğÛšĘÿÃĆĆðĆèš
approaches further improve the value of (and need for ) a strong transit network.  

Much has been written elsewhere on the topic of how to best align land - use planning and 
redevelopment to encourage walkable, healthy communities with lower vehicle - miles 
traveled (VMT) and greater use of transit. In short, cities throughout Ventura County must: 

¶ Improve safe, walkable access between bus stops and nearby land use.  
¶ Update General Plans to foster redevelopment of underutilized commercial areas and 

malls.  
o Adopt best practices for form and function that bring buildings close to the 

street.  
o Increase the number and diversity of land uses that someone can access from 

the nearest bus stop  by permitting and incentivizing development along the 
existing transit network . 

¶ Consider opportunities for transit - oriented development near major transit hubs, 
specifically including the train stations in each community.  

¶ Identify congested traffic areas and implement transit - priority treatments to keep 
buses moving on - time and reliably throughout the community.  

¶ Institutionalize involvement of transit staff in development plan review processes , 
and ensure SRTP and transit planning objectives are integrated in development 
policy and review procedures.  

This concludes the countywide strategies section. The following chapters offer community 
or agency - specific analysis and recommendations.  
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7. CAMARILLO  

Market Assessment  

The Camarillo sub - area (see Figure 1) has a population of 84,000 and 39,000 jobs . 
Compared to Ventura County  overall, the Camarillo sub- area has a larger percentage of 
senior residents , and a smaller percentage of low - income, car - light households, and youth .  

Despite being relatively centrally located, significant hill ranges and farmland isolate 
-ÃąÃěðÿÿČƃğš×ÛĵÛÿČĘÛ×šÃěÛÃšğČąÛĶîÃĦšçěČąšĦîÛšĆÛðèîÐČěðĆèšÑČąąĪĆðĦðÛğţ  

The Camarillo Metrolink station connects Camarillo by rail to Union Station in Los Angeles  
which connects to other counties in the region . Eight round trips , a combination of Metrolink 
and Pacific Surfliner trains , pass daily through  this station.  VCTC Intercity bus service runs 
through Camarillo and connects to most surrounding communities and to CSUCI . This is 
also true for the  Coastal Express service to Santa Barbara and Goleta .  

Table 12: Camarillo Sub- Area Demographics  

 Camarillo  Sub- Area Percent Share  

 Count  Camarillo  Sub- Area Ventura County  

Residential population  83,373  -  -  

Senior citizen s (ages 65+)  17,233 21% 16% 

Youth (ages 10 - 17) 7,867 9% 11% 

Low- income individuals 1 5,413 7% 9% 

Households  29,554  -  -  

Car- light households 2 3,668  12% 15% 

Jobs 39,001 -  -  

 Camarillo  Sub- Area Ventura County  

Median Household Income  $109,861 $94,167 

Notes: 
1 Denominator of the percent share statistics is persons in housing units.  
2 Defined as any household with zero vehicles or households with two or more people and one vehicle.  
Source: ACS 5- Year Estimates, 2021; LEHD Origin- Destination Employment Statistics , 2021. 
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Figure 5: Camarillo Sub- Area Jobs by Industry  

 
Source: LEHD Origin- Destination Employment Statistics , 2021. 

Jobs in the Camarillo  sub- area skew towards professional service and service industries, 
though there is also a sizable manufacturing sector. Most people who work in the Camarillo  
sub- areaŶnearly 80 percent Ŷcommute to their jobs from other communities, primarily the 
Ventura- Oxnard area and Thousand Oaks. Similarly, most employed resident s in the  
Camarillo  sub- areaŶ81 percentŶcommute to other communities for work.  

Job density in the Camarillo  sub- area is highest in the areas surrounding US Highway 101, 
State Route 34, Las Posas Road, and Ponderosa Drive. Most of the Camarillo  sub- areaƃğ 
major  employers are located no more than a mile from one of the regional highways . On the 
other hand, four of the Camarillo  sub- areaƃğšĦČĘšĦÛĆšÛąĘÿČļÛěğŤš-Ãÿš-ČÃğĦš-ČĆğĦěĪÑĦðČĆŤšJð-
Temp Insulation Inc., Teledyne Scientific & Imaging LLC, and Golden State Medical Supply, 
are located more than a mile away from a transit stop.  

About two - thirds of all vehicle trips in the Camarillo  sub- area begin and end within the 
community. The Outlets and the main commercial strip along Ventura Boulevard are a 
regional draw. The built environment consists primarily of residential developments with 
limited connectivity to main roads, and retail and other non - residential land uses 
concentrated  near US- 101 and along Lewis Road (State Route 34). There are very few 
ƀąðĻÛ×šĪğÛƁšÃěÛÃğţš ××ðĦðČĆÃÿÿļŤšĦîÛěÛšÃěÛšğÛĵÛěÃÿšğÑîČČÿğšðĆšĦîÛšÃěÛÃšĆČĦšÑĪěěÛĆĦÿļšĶÛÿÿ-
served by transit.  
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Service Evaluation  

The City of Camarillo operates Camarillo Area Transit (CAT) . CAT service  includes  fixed 
route  service  and a Dial- a- Ride program  that is open to the general public . 

CAMARILLO AREA TRANSIT: FARES  

The City currently prices its transit offerings as follows:  

Table 13: Agency Single - Ticket Fares and Discounts  by Service Type  

Service Type  Regular Discounted 1 Child   
(5 & under)  Student/Youth 3 College 

Students 3 

Fixed Route  $1.00 $0.50 2 Free Free Free 

Dial- a- Ride $3.00  $2.00  Free Free Free 

Notes: 
1 Seniors ages 65 and over, persons with disabilities, and Medicare recipients qualify for discounted fares.  
2 Free for Leisure Village residents.  
3 CAT services are free for youth 18 and under, those over 18 enrolled in high school,  and college students due to VCTC Youth 
Ride Free Program and College Ride Program, which are funded through June 2026.  In the absence of these programs, 
student/youth and college students would pay regular Fixed Route and Dial- a- Ride fares. 
Source: Agency websites , 2024 . 

CAMARILLO AREA TRANSIT: FIXED -ROUTE  SERVICE  

CAT operates two fixed routes ; the route serving more residential areas of the city is called 
ƀCðĻÛ×šwČĪĦÛƁšĶîðÿÛšĦîÛšČĦîÛěšðğšÑÃÿÿÛ×šĦîÛšƀ¢ěČÿÿÛļ RouteƁţ   

SERVICE AND SCHEDULES  

The Fixed Route is a weekday - only bus service that connects Leisure Village, an age -
restricted community for persons aged 55 and above, to retail, medical, and community 
destinations west of State Route 34. This bus runs approximately once an hour between 
8:00 a.m. and 4:30 p.m. Monday -  Friday.  

The Trolley operates on weekdays and weekends at 30 - minute service frequency  between 
10:00 a.m. and 6:00 p.m. (and until 9:00 p.m. on Friday and Saturday) . The Trolley links retail 
and dining destinations along Ventura Boulevard between Camarillo Town Center and the 
Camarillo Metrolink Station. Both routes run along a loop but serve distinct areas of the City 
and have limited overlap.  

The CamaěðÿÿČšaÛĦěČÿðĆüš{ĦÃĦðČĆšðğšĦîÛš-ðĦļƃğšîĪÐšçČěšěÛèðČĆÃÿšĦěÃĆğðĦšÑČĆĆÛÑĦðČĆğţšVCTC 
Intercity Highway 101, Cross County Limited, and Channel Islands routes and Santa Barbara 
Airbus all stop at the Camarillo Metrolink Station . The Trolley currently serves the Metrolink 
Station but the CAT Fixed Route does not . Fixed Route riders can transfer to the Trolley at 
the Ponderosa Center but must ride almost the entirety of the loop to reach the Metrolink 
Station stop.   
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FIXED ROUTE  

The Fixed Route operates along various primary arterials like Upland Road, Las Posas Road, 
and Ponderosa Drive as well as some local roads, with 10 - 12 designated stops depending on 
the trip. The route makes an additional four stops within Leisure Village o n every other trip. 
The Fixed Route serves the Leisure Village retirement community, several shopping plazas, 
and community assets such as Camarillo Library and the Community Center, facilitating 
access, particularly among seniors, to key retail and commun ity facilities in Camarillo. Riders 
can transfer to the Trolley at the Ponderosa Plaza stop.  

Outside of Leisure Village, the stops served by the routes are almost exclusively at non -
residential destinations and almost no neighborhood - serving stops exce pt for homes that 
happen to be close to the plazas and community assets noted above.  

Camarillo Area Transit suspended fare collection during the COVID - 19 pandemic but 
continued operating the Fixed Route . CAT resumed fare collection in July 2021.  

In FY23, Fixed Route had 24 average daily boardings.  

Figure 6: Camarillo Fixed Route  
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TROLLEY  

The Trolley operates  primarily along Daily Drive and Ventura Boulevard, making ten stops 
along its counterclockwise loop route. The route begins at the Metrolink station , connecting  
to regional transportation options, and runs westbound along Daily Drive  until the Camarillo 
Town Center, at which point it loops back to the Metrolink station  along Ventura Boulevard . 
The route serves the same  stops consistently throughout the day. Riders can transfer to the 
Fixed Route at the Ponderosa Center stop.  

The Trolley route serves the few reside ntial areas immediately along its route but is 
generally not available to most residents, even when considering a connection to the Fixed 
Route.  

Camarillo Area Transit suspended the Trolley between March 25, 2020, and June 2020 due 
to the onset of the COVID- 19 pandemic.  Otherwise service levels and schedules have 
remained consistent.   

In FY23, the Trolley service had 51 average daily boardings.  

Figure 7: Camarillo Trolley  
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RIDERSHIP 

Camarillo Area Transit total annual fixed - route ridership was approximately 24,550 in FY23.  
Between FY14 and FY23, total annual ridership reached a high of 84,876 in FY16 and a low 
of 13,793 in FY14 (prior to implementation of the Trolley) . FY23 represented the lowest year 
of fixed - route ridership including the current two routes . Camarillo Area Transit ridership 
saw large growth between FY14 and FY16 after which it began to steadily trend downward 
by 1- 5% each year until the onset of the COVID- 19 pandemic.  

The agency suspended its Trolley route for three months in Spring 2020 but otherwise did 
not change the level of service provided in response to the pandemic. Nevertheless, 
ridership saw a steep decrease beginning in FY20  and has decreased every year since . Total 
fixed- route ridership in FY23 represented less than a third of pre - pandemic ridership.  The 
Trolley saw a much larger decline during the pandemic , although this is part ly because the 
Fixed Route ridership has historically been so low . Average daily ridership in FY23 on the 
Trolley is nearly twice the Fixed Route , but in 2019 average ridership on the Trolley was 
more than six times the Fixed Route .  

SERVICE PRODUCTIVITY  

Over the last five years, service productivity (in terms of passenger trips per revenue hour ) 
decreased by 68%  overall and showed no indicators of recovery several years after the 
onset of the pandemic . The Trolley is more productive than the Fixed Route  in terms of 
passenger trips per revenue  hour, although averaging fewer than six passenger trips  per 
revenue hour is relatively low for a service with 30 - minute frequency . The Fixed Route 
service , despite operating through a significant residential portion of the City and 
connecting destinations such as the library and shopping centers, carries  fewer than three 
passengers per revenue hour which is very low for any route  as com pared to industry norms .  

The systemwide average fare per unlinked passenger trip was $0.68, which is approximately 
two -Ħîðě×ğšČçš-ÃąÃěðÿÿČš ěÛÃš¢ěÃĆğðĦƃğšěÛèĪÿÃěšČĆÛ- way fare. The average fare revenue per 
trip was higher for the Fixed Route compared to the Trolley in FY23. W hile the Trolley 
accounted for 75% of ridership in FY23, it only accounted for 71% of fare revenue.  
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Table 14: Camarillo Area Transit Fare Revenue by Route, FY23  

Route Farebox Revenue  
Average Fare 
Revenue per Trip 
(Collected)  

Regular One- Way 
Fare (Price)  

Fixed Route  $4,699.86  $0.77 $1.00 

Trolley  $11,920.18 $0.65  $1.00 

Source: Camarillo Area Transit , 2024 . 

ON-BOARD SERVICE QUALITY  

In the course of  the on - board survey, Camarillo Area Transit received a total of 34 
responses. Most people who responded  to the survey were satisfied with their overall 
experience of bus service in Camarillo , rating it  3.88 out of 4 possible points. Respondents 
were most satisfied with the courtesy of the bus operators and the safety on board the bus. 
The areas with the lowest rating among respondents were bus schedules being readily 
available and difficulty understandi ng the service information. However, even the areas wi th 
the lowest score had an average rating over 3, indicating overall general satisfaction with 
the C ¢ƃğ service . A majority of riders responded that there is nothing preventing them 
from using the bus more. Those that did note  factors  preventing them from using the 
service more cited  that the bus does not travel when or where they need it.  

EXISTING F INANCIAL OVERVIEW  

Between FY17 and FY23, - ¢ƃğšannual operating costs more than doubled , while annual 
ridership decreased 70%. The growth in operating costs accelerated beginning in FY21 in 
response to  operating  contract price increases. These increases were a common industry 
trend during the post - pandemic period . Operating costs per trip increased five - fold over 
the last five years, while operating costs per revenue hour doubled . These datapoints 
illustrate a trend of declining ridership and increasing operating costs in th e face of stable 
revenue hours and revenue miles.   

This substantial jump in operating cost s actually bring s Camarillo Area Transit  closer to its 
peers in transit. Prior to FY 21, - ¢ƃğ average costs were far lower than others in Ventura 
County , and were generally low compared to the industry average in California (based on 
NTD data). The current cost of $130 per revenue hour is more typical of similar operations in 
the region for FY23.  
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CAMARILLO AREA TRANSIT: DEMAND -RESPONSE  SERVICE  

Camarillo Area Transit operates a program that combine s senior/ADA - paratransit with a  
general public Dial - a- Ride (DAR) service . 

RIDER ELIGIBILITY AND SERVICE AREA  

Figure 8: Camarillo Dial - a- Ride Service Area  

 

Note: ADA- certified riders and seniors can travel beyond City limits via the CAT Dial - a- Ride service to select destinations . 
Student riders can also use CAT Dial - a- Ride for trips to and from CSUCI.  

Camarillo Dial - a- Ride provides trips throughout the  city to the ADA population and seniors. 
If there is space available in the schedule, members of the general public can reserve Dial -
a- Ride trips . Program managers indicate that the Dial - a- Ride service  serves general trips 
because the fixed - route service is limited  and does not cover many areas of the c ity.  

The Dial- a- Ride service area extends beyond Camarillo city limits for ADA - certified riders 
and seniors as well as CSUCI students. ADA- certified riders  and seniors may travel to select 
destinations within Oxnard, limited by 5 th Street, Oxnard Boulevard  and Highway 101. 
Camarillo Dial - a- Ride also serves CSUCI, about  seven miles from City Hall, providing trips 
to students.   
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PERFORMANCE MEASURES  

XÛļšĘÛěçČěąÃĆÑÛšąÛĦěðÑğšçČěš-ÃąÃěðÿÿČƃğš3ðÃÿ- a- Ride service are shown in Table 15. 

Table 15: Camarillo Dial - a- Ride Performance Metrics  

Camarillo Dial - a- Ride FY19 FY20  FY21 FY22 FY23 

 Passenger Trips  97,403  75,537  40,380  42,010 42,811 

 Revenue Hours 28,280  22,454  13,359 14,422 15,387 

 Revenue Miles  505,638  421,571 287,773  297,202  301,354 

 Operating Cost  $1,709,016 $1,955,844  $2,160,167 $2,125,224 $2,381,590 

 Passengers per Hour  3.4 3.4 3.0 2.9 2.8 

 Passengers per Mile  0.19 0.18 0.14 0.14 0.14 

 Cost per Passenger $17.55 $25.89  $53.50  $50.59  $55.63  

 Cost per Hour  $60.43  $87.11 $161.70 $147.36 $154.78 

 Cost per Mile  $3.38  $4.64  $7.51 $7.15 $7.90 
Source: Camarillo Area Transit, 202 4. 

DAR passenger trips are slowly increasing after the pandemic, however overall operating 
costs are outpacing  the number of trips. Notably, the cost per passenger has increased by 
$38 in the last four years and the cost per hour by 156% from $60.43 in FY19 to $154.78 in 
FY23. Productivity is holding steady at 2.8 passengers per hour , but lower than pre -
pandemic efficiency .  

OPERATIONS TOPICS  

Camarillo Dial - a-wð×ÛšðğšÃšÑČąĘČĆÛĆĦšČçšĦîÛš-ðĦļšČçš-ÃąÃěðÿÿČƃğšPublic Works Department , 
Transit Division  and contractor - operated by RTW Management , who secured a four - year 
contract with the City  in May 2024 . Concurrent with the shift to RTW, the scheduling and 
dispatching ĦěÃĆğðĦðČĆÛ×šĦČšwð×Û-ČƃğšğČçĦĶÃěÛšĘÿÃĦçČěąţ The analysis in this section  was 
completed  prior to this,  during the time that RATP operated the service.  

RESOURCES 

The previous  contractor had some difficulty hiring and retaining drivers during 2023 and 
earlier, particularly under the old contract where wages were not competitive. Despite the 
staffing challenges, the current contractor reports they have been able to fill driver positions  
and have enough vehicles to meet trip demand . On- time performance has not suffered.  

DAR TRIP SCHEDULING AND DISPATCHING  

Trip reservations, for this advance reservation service, can be made by riders between 
7:00 a.m. and 5:00 p.m. on weekdays. Peak demand for making reservations tends to be in 
the afternoons, between 3 :00 p.m. and 5:00  p.m. Riders may call up to two weeks in 
advance, but no more. Dispatch creates a two - week schedule at a time.  
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The previous  contractor had been using in -îČĪğÛŤšƀîČąÛšèěČĶĆƁšğÑîÛ×ĪÿðĆèšğČçĦĶÃěÛšĦîÃĦš
supports a manual scheduling process.  With the new operations contract, the program 
transition ed ČĆĦČš±-¢-ƃğšwð×Û-ČšğÑîÛ×ĪÿðĆèšğČçĦĶÃěÛšĘÿÃĦçČěąţš 

Excessive no- show trips and late cancellations hav e impacted  productivity.  Riders making 
reservations more than a week in advance sometimes do not show up ÃĆ×š×ČĆƃĦšĆČĦðçļš
dispatch. In the previous system, riders did not get reminders about their trips , though they 
could ÑÃÿÿšĦČšÑîÛÑüšČĆšÃšĵÛîðÑÿÛƃğšÿČÑÃĦðČĆ. Under RideCo, which has an app that riders can 
use to track their vehicle, initial data showed ÃšěÛ×ĪÑĦðČĆšðĆšěð×ÛěšƀĆČšğîČĶğţƁ    

Managers report there have been few changes in rider patterns since the pandemic  other 
than the general decline in demand for trips, down 56% . 

DAR TRANSFERS  

CAT has policies and procedures that enable Camarillo riders with ADA certification to 
transfer onto D-¢3ƃğšğÛĆðČěŰ 3 š3ðÃÿ- a- Ride service,  GO ACCESS, and travel farther into 
the GCTD ğÛěĵðÑÛšÃěÛÃţšš±ÛîðÑÿÛğšąÛÛĦšÃĦš{ĦţšVČîĆƃğšwÛèðČĆÃÿšaÛ×ðÑÃÿš-ÛĆĦÛěšðĆšhĻĆÃě×, and 
are coordinated through dispatch.  According to some riders surveyed , CAT vehicles are on 
time and GCTD vehicles frequently late.  Delays in transferring riders can negatively affect 
ÐČĦîšĦîÛšěð×ÛěƃğšÑĪğĦČąÛěšÛĻĘÛěðÛĆÑÛšÃĆ×šĦîÛšÃèÛĆÑļƃğšČĘÛěÃĦðČĆs effectiveness.   

Passengers may book their return trip with G O ACCESS and be brought directly to their 
destination in Camarillo  ĦîěČĪèîšÃšğÛěĵðÑÛšÑÃÿÿÛ×šƀ3ðěÛÑĦš{ÛěĵðÑÛšĦČš-ÃąÃěðÿÿČƁšĘěČĵð×Û×šÐļš
GCTD.  Camarillo Dial - a- Ride has no role in or coordination with ECTA .   

DAR ON -TIME PERFORMANCE  

An analysis of trips performed by time of day during November 2023 is presented below. 
Scheduled trip times and actual trip pick - up times are plotted over 15 - minute intervals 
throughout the course of the day and summed for all service days in the month. The analysis 
determines on - time performance by calculat ing the total number of actual pick - up times 
that f all outside of a 30 - minute ƀČĆ-ĦðąÛƁšwindow , defined as the 15 minutes before the 
scheduled time  to 15 minutes after .  

Trips for Camarillo Dial- a- Ride include all local demand - response trips . Peak demand 
typically begins around 7:30 a.m., with additional peaks at 11:00 a.m., 3:00 p.m., and 
5:00  p.m. On- time performance has been managed well with only 5.2% of pick - ups being 
early and 0.1% of vehicles arriving lateţšLĦšğîČĪÿ×šÐÛšĆČĦÛ×šĦîÃĦš-ÃąÃěðÿÿČƃğšğÛěĵðÑÛšÑČĆĦěÃÑĦČěš
operates to an on - time window of 20 minutes , compared to the 30 - minute window of this 
analysis.    
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Figure 9: Camarillo Dial - a- Ride On- Time Performance  

 

Source: Camarillo Area Transit, 202 4. 

 

 

  

0

20

40

60

80

100

120

140

160

180

0

20

40

60

80

100

120

140

160

180

4
:3

0
 A

M

5
:0

0
 A

M

5
:3

0
 A

M

6
:0

0
 A

M

6
:3

0
 A

M

7
:0

0
 A

M

7
:3

0
 A

M

8
:0

0
 A

M

8
:3

0
 A

M

9
:0

0
 A

M

9
:3

0
 A

M

1
0

:0
0

 A
M

1
0

:3
0

 A
M

1
1

:0
0

 A
M

1
1

:3
0

 A
M

1
2

:0
0

 P
M

1
2

:3
0

 P
M

1
:0

0
 P

M

1
:3

0
 P

M

2
:0

0
 P

M

2
:3

0
 P

M

3
:0

0
 P

M

3
:3

0
 P

M

4
:0

0
 P

M

4
:3

0
 P

M

5
:0

0
 P

M

5
:3

0
 P

M

6
:0

0
 P

M

6
:3

0
 P

M

7
:0

0
 P

M

7
:3

0
 P

M

8
:0

0
 P

M

8
:3

0
 P

M

Camarillo Dial -a-Ride Completed Trips by Time of DAY
November 2023

On Time: 15 Minutes Before or After Scheduled Time

Scheduled PU Time Actual PU Time Late Trips 15+ Minutes Early Trips 15+ Minutes

n = 3,428 

Late trips as percent 
of total trips: 0.1%

Early trips as 
percent of total 



CAMARILLO 

 

 

   

  
84  

Camarillo Area Transit: Gaps and Opportunities  

PEOPLE  

SENIORS GENERAL  
POPULATION  

STUDENTS 

Camarillo has a substantial 
senior population. The Fixed 
Route is oriented mostly 
toward connecting Leisure 
Village residents to key 
destinations throughout the 
city, but is underutilized . 
Seniors are able to easily 
use the DAR service. The 
$2.00 senior/disabled DAR 
fare is apparently  worth the 
value for more direct 
service , even though Leisure 
Village residents ride the 
Fixed Route for free.  

Many residents  have jobs 
elsewhere, but lots of trips 
are made within the city. 
Getting around by car is 
fairly fast and easy . Good 
bus service needs to cover 
more area and be relatively 
fast/frequent to compete for 
local trips.  The Fixed Route 
also does not connect 
effectively to the regional 
transit services that might 
support commuters  or other 
regional travel ers. Fixed 
Route stops are very limited 
for serving neighborhoods 
outside of Leisure 
VillageVillage. 
 

Although the Fixed Route 
operates near both local 
high schools, service 
×ČÛğĆƃĦšÑČĵÛěšÛĆČĪèîšČçšĦîÛš
city or times of day to be 
useful for most students. 
After - school destinations 
like Boys & Girls Club are 
not served.  The Fixed Route 
service span is also too 
short to help students (and 
the general public) who 
often  need to get home in 
the late afternoon and 
evenings. 

PLACES  

COVERAGE  WALKABILITY  REGIONAL 
CONNECTIONS  

Much of the city has no 
access to any scheduled 
bus service , but can use the 
general public DAR . The 
Trolley route is relatively 
successful in its short loop, 
but would likely benefit from 
connections to a route 
serving other areas of the 
city.  

 

The Fixed Route operates 
through most of the eastern 
area where walk- access to 
stops is relatively poor  and 
does not serve other 
neighborhoods that are 
relatively dense and a short 
walk from main arterials . 
The Trolley serves the more 
walkable Old Town and 
dense commercial districts 
but is not a close walk to 
most neighborhoods north 
of US- 101. 

Service connections 
between Camarillo Fixed 
Route and Trolley are 
limited. Fixed Route does 
not directly connect to 
Metrolink or regional bus. 
Trolley does technically 
connect to regional services 
(Metrolink and Santa 
Barbara Airbus) but begins 
operation late in the 
morning , missing the 
opportunity for  regional jobs 
access in both directions.  
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SERVICE DESIGN  

FIXED -ROUTE 
DIRECTNESS 

FIXED -ROUTE 
FREQUENCY  

SPAN 

The Trolley route benefits 
from being a relatively short 
and frequent loop. The 
Fixed Route service is  
generally an indirect service 
which attempts to serve a 
wide variety of senior -
serving destinations for a 
population that is more 
likely to use the DAR 
program.  

 

The Trolley frequency is a 
ğĦěÛĆèĦîšČçš-ÃąÃěðÿÿČƃğš
transit service. The Fixed 
Route is as frequent as 
possible for its service 
design , but does not attract 
riders for other reasons 
described .  
 

The Trolley service span is 
generally well aligned to its 
intended market and is one 
of the few transit routes 
outside of the Oxnard -
Ventura area operating later 
into the evenings on Fridays 
and Saturdays. However, the 
Trolley only begins at  
10:00 a.m. despite being the 
only local route connecting 
to the train station, with 
morning trains coming in 
much earlier. The Fixed 
Route span is closely 
aligned with its senior-
focused travel market , and 
extending the span in its 
current configuration would 
not likely  attract more 
riders. 

 
Balance of Services  

Camarillo Area Transit has a conflicting 
service design for its Fixed Route. The 
route is clearly designed to serve the 
Leisure Village residents, who also benefit 
from the DAR service. Although there is a 
significant price difference, this is 
apparently not an incentive for most riders 
to use the Fixed Route. Meanwhile, much of 
the city that could wa lk to a scheduled bus 
instead rely on the general public DAR. A 
city of this size and built environment would 
typically swap these options, reserving the 
DAR program for the large senior 
community and aligning the  

fixed - route service to cover more of the 
general population more cost - effectively.  
 
General public DAR could continue to be 
offered in neighborhoods without fixed -
route service, but should otherwise be 
reserved for seniors and people with 
disabilities. Additionally, coordination with 
the Leisure Village community could 
establish scheduled shopper shuttles, and 
group trips through the DAR program that 
would further i mprove efficiency.  
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Camarill o Area Transit : Service Recommendations  

This section provides recommendations for transit services operated by Camarillo Area 
Transit (CAT) or by other operators within their service area , including the design and 
operation of its fixed - route services, the structure of its demand - response program, funding 
strategies, and capital planning.  The SRTP vision for CAT proposes substantial changes to 
the fixed - route services and rebalancing resources between services via policy changes for 
the Dial - A- Ride program.  

1. Maintain existing Trolley route  
2. Maintain a fixed route service for the Leisure Village community  
3. Introduce two new fixed - route loops operating in opposite directions, once an hour  
4. Modify fare structure and policy to incentivize riders to use new route network  
5. Adjust VCTC Intercity service to improve connections and fill coverage gaps  

ROUTE CHANGES  

This SRTP recommends expanding fixed - route service to more Camarillo  neighborhoods 
and improving connections between services. The proposed concept  maintains  the current 
Trolley route , and adds two new, overlapping loops in opposite directions serving the center 
of the city . A Leisure Village route would remain in place, with staff adjusting  the route 
where needed to complement the new fixed routes  and reduce dependence on the Dial - A-
Ride service. The proposed new routes are identified on the following map as Route 90, 
Camarillo Loop (Clockwise), and Route 91, Camarillo Loop (Counterclockwise). The 
Camarillo Trolley is identified alternatively as Route 92 and the Leisure Village route is 
identified as Route 93 , consistent with the recommended renumbering concept in the 
Countywide Strategies.  

The new bi - directional loops would operate hourly from 6:00  a.m. to 8:00  p.m. on 
weekdays, with no weekend service. The Trolley would continue its current service: running 
every 30 minutes from 10:00  a.m. to 6:00  p.m. Sunday through Thursday, and from 
10:00 a.m. to 9:00  p.m. on Fridays and Saturdays. The Leisure Village route would maintain 
its operating hours of 8:00 a.m. to 4:30 p.m . 
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 Figure 10: Proposed CAT Fixed Route Concept and Span of Service  
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Table 16: Overview of Proposed Changes to Transit Service in Camarillo  

Key Change  Benefits  Considerations  

New fixed - route 
service operates two 
loops in opposite 
directions covering 
central Camarillo  

- Population within a quarter mile of 
a transit stop will increase from 
18,000 to 33,000  

- Relatively dense neighborhoods a 
short walk from major arterials will 
gain access to fixed - route service  

- Connects high schools, Boys & 
Girls club, parks, jobs, and 
businesses with an easy- to-
understand and predictable 
service  

- Creates network of routes along 
with Trolley and Intercity services  

- Fixed Route would be 
discontinued in the southeast 
part of the city, including 
Leisure Village, but Dial - A-
Ride would be maintained, 
which is currently the primary 
mode Leisure Village 
residents use  

- Will require new bus stop 
infrastructure at many 
locations  

Regular hourly service 
on both fixed route 
loops between 
6:00  a.m. and 
8:00  p.m. on 
weekdays  

- Increased frequency will make bus 
service more competitive with car 
travel for local trips  

- Expanded span of service will 
enable more students and 
commuters to use transit to get 
to/from home  

- Better matches regional transit 
span with connecting services at 
Metrolink station  

- Trolley route will continue to 
operate with 30 - minute 
headways and current span 
of service  

- Each new loop is once an 
hour in opposite directions; a 
bus departs the train station 
every 30 minutes, covering 
most of the City.  

Timed transfers 
between Trolley and 
both fixed - route loops  

- Improved access to shopping and 
dining destinations along the 
Trolley route, which is not within 
walking distance of most 
neighborhoods north of US - 101 

-  

Tiered pricing 
structure for citywide 
Dial- A- Ride 

- Maintains a Dial - A- Ride option for 
all Camarillo residents  

- Maintains discounted Dial - A- Ride 
for seniors and people with 
disabilities, as well as all Leisure 
Village residents  

- Incentivizes riders to use the 
expanded fixed - route system  

- Maximizes effectiveness of transit 
funding to serve the most people, 
while maintaining citywide 
coverage  

- Current Dial - a- Ride users 
may be unenthusiastic about 
a scheduled route compared 
with point - to- point trips, and 
may be unwilling or unable to 
pay for higher on - demand 
trip prices.  

- Dial- A- Ride fares will 
increase for Camarillo 
residents living within a 
quarter mile of a fixed route 
transit stop if they do not 
qualify for senior/ADA fare  
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PROPOSED FARES AND POLICY CHANGES  

The proposed fare system for Camarillo Area Transit would include an initial base increase, 
and a later additional increase to sustain the added investment in the system. Price 
increases should occur in two phases over at least two years. The Phase 1 fare change would 
occur in conjunction with the launch of the new bus routes. The Phase 2 fare change should 
be implemented two years later, allowing time for the new service to become established. 
See the performance standards and monitoring section for more i mplementation guidance.  

Table 17: Proposed Fare Changes, Phase 1 & 2 

 
Bus Routes 
Current  

Dial- A- Ride 
Current  

Routes 
Proposed 
Phase 1 

Dial- A- Ride 
Proposed  
 Phase 1 

Routes 
Proposed 
Phase 2 

Dial- A- Ride 
Proposed 
Phase 2 

Base Fare $1.00 $3.00  $1.50 

$3.00 for trip 
with one end 
outside of the 
route area. 
 
$5.00 for 
general public 
trip with both 
ends near a 
route.  

$2.00  

$4.00 for trip 
with one end 
outside of the 
route area. 
 
$6.00 for 
general public 
trip with both 
ends near a 
route.  

Senior (65+) 
and People with 
Disabilities 
(ADA)  

$0.50  $2.00  $0.75 $3.00  $1.00 $3.00  

Leisure Village 
Resident  

Free on 
Fixed-
Route 

No special 
pricing  

Discontinue 
Fixed-
Route free 
benefit  

No special 
pricing  

No special 
pricing  

No special 
pricing  
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Figure 11: Proposed CAT Fixed Route Concept and Fare Zones  

 

OTHER PROGRAM CHANGES  

¶ Set DAR reservation and scheduling policy to serve non - ADA trips within the fixed 
route area  only  ƀğĘÃÑÛšĘÛěąðĦĦðĆè.Ɓ This will ensure that system capacity remains 
available for ADA - certified users. The City may continue to offer DAR service to the 
general public, but should be clear that at peak times trips may be unavailable or 
have longer wait times for service. Micro transit apps are  typically  capable of 
redirecting the user to the fixed - route service.  

¶ Work with Leisure Village, the senior center, the library, and others to organize  group 
DAR trips  ĦîÃĦšąÛÛĦšĦîÛšÑČąąĪĆðĦļƃğšĆÛÛ×ğţšaÃĆļšğðąðÿÃěÿļšÃèÛ- restricted 
communities organize programmed weekly (or more frequent) DAR trips for grocery 
shopping, to senior centers, or other regular off - site activities. This method provides 
more predictable service  for the community, improves social interaction, and 
supports external programs. CAT receives the benefit of more consistent operation 
and resource allocation,  and should achieve higher productivity and cost - efficiency 
as a result. This approach also reduces the impact of discontinuing a route by 
essentially offering a  community -çČÑĪğÛ×šƀěČĪĦÛƁšĦîÃĦšČĆÿļšČĘÛěÃĦÛğšÃğšĆÛÛ×Û×ŤšÃĆ×š
does not affect requirements for complementary paratransit.  
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SERVICE CHANGES FOR OTHER OPERATORS IN CAMARILLO  

Camarillo will continue to serve as a regional hub for VCTC Intercity routes and regional 
passenger rail from the Metrolink train station. Intercity route changes in Camarillo are 
summarized below. Refer to the VCTC Intercity section for detail.  

¶ Coastal Express routes to be streamlined. Improved service patterns will offer bi -
directional service to Santa Barbara County, with peak trips beginning and ending in 
Camarillo.  

¶ CSUCI service to operate Route 99 (Camarillo/CSUCI/Oxnard) daily and discontinue 
other CSUCI- based service.  

¶ Cross County Limited (Route 77) to add limited arterial stops on Lewis Road to 
facilitate direct service to walkable destinations and additional connecting 
opportunities to new Camarillo routes.  

¶ New East County Route (Simi Valley/Thousand Oaks/Camarillo) to add limited arterial 
stops on Pleasant Valley Road for additional route coverage.  

SUMMARY AND BASIS OF RECOMMENDATIONS  

The planned service and fare changes will reallocate underutilized service in Camarillo to 
areas where fixed route service should perform better than the current design, and DAR 
productivity will be maintained or improved. Mobility will remain available to  all residents by 
ąÃðĆĦÃðĆðĆèšĦîÛš3 wšĘěČèěÃąƃğšÑĪěěÛĆĦšğÛěĵðÑÛšÃěÛÃţš{îðçĦðĆèšĦČšÃšĘěðÑÛ- incentive model 
should shift many trips in the center of town to the fixed route services.  

This plan is intended to address these existing gaps and opportunities:  

¶ Several areas with denser neighborhoods and businesses are currently without 
access to any scheduled bus service.  

¶ The existing Fixed Route is focused on Leisure Village (and free to residents there), 
but data indicates Leisure Village residents primarily use the Dial - A- Ride service. 
Fixed Route ridership overall has been historically very low.  

¶ The Trolley route serves the walkable Old Town and dense commercial districts and 
is relatively successful in its short loop. It would likely benefit from connections to a 
route serving other areas of the city , making it useful for more residents . 

¶ The citywide general public DAR program is one of the largest in the region per 
capita. It is not the most cost - efficient service model for the center of a city.  

¶ Camarillo High Schools are not currently served by routes connecting to 
neighborhoods or after - school opportunities.  

Creating a network that serves the most dense, walkable areas with timely connections 
should substantially boost ridership on both fixed - route services, improving the cost -
effectiveness of transportation dollars spent per capita.  
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One way to visualize the significant benefits expected from the proposed routes is how far 
someone should be able to reach in an hour on transit. This an alysis is performed using 
Remix, a transit route planning application, which calculates how far you can get in a typical 
hour based on the existing or planned transit schedule. The two graphics below compare 
someone standing at the corner of Las Posas Road and Arneill Road. On the left, the current 
Fixed Route access is shown, and on the right is the propos ed route concept.  

Figure 12 Transit Access Shed in Camarillo: Current and Proposed Service  

Source: Remix Transit, Fehr & Peers  

As shown, the person would be able to travel the length of Las Posas Road in either direction 
within about 20 minutes including average wait time for the bus. Within an hour most of the 
city is accessible , including the train station  and connections along the Trolley route .  
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Financial Analysis of Recommendations  

Without any other changes,  the proposed fixed route system represents a $700,000 
increase in annual operating cost for the agency due to the addition of 5,000 annual 
revenue hours needed to operate hourly all - day weekday service on the proposed  fixed 
route loops , and reinvesting revenue hours from the discontinued service . This estimate 
ÃğğĪąÛğšĦîÛšCðĻÛ×šwČĪĦÛƃğšÑĪěěÛĆĦšČĘÛěÃĦðĆèšÑČğĦšČçšƢŐŒœţŔŐšĘÛěšěÛĵÛĆĪÛšîČĪěšÃĆ×šĦîÃĦšĦîÛš
proposed Fixed Route service would operate for 14 hours on weekdays .  

The proposed changes to the policies and pricing for the Dial - A- Ride program are designed 
to absorb this increase in fixed route operating resources, and to support a successful 
outcome where the more cost - efficient route service attracts more ridership. T he purpose 
is to ensure Dial - A- Ride is available for the people who cannot use the fixed - route service 
due to a disability and for  people in areas with no access to fixed - route service. Any 
additional capacity on the Dial - a- Ride program could remain availa ble for the general public 
on a first - come, first - served basis. If successful, this should reduce demand on the Dial - A-
Ride program sufficiently to shift resources to the proposed routes, as described below.  

Origin - destination data for the current Dial - A- Ride service, shown below, indicates most 
Dial- A- Ride trips in Camarillo start or end along the proposed Fixed Route loops or Trolley 
route. A high - functioning route system should continue to serve that travel  demand as well, 
or in some cases better than the current Dial - a- Ride program.  
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Figure 13: Camarillo Dial - A- Ride Trip Origins  
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A 30% reduction in Dial - A- Ride revenue hours could fund the proposed changes to the 
fixed route service , as shown in Table 18. Reallocating Dial - A- Ride resources into fixed route 
improvements could also increase the number of total riders ĦîÛšÑðĦļƃğšĦěÃĆğðĦšĘěČèěÃąš
serves . CAT carried  43,000  Dial- A- Ride passengers in FY23, which corresponds to 
approximately 2.8 passenger trips per revenue hour. A 30% reduction in revenue hours 
would amount to 13,000 fewer annual Dial - A- Ride passenger trips, which should instead be 
absorbed by the new routes and Trolley.  

The proposed changes to the fixed route service would expand the population living within a 
quarter mile of a transit stop by 18,000 (an 86% increase over the existing route coverage), 
while also improving fixed route frequency, span of service, and timed connections to other 
routes. In addition to absorbing many current Dial - A- Ride trips, this should also attract 
many more new riders.  

Table 18: Operating Cost Estimates for Proposed Camarillo Area Transit Service Changes  

Transit 
Service  

Daily Operating 
Hours1 

Operating 
Cost per 
Revenue Hour 

Annual Revenue Hours  Annual Operating Cost  

Current  Proposed  Current  Proposed  Current  Proposed  

Fixed Route  8 14 $134.51 2,093  7,140 $281,500 $960,500  

Trolley  8- 11 8- 11 $129.13 3,187 3,187 $412,000 $412,000 

Dial- A- Ride 13- 15 13- 15 $154.78 15,387 11,001 $2,382,000  $1,703,000 

Total  -  -  -  20,667  21,328 $3,075,500  $3,075,500  

Note:  
1 Ranges represent differences in weekday and weekend span of service.  

FARE AND RIDERSHIP ANALYSIS  FOR FIXED ROUTES  

The proposed design for Camarillo is a significant change from historic conditions. The 
estimate accounts for the increased population with access to transit  and the improved 
frequency of the existing routes.  A limitation of this methodology is that it assumes the 
current split of riders by fare category remains  the same. However, th e proposed service for 
Camarillo specifically anticipates growing ridership among  full- fare adults at a faster rate 
than seniors . The fare model is designed to re - calibrate  in the future with better data based 
on the rider fare category proportions.  A range is presented showing what may be possible 
if the proposed plan achieves the target average of 13 passengers per revenue hour.  The 
total ridership outcome is comparable to other cities operating a similar level of service.  

 Ridership  Passengers/RSH Fare Revenue 

Existing (FY23)  25,472  2.5 $16,620 

Proposed Plan  (Service - based estimate)  59,58 0 5.8  $68,700  

Proposed Plan (High Performance Outcome)  134,250 13.0 $116,000  
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Capital Plan  

Implementing these transit service recommendations will require modest investments in 
ĆÛĶšğĦČĘšðĆçěÃğĦěĪÑĦĪěÛŤšîČĶÛĵÛěšĦîÛšÐĪÿüšČçš- ¢ƃğšÑÃĘðĦÃÿšĆÛÛ×ğšČĵÛěšĦîÛšĆÛĻĦšŐŏšļÛÃěğšĶðÿÿš
go towards its transition to a fully zero - emission fleet, which must be compl eted by 2040 to 
ÑČąĘÿļšĶðĦîš-ÃÿðçČěĆðÃš ðěšwÛğČĪěÑÛš,ČÃě×ƃğšŸ- w,ŹšLĆĆČĵÃĦðĵÛš-ÿÛÃĆš¢ěÃĆğðĦšŸL-¢Źš
regulation.  

FLEET AND FACILITIES  

CAT operates a fleet of 18 buses and vans, including one trolley, and plans to begin 
transitioning to a mix of battery electric shuttlebuses, passenger vans, and minivans in 
FY27.10 The fixed - route services rely on two vehicles (one for each route), while the 
remaining 16 vehicles are used for the Dial - A-wð×ÛšğÛěĵðÑÛţšš ÑÑČě×ðĆèšĦČšĦîÛšÃèÛĆÑļƃğšőŏőŒš
Camarillo Area Transit Zero Emission Bus Rollout Plan for Innovative Clean Transit (C AT ICT 
Rollout Plan), CAT expects to maintain a fleet of 18 vehicles once it transitions to a 100% 
zero emission fleet, but will shift towards a larger share of passenger vans (relative to buses) 
due to a preference for more maneuverability and current rid ership levels.  

The estimated range of the battery - electric vehicles evaluated in the CAT ICT Rollout Plan 
ranged from 105 miles for an electric trolley, 130 miles for an electric cutaway bus, 200 miles 
for an electric passenger van, to 316 miles for an electric minivan/S UV. With these ranges in 
mind, the 2023 Plan expected to rely on Dial - A- Ride vehicles to serve the Trolley and Fixed 
Route routes for portions of the day, while the dedicated fixed route vehicles perform mid -
day charging. The recommended transit service ch anges discussed in the previous section 
of this plan would require further reallocation of Dial - A- Ride vehicles to fixed route services.  

The expanded fixed route system may require up to six dedicated vehicles once CAT 
transitions to a 100% zero emission fleet. To achieve hourly headways, the proposed 
Clockwise Loop and Counterclockwise Loop would each need one dedicated vehicle. 
Similarly, the Trolley route can operate with 30 - minute headways with one vehicle. 
However, the maximum range of existing battery electric cutaway buses and trolleys is less 
than the daily expected mileage per vehicle on these routes, as shown in Table 19, so each 
route would require two battery electric dedicated vehicles.  

 

10 -ðĦļšČçš-ÃąÃěðÿÿČŤšƀ-ÃąÃěðÿÿČš ěÛÃš¢ěÃĆğðĦš¿ÛěČš7ąðğğðČĆš,ĪğšwČÿÿČĪĦštÿÃĆšçČěšLĆĆČĵÃĦðĵÛš-ÿÛÃĆš¢ěÃĆğðĦţƁšaÃļšőŔŤš
2023.  
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Table 19: Battery Electric Vehicle Requirements for Proposed SRTP Fixed Route Concept  

Proposed Transit 
Service  

Vehicles Needed 
to Achieve 
Proposed 
Frequency  

Daily 
Weekday 
Mileage per 
Vehicle 1 

Daily 
Weekend 
Mileage per 
Vehicle 1 

Battery Electric 
Vehicle and Range 2 

Battery 
Electric 
Vehicles 
Required  

Clockwise Loop  1 180 N/A 105 (Motiv Shuttle)  2 

Counterclockwise 
Loop 1 160 N/A 105 (Motiv Shuttle)  2 

Trolley  1 100 130 105 (Motiv Trolley)  1- 2 

Dial- A- Ride 11 80  70 160 (Ford E- Transit)  11 

Notes:  
1 Daily mileage per vehicle for fixed route services is equal to the length of one trip multiplied by the number of daily trips , 
rounded up to the nearest ten. For DAR, daily mileage per vehicle was estimated based on current annual revenue miles, 
operating days/hours, and estimated daily vehicles in operation.  
2 CAT identified four EV options in the CAT ICT Rollout Plan: Motiv Power Systems Trolley, Lightning ZEV4, Lightning ZEV3, 
Rivian R1S. Lightning eMotors went out of business in 2024, so vehicle range estimates for the Lightning ZEV4 were replaced 
with the rÃĆèÛšÛğĦðąÃĦÛğšçČěšĦîÛšaČĦðĵš{îĪĦĦÿÛšČĆšĦîÛšÑČąĘÃĆļƃğšĶÛÐğðĦÛšÃĆ×šĵÛîðÑÿÛšěÃĆèÛšÛğĦðąÃĦÛğšçČěšĦîÛš[ðèîĦĆðĆèš¿7±Œš
were replaced with range estimates for the Ford E - Transit cargo van.  

CAT expects to charge its future battery electric fleet exclusively using plug - in charging at a 
new bus depot that it would either own or lease. The current fleet is housed at RTW 
Management facility, which is at the corner of Dawson Drive and Dawson Place. Two 
potential locations for the bus depot were identified as part of the CAT ICT Rollout Plan. The 
first potential site was a vacant lot on Ven tura Boulevard , and the second site was an 
underutilized portion of the Camarillo Metrolink parking lot. Both o ptions would include 18 
charging ports with estimated construction timelines ranging from 10 months to upgrade the 
vacant lot to 18 months to rework the Camarillo Metrolink parking lot. The CAT ICT Rollout 
tÿÃĆšð×ÛĆĦðçðÛ×šaÛĦěČÿðĆüšÃğšĦîÛšĘěÛçÛěěÛ×šğðĦÛš×ĪÛšĦČšðĦğšĘěČĻðąðĦļšĦČšĦîÛšČĘÛěÃĦČěƃğš
headquarters and lower estimated cost.  
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STOP INFRASTRUCTURE  

The proposed routes could be implemented largely with the addition of bus stop signage, a 
relatively low - cost first step. Certain locations may require more extensive infrastructure 
before being served, because accessibility to the stop needs to be addressed, including in 
some cases provision of marked crosswalks or other safety enhancements.  

VCTC is currently conducting a countywide stop assessment and improvement program 
that can coordinate this information with the existing conditions to provide more detailed 
insight into the actual required improvements  prior to commencing service.  

The City of Camarillo noted in the development of this concept a concern about introducing 
new bus stops on Las Posas Road, where people do not currently expect buses to come to a 
full stop and prevailing speeds are 35MPH or higher. In addition to a public awareness 
campaign ahead of service start - up, enhanced signage and lane markings could be 
considered in coordination with the bus stop improvement plan.  

 

 



 

 

8. WEST VENTURA COUNTY 

This section provides an assessment of the regional travel market and 
transportation context in the West Ventura County  sub- area. It also 
summarizes the recently completed independent SRTP of Gold Coast Transit 
District (GCTD) , the primary service provider in the sub - area. Lastly, it covers  
D-¢3ƃğšdemand- response service.   

Market Assessment  

The West Ventura County sub - area (see Figure 1) includes  the cities of Ventura, Oxnard, 
and Port Hueneme , as well as adjacent unincorporated areas of Ventura County . The area is 
bordered by Camarillo  to the east, Carpinteria  to the northwest along the coast , Santa Paula 
to the north east, and the Pacific  Ocean to the west . The area is generally characterized by 
older development , with grid - based neighborhoods and distinct downtown centers.  

The West Ventura County sub - area is the most populous sub- area in Ventura County , 
accounting for nearly half of the ÑČĪĆĦļƃğštotal population . Relative to the other sub - areas, 
West Ventura County  has a higher  percentage of low - income households and car - light 
households, a lower median household income, and a lower share of senior citizens.   

Table 20 : West Ventura County Sub - Area Demographics  

 

West Ventura County 
Sub- Area Percent Share  

Count  
West Ventura 
County Sub- Area Ventura County  

Residential population  352,324  -  -  

Senior citizen s (ages 65+)  44,896  13% 16% 

Youth (ages 10 - 17) 40,360  11% 11% 

Low- income individuals 1 35,586  10% 9% 

Households  104,254 -  -  

Car- light households 2 18,921 18% 15% 

Jobs 125,705 -  -  

 West Ventura County 
Sub- Area  Ventura County  

Median Household Income  $84,087  $94,167 

Notes:  
1 Denominator of the percent share statistics is persons in housing units.  
2 Defined as any household with zero vehicles or households with two or more people and one vehicle.  
Source: ACS 5- Year Estimates, 2021; LEHD Origin- Destination Employment Statistics , 2021. 
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Figure 14: West Ventura County Sub - Area  Jobs by Industry  

 

Source: LEHD Origin- Destination Employment Statistics , 2021. 

The top employment industries within West Ventura County  are professional services and 
the service sector, followed by the industrial/logistics and agriculture/mining sectors.  Due to  
the size of the West Ventura County sub - area and its range of jobs and services, a very high 
proportion of trips beginning there also end in the sub- area (90 percent) . Other common  
destinations  are the Camarillo  sub- area, which account s for  five percent of trip s, and the 
Santa Clara River Valley sub- area, which account s for  three  percent of trips.  

In addition to having the largest residential population, the West Ventura County sub - area is 
also the biggest employment center in Ventura County . It is home to  over 125,000 jobs, 
accounting for around 42 percent of the jobs in the study area. However, 56 percent of 
employed people living  in West Ventura County  commute out of the area  for work . 
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Service Evaluation  

GOLD COAST TRANSIT  DISTRICT:  FARES  

Gold Coast Transit currently prices its transit offerings as follows:  

Table 21: Agency Single - Ticket Fares and Discounts  by Service Type  

Service Type  Regular Discounted 1 Child  Student/Youth  College 
Students  

Fixed Route  $2.00   $1.002 Free Free Free 

Paratransit  -  $4.00  -  -  -  

Notes: 
1 Seniors ages 65 and over, persons with disabilities, and Medicare recipients qualify for discounted fares.  
2 Free for seniors ages 75 and over.  
Source: Agency websites , 2024 . 

GOLD COAST TRANSIT DISTRICT: FIXED -ROUTE SRTP SUMMARY  

The Gold Coast Transit District Short Range Transit Plan ( GCTD SRTP) for FY2026- 2030 
provides a structured framework to guide transit services in West Ventura County over the 
next five years . Adopted  in December  202 4, the GCTD SRTP aims to meet evolving 
community needs by focusing on five key goals:  

1. Improving mobility through extended services and optimized connections  
2. Enhancing customer experience with simplified routes and schedules  
3. Advancing sustainability through zero - emission buses and reduced vehicle miles 

traveled  
4. Promoting equity by prioritizing low - income and minority communities  
5. Ensuring financial sustainability by optimizing resources and securing funding  

The GCTD SRTP market assessment highlight s southern Oxnard and mid town  Ventura as 
areas with the highest transit demand due to the population density and activity levels  in 
these areas.  

An evaluation of current services reveal s that ridership has nearly returned to pre - pandemic 
levels. Routes 1, 6, and 21 comprise almost half of all ridership. Community outreach, which 
includ ed bilingual surveys, engaged riders and non - riders to determine priorities such as 
improving on - time performance, increasing frequency, and enhancing bus stop safety.  

The GCTD SRTP proposes several key recommendations. The proposed  fixed- route service  
changes focus on improving frequency and span of service by reallocating resources from 
eliminated, duplicative routes.  The recommendations increase  weekday service frequency 
on six routes, increas e weekend service frequency on seven routes, and improv e transfer 
times at key transfer points. The plan notes that  these service changes may present  



WEST VENTURA COUNTY 

 

   

  
103 

opportunities to scale back on- demand service in South Oxnard and overnight  but also  
identif ies three new potential zones where microtransit may make sense  due to travel 
demand and built environment characteristics . Marketing and outreach efforts would 
complement these service changes through  website improvements , targeted campaigns for 
diverse demographic groups, and enhanced signage across the transit system.  

GCTD studied the feasibility of creating a  Transit Opportunity Corridor (TOC) in parallel 
with the development of the SRTP . The TOC would provide  high- frequency, rapid transit 
bus service between  major destinations, and incorporat e features such as transit signal 
priority, dedicated bus lanes, and enhanced bus stop amenities  between Ventura Transit 
Center and Oxnard College.  

The D-¢3š{w¢tƃğ implementation is phased over five years. Year one focuses on 
foundational planning, marketing, and infrastructure upgrades . Incremental route 
adjustments, extended service hours, and microtransit options in underserved areas  would 
be introduced in the subsequent years . Year five involves performance evaluations and 
adjustments based on observed outcomes. The TOC is not included in this five - year 
implementation plan but will be included in the Long Range Financial Plan.  The financial plan 
assumes an operating budget of about $39 millio n in Year 1 increasing to about $44 million  
over the course of the five - year period and $42.9 million in capital investment . The GCTD 
SRTP anticipate s a 20% increase in ridership as a result of the proposed  enhanced services 
and marketing efforts.  
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GOLD COAST TRANSIT DISTRICT: DEMAND -RESPONSE  SERVICE  

GCTD operates GO ACCESS demand - response service for ADA- eligible riders and seniors.  

RIDER ELIGIBILITY AND SERVICE AREA  

GO ACCESS is an ADA complementary paratransit program, serving people certified as ADA 
eligibl e and seniors aged 65 or over , within ¾ mile of D-¢3ƃğ fixed - route service.  GO 
ACCESS does accommodate trip requests on a case - by- case basis that are beyond the 
strict ¾ mile boundary from the fixed - route network. GO ACCESS does not provide trips to 
the general public.  

A map of the paratransit service area is shown in Figure 15 encompassing the communities 
of Ventura , Oxnard, Port Hueneme, Ojai and the unincorporated areas of the county.  

Figure 15: Gold Coast GO ACCESS Service District  
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PERFORMANCE INDICATORS  

Key performance metrics for Gold Coast GO ACCESS are shown in Table 22. 

Table 22: Gold Coast GO ACCESS Performance Metrics  

Gold Coast GO ACCESS FY19 FY20  FY21 FY22 FY23 
 Passenger Trips  117,456 95,295  61,907 75,596  84,992  
 Revenue Hours 50,227  39,935  29,951 41,409 39,737 
 Revenue Miles  777,069  619,953 511,051 562,865  634,550  
 Operating Cost  $3,507,119 $2,896,684  $2,294,343  $2,355,210 $3,529,348  
 Passengers per Hour  2.3 2.4 2.1 1.8 2.1 
 Passengers per Mile  0.15 0.15 0.12 0.13 0.13 
 Cost per Passengers $29.86  $30.40  $37.06  $31.16 $41.53 
 Cost per Hour  $69.83  $72.53  $76.60  $56.88  $88.82  
 Cost per Mile  $4.51 $4.67 $4.49  $4.18 $5.56  

Source: Gold Coast Transit District , 2024 . 

The largest of the nine demand - response programs  examined in this study , GO ACCESS 
provided almost 85,000 trips in FY23, about 1,600 trips per week. GO ACCESS is at about 
72% of its FY19 ridership of 117,000 and has been steadily increasing. Productivity is 2.1 
passengers per hour, a level it has been at or close to over the past 3 years.  Revenue hours 
at almost 40,000 are 2 1% below their FY19 peak of 50,000 hours.    

Cost per passenger of $42 in FY23 is 39% above its $30 cost per rider in F Y19, the lowest of 
the ADA paratransit systems  in this study . Annual total operating costs of $3.5 million have 
grown minimally, by less than 1%, since FY19. Overall, GO ACCESS performance measures 
are quite favorable.  

In discussing  the 10% to 12% annual increases in ridership since 2020, GTCD managers 
anticipate that this return of riders will level off. This is reportedly due to changes in trip -
making patterns since the pandemic, for example decreased daily trip volumes for : 

¶ Riders traveling to adult day health care facilities  
¶ Students with disabilities traveling to college campuses  
¶ Older adults traveling to some senior center activities  

 

OPERATIONS TOPICS  

MOVING TO A NEW OPERATIONAL STRUCTURE  

Since initiating this Countywide SRTP, GO ACCESS brought  its contracted demand -
response program in - house. This change includ ed hiring  the ÑČĆĦěÃÑĦČěƃğš35 drivers as 
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GCTD employees. The program operate s from the GCTD yard located at 1901 Auto Center 
Drive in Oxnard. This policy decision by the GCTD Board of Directors  was described as  
cost - neutral and will provide the District with increased management control.   

TRIP RESERVATION AND SCHEDULING FUNCTION VIA ECOLANE  

GCTD manages trip reservation s and trip dispatching  through a call center  with  six (6) full-
time representatives . The call center uses Ecolane software , which management finds 
satisfactory for the following reasons: 

¶ Efficiencies through shared ride dispatching wherever possible  
¶ Ease of use by schedulers and dispatchers  
¶ Same day, dynamic schedule optimization during the day - of- service  
¶ Reservations can be made via the web or via a call to dispatch  
¶ Fare payment accounts to which funds can be deposited by the rider or family 

members and debited as trips are taken; funds can be re - loaded via the telephone; 
meaning  rider s do not need to  carry cash 

OPERATIONS -RELATED OPPORTUNITIES AND CHALLENGES  

Communications with Riders : Riders are sent an electronic message /automated call the 
night before the trip,  then receive an automated call on the day of the trip with the 
scheduled pick - up time , and a second automated call right before the vehicle arrives. This 
later communication is synced ĦČšĦîÛšĵÛîðÑÿÛƃğšÿČÑÃĦðČĆŤšand reflect s actual pick - up time.  

Top Trip Generators : Medical trips and medical appointments continue to be top trip 
purposes. Among these are trips into Community Memorial in Ventura, the Veterans 
Administration community - based outpatient clinic in Ventura , and various dialysis centers.  
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Gold Coast Transit  District : Gaps and Opportunities  

Because GCTD conducted a separate SRTP, this section instead focuses on market and 
operational opportunities related to o ther communities in the County accessing 
opportunities in the Ventura and Oxnard area. 

PEOPLE  

SENIORS GENERAL  
POPULATION  

STUDENTS 

The Oxnard and Ventura 
area have a greater degree 
and diversity of healthcare 
and civic functions than 
most other communities in 
the County . VCTC Intercity 
is the primary connector to 
other communities, and its 
focus on commuters and 
students could be expanded 
to seniors with partnerships 
with healthcare providers 
and senior - focused 
programs.   

Likewise, because the 
Oxnard- Ventura area has 
the greatest density and 
diversity of destinations in 
the County, there are a wide 
variety of reasons the 
general public need to travel 
here from neighboring 
communities . This is the 
ideal circumstance for a 
successful transit service . 

College students live and 
work throughout the County 
and often have widely varied 
schedules. Continuing to 
provide regular connecting 
service through CSUCI, as 
well as to other schools like 
Ventura College  and Oxnard 
College , helps support 
young adults. Additionally, 
the Youth Ride Free 
program has been a major 
×ěðĵÛěšČçšD-¢3ƃğšěð×ÛěğîðĘš
gains.  

All of these demographics would generally benefit from more regular bi - directional service 
provided by VCTC Intercity, and from a later span of connecting service in other 
communities. The communities that would benefit the most from this model are the Santa 
Clara River Valley and Camarillo; the former representing a larger proportion of 
disadvantaged population s who would benefit from affordable and reliable transit, and the 
latter representing the closest major community which also has significant socio economic  
ties to the Ventura - Oxnard area. Although connections further to the east are important, the 
longer distances and lower overall travel market do not appear to justify direct express 
service, for example, from Simi Valley or Thousand Oaks to Oxnard.  

The combined area of Oxnard, Port Hueneme, and Ventura is quite large. The key 
destinations are already directly connected by Intercity service (the County Complex, or the 
Esplanade, for example)  where riders can transfer to GCTD services  for other destinations.  
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Relationship to Gold Coast Transit District SRTP  

The GCTD Short Range Transit Plan (FY26 - FY30) followed a similar overall approach to this 
Countywide SRTP. The Plan can be found online at https://www.gctd.org/about/reports -
projects/ . The GCTD Plan included a travel market analysis, extensive public engagement, 
analysis of every route in the network, and developed recommendations for the individual 
routes and a vision for the whole service area with a five - year phased implementation.  

As of 2024, GCTD ridership had already recovered to approximately 90  percent  of its pre -
2020 average. While GCTD has a network of many routes , 50  percent  of the system 
ridership  can be found on only three of the sixteen routes .  

The GCTD Plan did not extensively address travel demand for trips into or out of its own 
service area, although the market assessment found that most residents work outside the 
service area (a finding consistent with this SRTP). The GCTD Plan recommends improving 
frequency and clockface scheduling throughout the network . These recommendations are 
also consistent with themes in the Countywide SRTP.  

The GCTD Plan set goals that are similar and complementary to those envisioned for the 
rest of the county, including:  

¶ Extending service later into the evening and improving connections to regional 
routes  

¶ Improving system legibility  
¶ Improving route directness and reducing travel time for long - distance trips to attract 

new riders  
¶ Providing greater opportunity for low - income residents to use transit  

The GCTD fixed - route service recommendations included improving frequency to 30 -
minute headways throughout the day on five routes, while two routes offer service every 20 
minutes. Overall, the GCTD Plan recommended reallocating resources to provide more 
consistent, clockface headways on all weekday routes, and eliminating periodic gaps in 
service or irregular headways. The GCTD Plan also proposed improved weekend 
frequencies by discontinuing service on certain underutilized routes, with the overall goal of 
significantly better, more consistent headways on other routes with similar coverage.  

The GCTD Plan advised scaling back or reallocating its existing South Oxnard microtransit 
service to avoid overlapping and competing modes in areas, and at times when fixed routes 
are proposed for improvement. This strategy is consistent with the recommend ations in the 
Countywide SRTP. The GCTD Plan identified three other areas that may be considered for 
microtransit in the future, although none of them have a clear relationship to the 
Countywide SRTP. No areas of strong fixed - route potential were identifie d for transition to 
microtransit.  

https://www.gctd.org/about/reports-projects/
https://www.gctd.org/about/reports-projects/
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¢îÛšD-¢3štÿÃĆšÛĆĵðğðČĆğšĶîÃĦšðĦšÑÃÿÿğšÃšƀĦěÃĆğðĦšČĘĘČěĦĪĆðĦļšÑČěěð×ČěŤƁšÃšÿČĆè- term strategy 
to significantly enhance quality of transit service. The opportunity described focuses 
exclusively on identifying transit priority street design, improved stops, a nd branding and 
does not appear to address potential integration with local land use and street design 
policies. The recommended corridor alignment would follow Oxnard Boulevard to the 
Esplanade and then continue into Ventura past the Government Center and  then west along 
Telegraph . The opportunity corridor is not included within the five - year Gold Coast Plan. 
When implemented, this would further improve an existing service spine that connects to 
most VCTC Intercity regional routes with connections at the Esplanade.  

Summary of GCTD and Countywide SRTP  

The GCTD Plan independently identified many of the same topics that the Countywide SRTP 
has addressed. Most important are:  

¶ Improving frequency on routes that have the greatest potential for attracting riders 
by reducing service on indirect routes with low utilization, and focusing service on 
major arterials that have better walk - access to a wider range of places  

¶ Considering repurposing or reducing microtransit service where fixed - route service 
will be improved. This will ensure the success of the fixed routes and potentially shift 
microtransit to areas that were identified as harder to serve with the route network  

¶ Improving headways on weekdays and weekends, by using resources more efficiently 
to offer consistent headways throughout the day, and closing schedule gaps  

¶ Improving timed connections and frequency of connections to Intercity routes to 
serve the population that works outside of the GCTD service area  

The GCTD bus network itself will undergo a series of improvements over five years, but the 
coverage and access it provides ĶðÿÿšĪÿĦðąÃĦÛÿļšÐÛšğðąðÿÃěšĦČšĦČ×ÃļƃğšĆÛĦĶČěüţšCČěšthe 
Countywide SRTP, the proposed improvements to VCTC Intercity services should benefit 
from, and integrate well with, the GCTD Plan. With the proposed improvements to local 
circulation in neighboring communities Ŷespecially in Camarillo, as both the close st city and 
an employment hub ŶGCTD riders should realize significant reductions in  overall travel time 
and more frequent opportunities to travel throughout the day.  
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9. KANAN SHUTTLE 

This section briefly describes the market served by Kanan Shuttle and then 
offers an evaluation of its service and opportunities to sustain funding for 
this service.  

Market Assessment  

Kanan Shuttle is designed primarily to serve neighborhood schools and the residential areas 
along Kanan Road in the Oak Park area of unincor porated Ventura County , which is within 
the Thousand Oaks sub - area (see Figure 1), and Agoura Hills . Its schedule coincides with 
bell times to meet the needs of its intended users.  The Kanan Shuttle is a focused, corridor -
based service in a densely populated area of unincorporated Ventura County with service 
extending into Los Angeles County in the City of Agoura Hills. The route has connections to 
Metro and LADOT bus routes  to the east serving Los Angeles County.  VCTC Intercity 
service also operates through the area  but the nearest stops served are in Thousand Oaks.   

Practically speaking, there are no alternative routes or roads to consider serving, which 
makes this service distinct from other services evaluated in the SRTP.  Beyond the current 
service area is primarily hillside and mountainous area with low- density residential 
development. The route connects to the nearest major commercial center in Agoura Hills. 
Any further extension beyond this area would ×ðğěĪĘĦšĦîÛšğîĪĦĦÿÛƃğšÃÐðÿðĦļšĦČšÛççðÑðÛĆĦÿļšğÛěĵÛš
the Kanan Road corridor.  

Service Evaluation  

Kanan Shuttle is a fixed- route circulator operating in the Oak Park area of unincorporated 
Ventura County and Agoura Hills in Los Angeles County.  

KANAN SHUTTLE : FARES  

Kanan Shuttle operates fare - free.  

KANAN SHUTTLE: FIXED -ROUTE SERVICE  

SERVICE AND SCHEDULES  

Kanan Shuttle is operated by the County of Ventura in partnership with the City of Agoura 
Hills, Oak Park Unified School District, and the Oak Park County Service Area #4.  Its route 
runs along Kanan Road in Oak Park, from Roadside Drive to Lindero Canyon.  
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Figure 16: Kanan Shuttle  

 

Kanan Shuttle provides  fare- free transportation for the community . The shuttle serves 
neighborhood schools  and their surrounding residential areas , as well as some retail, the Oak 
Park Community Center, and the Oak Park Library.  The service  operates on weekdays, 
excluding designated holidays, from 6:45 a.m. to 5:40 p.m. and offers 13 daily trips . Many of 
these trips  are timed to coincide with school start and end times  to reduce traffic  during 
school commute hours.  

RIDERSHIP 

Kanan Shuttle recorded 36,267  fixed - route riders in FY23. Ridership over the past decade 
peaked at 79,613 in FY18 and reached  a low of 7,159 in FY21. Ridership grew between FY15 
and FY18 but declined by 14% in FY19, followed by a sharp drop due to the COVID- 19 
pandemic.  The low point  most likely coincided with schools being mostly remote.  Service 
was reduced by half during the pandemic, contributing to the decline in ridership. Recovery 
began in FY22, with ridership rebounding to 5 3% of FY19 levels by June 2023.  In FY23, 
Kanan Shuttle averaged 142  daily boardings.  

SERVICE PRODUCTIVITY  

Passenger trips per revenue hour declined from 14.2 to 12.6 over  the past five years . Kanan 
Shuttle underwent schedule changes  during this time period , including the elimination of 
unproductive trips and Saturday service in September 2019, and the addition of  a trip in 
August 2022 to  align with updated school bell times.  
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Kanan Shuttle was the most productive transit service in FY23 in Ventura County  after Gold 
Coast Transit District . The system averages 10 revenue hours and 115 revenue miles per 
weekday, with productivity levels of 12.6 passenger trips per revenue hour and 1.1 passenger 
trips per revenue mile.  

EXISTING FINANCIAL OVERVIEW  

XÃĆÃĆš{îĪĦĦÿÛƃğšČĘÛěÃĦðČĆÃÿšexpenditure s have fluctuated over the past decade , peaking in 
FY19 before sharply decreasing in FY20 due to service reductions in response to the  
COVID- 19 pandemic. These fluctuations likely reflect  adjustments  to service in response to 
changing demand . Conversations with the County indicated that in the past , with occasional 
crowding issues at school bell times, service was sometimes expanded . Of course , since 
that time service has been pared back to fit the ridership levels and demand during the 
pandemic years.  

The ğÛěĵðÑÛƃğ operating cost per revenue  hour also spiked following the onset of the 
pandemicŶin line with other agency trends . This increase was driven in part by  higher 
operational costs associated with  enhanced cleaning protocols  and social distancing 
measures. FY23 operating costs per revenue hour  suggest  Kanan Shuttle is trendin g back 
towards  pre- pandemic levels of financial efficiency  but has not yet fully recovered . 

The Kanan Shuttle is primarily funded through the California Transportation Development 
Act (TDA) . Historically, the Oak Park Unified School District and the City of Agoura Hills 
contributed funding annually to help th Ûš-ČĪĆĦļƃğšČĘÛěÃĦðČĆšąÛÛĦšðĦğš¢3- required 20% 
farebox recovery ratio . However, according to County staff, these funding contributions 
were discontinued following the pandemic .  

Kanan Shuttle : Gap s and Opportunities  

Kanan Shuttle has an important, focused role in providing local travel (predominantly for 
students ) in the Oak Park community . With few logical alternatives to the service design,  the 
most important opportunity for the County is to resume funding partnerships with the 
school district and the City of Agoura Hills  to ensure sustainability of the route. Although 
other  non- student members of the community also use the service, the ridership trends 
during the pandemic clearly indicate that students rely heavily on the service and the school 
district contribution is vital . 

Kanan Shuttle : Transit Service Recommendations  

The Kanan Shuttle is a specialized local circulator service. Its primary market has been local 
students, and to a lesser degree, residents, providing access to shopping and services.  

Financial resources for Kanan Shuttle have become a significant concern. The service 
currently operates an irregular schedule. It is limited to a few trips in the early morning 
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(departures starting between 6:45  a.m. and approximately 8:30 a.m.), then transitions to 
somewhat more regular service between 12:30  p.m. and 5:30 p.m. Several trips operate only 
on school days.  

While this service design is tightly oriented to its primary ridership market of students, it 
does significantly limit the usefulness of the Shuttle for other purposes. The route makes 
connections to the regional transit network (LA Metro local buses and L ADOT Commuter 
Express) in Agoura Hills, although the limited Kanan Shuttle schedule hampers the 
effectiveness of this regional connection.  

In the near term, no service changes are recommended. The constraint of funding resources 
for the long - term sustainability of the service is the paramount concern to address.  

Long- term  modifications to consider include:  

Table 23: Long- term Proposed Changes to Kanan Shuttle Service  

Long- Term Concept  Benefits  Considerations  

Add infill stops on Kanan Road 
at Laro Drive, Eagleton Street, 
Fountainwood Street, Tamarind 
Street, Smoke Tree Ave  

- Extends access to Kanan 
Shuttle to additional 
neighborhood areas and 
local destinations  

- Most new stops would 
require construction of 
short sidewalk segments 
along Kanan Road on at 
least one side of the street  

- Several stops would be 
added in the City of Agoura 
Hills 

Expand schedule to operate 
regular hourly service between 
6:00  a.m. and 7:00 p.m. 

- Regular service in the 
community with in - fill stops 
would make the Kanan 
Shuttle more useful for a 
variety of riders and trip 
purposes 

- Expanded span would 
support connections to LA 
Metro route on Thousand 
Oaks Boulevard and 
Commuter Express route  

- Expanded schedule would 
incur significant cost  

- Agoura Hills offers a dial - a-
ride/microtransit program 
that people may prefer over 
expanded schedule  
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Figure 17: Proposed Stop Infrastructure for Kanan Shuttle Long - Term Concept  

 

Financial Analysis of Recommendations  

No near- term changes to service are recommended. However, it is imperative that the 
County of Ventura maintain a shared funding agreement with the local schools being served 
and the City of Agoura Hills, which previously provided funding support for the se rvice. 
During the pandemic, the previously existing funding agreements were discontinued and 
were not in effect as of 2024. If students continue to be the primary market for the service, 
and the school district is not providing other transportation, it is reasonable for the schools 
to be a funding partner at least proportional to the trips which operate exclusively on school 
days.  

Reaching a funding agreement with the City of Agoura Hills could include discussion of 
capital improvements to add neighborhood - serving bus stops as described above. Two of 
these infill stops could be implemented with the addition of bus stop signage and another 
four could be implemented through widening the exist ing sidewalk and installing bus stop 
signage. Four locations will require more extensive infrastructure before being served, 
because accessibility to the stop needs to be addressed, including in so me cases provision 
of marked crosswalks or other safety enhancements. This would be a relatively small 
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investment for permanent improvements to residential mobility for the City Agoura of Hills 
and increase potential ridership for the Kanan Shuttle.  

There are considerations of the proportion of service that could affect a funding agreement 
with the City of Agoura Hills. First, nearly half of the daily route miles are within Agoura Hills, 
although the County staff reported that ridership from stops in Agoura Hills is relatively low. 
Increasing the regularity of service and adding proposed stops could improve that outcome 
and better balance the benefits that Agoura Hills receives from the service.  

šğÛÑČĆ×šÑîÃÿÿÛĆèÛšðğšĦîÃĦšČĦîÛěšČĘĦðČĆğšÃěÛšÃĵÃðÿÃÐÿÛšĦČš èČĪěÃšJðÿÿğšðĆÑÿĪ×ðĆèšĦîÛšÑðĦļƃğš
own dial - a- ride program which also serves destinations in Oak Park and other nearby areas. 
hĵÛěÿÃĘĘðĆèšğÛěĵðÑÛğšąÃļšÿðąðĦšĦîÛšÑðĦļƃğšðĆĦÛěÛğĦšðĆšÑČĆĦěðÐĪĦðĆèšçĪĆ×ðĆg to the Kanan 
Shuttle unless there is a clearly distinct market and use case. The Kanan Shuttle would be 
more cost - efficient but is comparatively limited in its coverage area.  

If funding agreements cannot be reached to sustain the service, the County should consider 
alternative service models.  

1. Kanan Shuttle service could be discontinued and the onus for student transportation 
would fall, arguably appropriately, to the school district. School transportation in 
California is a somewhat complicated subject; however, if the majority of the 
purpose f or Kanan Shuttle is to serve school students, and the route attracts few 
other riders at any time of day, the most fiscally conservative alternative would be 
to discontinue the general public service.  

2. Maintaining general public mobility in Oak Park could be achieved in partnership 
ĶðĦîšĦîÛš-ðĦļšČçš èČĪěÃšJðÿÿğƃš3 wšĘěČèěÃąţš¢îÛš-ČĪĆĦļšÑČĪÿ×šěÛÃÿÿČÑÃĦÛšğČąÛšČěšÃÿÿš
of its Kanan Shuttle budget to support an expanded DAR program.  

3. A hybrid option would maintain limited Kanan Shuttle service only during the school 
season in the morning and mid - afternoon, to provide sufficient capacity at peak 
times while operating an expanded DAR program throughout the year that would 
provide mobilit y outside the Kanan Shuttle hours. The DAR program in this model 
would not serve the schools during the Kanan Shuttle hours.  

These alternatives would not relieve the County from funding transportation in Oak Park, but 
would instead reduce overall expenses to  only providing limited service when it is most 
needed, or otherwise for seniors and people with disabilities in partnership with the City of 
Agoura Hills. 

Ultimately, this SRTP strongly recommends the three parties work together to develop a 
long- term funding agreement and continue to invest in the Kanan Shuttle  including filling 
the current schedule gaps. This recommendation is consistent with other aspects of the 
SRTP that argue in favor of consistent and robust transit route networks that serve a variety 
of trip purposes throughout the day.  
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Table 24 : Operating Cost Estimates for Proposed Long Term Kanan Shuttle Service 
Changes 

Transit 
Service  

Daily Operating 
Hours1 

Operating 
Cost per 
Revenue 
Hour 

Annual Revenue Hours  Annual Operating Cost  

Current  Proposed  Current  Proposed  Current  Proposed  

Fixed 
Route 7 13 $165 2,570  4,836  $426,000  $798,000  
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Figure 18: Kanan Shuttle Route and Span of Service  
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10.  MOORPARK 

Market Assessment  

The Moorpark sub- area (see Figure 1) has a residential population of 36,000 and 13,000 
jobs. The Moorpark  sub- area has a lower percentage of low - income and car - light 
households and a  lower percentage of seniors  than the County  overall. The Moorpark  sub-
area also has a median household income almost $35,000 higher than the median 
household income for Ventura County.  

Moorpark  is in north eastern Ventura County and is bordered by Simi Valley to the east, 
unincorporated Santa Rosa Valley and the City of Thousand Oaks to the south, and Fillmore  
to the north . Moorpark is generally separated from its neighbors by hilly and mountainous 
terrain on all sides , or farmland to the west . California State Route 118 connects Moorpark  
with Simi Valley and Thousand Oaks. State Route 23 is a two - lane highway north through the 
mountains to Fillmore, but  in Moorpark and further south it is  a multi - lane freeway that 
connects to Thousand Oaks.  

Table 25: Moorpark Sub- Area Demographics  

 Moorpark  Sub- Area Percent Share  

 Count  Moorpark  Sub- Area Ventura County  

Residential population  35,929  -  -  

Senior citizen s (ages 65+)  5,056  14% 16% 

Youth (ages 10 - 17) 3,938  11% 11% 

Low- income individuals 1 1,815 5% 9% 

Households  11,463 -  -  

Car- light households 2 929  8% 15% 

Jobs 12,875  -  -  

 Moorpark  Sub- Area Ventura County  

Median Household Income  $129,375 $94,167 

Notes: 
1 Denominator  of the percent share statistics  is persons in housing units.  
2 Defined as any household with zero vehicles or households with two or more people and one vehicle.  
Source: ACS 5- Year Estimates, 2021; LEHD Origin- Destination Employment Statistics , 2021. 
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Figure 19: Moorpark Sub- Area Jobs by Industry  

 

Source: LEHD Origin- Destination Employment Statistics , 2021. 

Jobs in the Moorpark  sub- area are mostly in professional services, but there are also a 
significant number of jobs in the industrial/logistics and service sector s. An inflow - outflow 
analysis of employment in the Moorpark  sub- area finds significant traffic coming both to 
and from the Moorpark  sub- area for work . Ninety  percent of  Moorpark  sub- area residents  
commute elsewhere for work , and over 10,000 people who live in other communities 
commute to the Moorpark  sub- area çČěšĶČěüţšaČČěĘÃěüƃğšaÛĦěČÿðĆüšğĦÃĦðČĆšğÛÛğšŐŒš×Ãðÿļš
round trips on Metrolink/Pacific Surfliner , connecting Moorpark to Union Station in Los 
Angeles. VCTC Intercity bus service connects  to Simi Valley, Thousand Oaks, Camarillo, and 
Oxnard/Ventura from Moorpark Station.  

The Moorpark  sub- area has a higher rate of trips to  other communities in Ventura County . 
About 60 percent of trips begin and end in the Moorpark  sub- area. The sub- area generally 
has fewer commercial and community resources (healthcare, entertainment, etc.) compared 
to other cities in the region.  Simi Valley (17% of trips) and Thousand Oaks (12% of trips ) are 
the most common destinations for trips outside the sub- area. 

Within the City of Moorpark, the area  north of the Arroyo  features a grid - pattern 
development with a mix of residential, light industrial, and commercial land uses. The area 
south of the Arroyo is almost exclusively newer residential developments with winding 
streets, which results in less connectivity to arteria l streets. The areas along State Route 118 
have the greatest population and job density in the Moorpark  sub- area, as well as higher 
shares of youths . These areas therefore likely have the most poten tial transit riders. Most of 
the Moorpark  sub- areaƃğ top  employers are within half a mile of California State Routes 34 
and 118 and operate in the corporate, service, and manufacturing sectors . The job density 
and distribution of major employers along these  corridors illustrate the importance of these 
state routes for travel to, from, and within  the Moorpark  sub- area. 
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Service Evaluation  

The City of Moorpark operates Moorpark City Transit  (MCT) . Existing service includ es one 
local fixed - route, a senior/ADA - paratransit and general public dial- a- ride  service, and an 
on- demand microtransit service  called MCT On Demand . The fixed  route and MCT On 
Demand are open to the general public, while senior/ADA dial - a- ride riders must be at least 
65 years old or have a disability . At the time of this analysis, MCT operated two loop routes 
in opposing directions, but Route 2 was discontinued in 2025 due t o budget constraints. 
Route 2 is evaluated here,  but is not included in  ĦîÛšƀÛĻðğĦðĆèšÑČĆ×ðĦðČĆƁšçČěšĦîÛšĘěČĘČğÛ×š
concept.  

MOORPARK CITY TRANSIT : FARES  

The City  currently prices its transit offerings as follows:   

Table 26: Agency Single - Ticket Fares and Discounts  by Service Type  

Service Type  Regular Discounted 1 Child  
(5 & under)  Student/Youth  College 

Students  

Fixed - Route $1.00  Free Free 
Ages 6- 14: $1.00 
High school 
students: Free2 

Free2 

Dial- a- Ride -  $2.00  -  -  -  

MCT On Demand $1.00 $0.50  Free $1.00 Free 

Notes: 
1 Seniors ages 65 and over, persons  with disabilities, and Medicare recipients qualify for discounted fares.  
2 MCT fixed - route services are free for high school  and college students due to VCTC Youth Ride Free Program and College 
Ride Program, which are funded through June 2026.  
Source: Moorpark City Transit website , 2024 . 

MOORPARK CITY TRANSIT: FIXED -ROUTE SERVICE  

SERVICE AND SCHEDULES 

The fixed - route  service is contracted through the City of Thousand Oaks for operations  and 
operates  Monday through Friday between  6:00 a.m. to 6:00 p.m., excluding designated 
holidays. Route 1 and Route 2 operate d along the same route but in opposite directions, 
connect ing residential and commercial areas, schools, and civic centers  within Moorpark . 
Both routes operate with  60- to- 75- minute  headways. MCT discontinued Route 2  in 2025 
and updated the Route 1 schedule to better align with Moorpark High School bell times . 

VCTC Intercity ƃğš7ÃğĦš-ČĪĆĦļšÃĆ×š-ěČğğš-ČĪĆĦļš[ðąðĦÛ×šěČĪĦÛğ and Valley ExpressƃšCðÿÿąČěÛ-
Moorpark route  connect to other parts of the region and supplement MCT by providing 
additional transit  service  throughout the day  between Moorpark College  and Moorpark 
Station. The Fillmore - Moorpark route also stops at Moorpark Marketplace . Additionally, Simi 
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Valley Transit provides service between Simi Valley and Moorpark College. Riders can 
transfer from MCT Route 1 to these regional services  at Moorpark Station , Moorpark 
Marketplace,  and at Moorpark College.  

ROUTE 1 

Route 1 connects  residential areas and commercial centers within the city , beginning its 
counterclockwise loop at the Civic Center in front of the Moorpark Community Center . The 
route operates from 6:30 a.m. to 5:30 p.m. on weekdays. Key destinations include Moorpark 
City Hall, Moorpark Town Center, Mission Bell Plaza , Moorpark High School , Moorpark 
Station, and Moorpark College. In FY23, Route 1 had 61 average daily boardings.  

Figure 20 : Moorpark Route 1  
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ROUTE 2  

Route 2 operate d along the same route as Route 1 and also begins at the Civic Center 11, but 
travels in the opposite direction  from Route 1. The route operate d from 6:00 a.m. to 
6:00  p.m. on weekdays. Route 2 served most  of the same stops as Route 1 but not Moorpark 
High School or Moorpark Town Center. Route 2 made additional stops in residential areas  
and served the Villa del Arroyo community on six of its 11 daily trips. In FY23, Route 2 had 39 
average daily boardings.  Following cancellation of this route, the Villa del Arroyo stop was 
added to Route 1. 

Figure 21: Moorpark Route 2  

 
  

 

11 Route 2 begins at the Civic Center with the exception of the first trip of the day, which begins at Moorpark 
College.  
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RIDERSHIP 

Moorpark City Transit's fixed - route ridership peaked in FY15 with a ridership of 71,170, and 
has since been steadily declining . In August 2013, the City initiated a three - year 
demonstration program to extend service hours and introduce Saturday service for fixed -
route services, which initially contributed to a  small increase in ridership. However,  service 
productivity decreased as ridership did not increase in proportion with service hours . In 
response, Moorpark City Transit cut service hours in FY16 and then again in FY17. The 
COVID- 19 pandemic  led to  a dramatic reduction in ridership. By FY21, ridership hit a low  of 
14,040. In August 2021, the City revised its schedule to make the Moorpark C ivic Center the 
first and last stop, aiming to streamline operations. Despite these efforts, the ridership 
recovery  post - pandemic has been slow ; FY23 ridership was just over 50% of FY19 ridership  
levels.  

Route 1 accounted for 61% of the total ridership , while Route 2 represent ed 39%. Though the 
two routes essentially form the same loop in opposite directions, only Route 1 serves 
Moorpark High School, which may affect  these ridership trends , as high school and college 
ğĦĪ×ÛĆĦğšÃÑÑČĪĆĦšçČěšŕŏǃšČçšaČČěĘÃěüš-ðĦļš¢ěÃĆğðĦƃğšçðĻÛ×- route riders.   

SERVICE PRODUCTIVITY  

Over the past five years, systemwide service productivity has declined significantly, with 
trips per revenue hour and trips per revenue mile  both decreasing by approximately 50%. 
While service levels fluctuated between FY19 and FY2 3, ridership consistently declined 
(except in FY22 when a schedule adjustment temporarily improved productivity ). In FY23, 
the fixed - route service carried  an average of 4.4 passenger s per revenue hour . Route- level 
productivity data was not provided by the city . 

EXISTING F INANCIAL OVERVIEW  

Annual operating costs have increased every year since FY19, despite ridership declines , 
leading to risings costs per  passenger trip and per revenue hour . Annual operating costs in  
FY23 were 50% higher than FY19 while the operating cost per passenger trip  nearly tripled . 
Prior to FY19, operating costs and ridership had followed a similar trend. Rising costs over 
the last five years highlight the need to reevaluate the current service to identify 
opportunities for increased productivity.  
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MOORPARK CITY TRANSIT: DEMAND -RESPONSE  SERVICE  

Moorpark City Transit  operates a Dial- a- Ride program  that  serves both senior/ADA -
paratransit riders and the general public . They also operate MCT On Demand , a microtransit 
service  launched in April  2022 . 

MOORPARK DIAL -A-RIDE 

LĆšbČĵÛąÐÛěšőŏőœŤšaČČěĘÃěüƃğš3 wšĘěČèěÃąšğĶðĦÑîÛ×šğČçĦĶÃěÛšĘěČĵð×ÛěğšçěČąš¢ěÃĘÛŃÛšĦČš
RideCo. The analysis presented in this section reflects operations prior to that change.  

RIDER ELIGIBILITY AND SERVICE AREA  

Moorpark Dial - a- Ride (DAR) has a long history of providing ADA complementary paratransit 
service to Moorpark residents with disabilities, through its coordinated agreement with 
Thousand Oaks.  

The program  expanded around 2015, around the same time as  other demand - response 
programs in the County. The service area for DAR trips is contiguous with its city 
boundaries, as shown in Figure 22.  

Figure 22: Moorpark Dial - a- Ride Service Area   
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PERFORMANCE INDICATORS  

XÛļšĘÛěçČěąÃĆÑÛšąÛĦěðÑğšçČěšaČČěĘÃěüƃğš3ðÃÿ- a- Ride service are shown in Table 27. 

Table 27: Moor park Dial - a- Ride Performance Metrics  

Moorpark Senior Dial - a- Ride FY19 FY20  FY21 FY22 FY23 

 Passenger Trips  1,701   1,111   1,280   625   608  

 Revenue Hours 3,426   3,213   629   289   307  

 Revenue Miles  68,685   64,408   13,551   4,893   4,619  

 Operating Cost  $64,299  $57,798  $70,687  $41,182 $40,828  

 Passengers per Hour  0.50  0.35  2.0 2.2 2.0 

 Passengers per Mile  0.02  0.02  0.09  0.13 0.1 

 Cost per Passenger $37.80  $52.02  $55.22  $65.89  $67.15 

 Cost per Hour  $18.77 $17.99 $112.38 $142.50 $132.99 

 Cost per Mile  $0.94  $0.90  $5.22  $8.42  $8.84  
Source: Moorpark City Transit , 2024 . 

Moorpark DAR is the smallest operation in the County , providing roughly  12 trips per week 
ÃĆ×šúĪğĦšŕŏŏšĦěðĘğšðĆšC¸őŒţš¢îðğšðğšðĆšÿÃěèÛšĘÃěĦš×ĪÛšĦČšĦîÛšğĪÑÑÛğğšČçšaČČěĘÃěüƃğšąðÑěČĦěÃĆğðĦš
service, MCT OnDemand , which costs less to operate and requires no reservations , but 
serves trips on the day of request.  Nonetheless, for seniors and persons with disabilities who 
want to ensure they have a trip  (via an advance service ) or for those who cannot walk to a 
MCT OnDemand pick - up location, DAR remains a preferred method  of travel .  As is typical 
with small Dial- a- Ride programs, the 6 00 trips  are likely a small group of individuals making  
recurring trips.  

Cost per trip at $67 is 78% higher than the pre - pandemic system cost per trip of $38. 
Revenue hours have been dramatically cut, from 3,400 to 300 revenue hours, reflecting an 
equally drastic decline in ridership from 1,700 to the current 600 annual passenger trips.  

Operating costs have been more resistant to the decreases, only decreasing 37% from 
$64,000 in FY19 to $41,000 in FY23. This is largely because Moorpark contributes to the 
overhead costs of the coordinated system  as contracted through an MOU for ECTA with the 
Cities of Thousand Oaks, Simi Valley and the County.   
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OPERATIONS TOPICS  

OPERATIONS -RELATED OPPORTUNITIES AND CHALLENGES  

The central issue managers spoke to is how the Dial- a- Ride system does ŵ Čěš×ČÛğĆƃĦšŵ 
integrate with the MCT On  Demand.  The Dial- a- Ride service  is an ADA complementary 
ĘÃěÃĦěÃĆğðĦšĘěČèěÃąŤšěÛĚĪðěÛ×šĦČšÑČąĘÿÛąÛĆĦšaČČěĘÃěüƃğšçðĻÛ×- route service.  A key 
structural difference  between the Dial - a- Ride service and MCT On Demand  is that MCT On  
Demand does not directly go  to ěð×ÛěğƃšîČąÛğ but  works from a large n etwork of defi ned 
pick - up locations  at existing bus stops and other well - lit areas. Although MCT On Dema nd 
has the capabilit y to transport mobility devices such as wheelchairs and scooters, at this 
time, MCT On Demand does not have enough vehicles to ser ve as the ADA compl ementary 
service without affecting on time performance .  

RESOURCES ς PERSONNEL AND VEHICLES  

The Moorpark Dial- a- Ride is a contracted service with the City of Thousand Oaks  and MV 
Transportation  with seven to eight  dedicated drivers for both Thousand Oaksƃ and 
Moorparkƃğ Dial- a- Ride programs. MV Transportation has four  dedicated call takers and 
three  full- time dispatchers that support the programs under contract. The City of Moorpark 
has a fleet of two  minivans with a carrying capacity of four passengers and a cutaway 
vehicle with a carrying capacity of nine passengers  dedicated solely to its MCT On Demand 
service , which is operated by Transdev .    

ON-TIME PERFORMANCE  

An analysis of trips performed by time of day during November 2023 is presented in Figure 
23. Scheduled trip times and actual trip pick - up times are plotted over 15 - minute intervals 
throughout the course of the day and summed for all service days in the month. The analysis 
determines on - time  performance by calculat ing the total number of actual pick - up times 
that fall  outside of 30 - minute ƀČĆ-ĦðąÛƁšwindow , defined as 15 minutes before the 
scheduled time to 15 minutes  after .  

¢îÛš×ðğĦěðÐĪĦðČĆšČçšĦěðĘğšĦîěČĪèîČĪĦšĦîÛš×ÃļšçČěšaČČěĘÃěüƃğš×ðÃÿ- a- ride service is sporadic , 
with multiple scheduled trips between 6:00  a.m. and 7:00 a.m. followed by a period of very 
low activity until mid - morning. Demand peaks at 12:30 p.m. , which is also  when the highest 
instance of late trips occurs . Almost 11% of all trips are late, while 3.5% of pick - ups arrive 
early.  
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Figure 23: Moorpark Dial - a- Ride On- Time Performance  

 

Source: Moorpark City Transit , 2024 . 
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MCT ON DEMAND  

RIDER ELIGIBILITY AND SERVICE AREA  

MCT On Demand, which began in 202 2, is a new microtransit program providing same - day 
trips within the City of Moorpark . Moorpark residents are eligible to use the service and can 
travel between more than 100 pick- up points within the City of Moorpark.   

PERFORMANCE INDICATORS  

Key performance metrics for MCT are shown in Table 28 . 

Table 28: MCT On Demand Performance Metrics  

MCT On Demand  FY19 FY20  FY21 FY22 FY23 

 Passenger Trips  -  -  -  572   15,643  

 Revenue Hours -  -  -  916   5,498  

 Revenue Miles  -  -  -  3,594   -   

 Operating Cost  -  -  -  $85,530  $574,001 

 Passengers per Hour  -  -  -  0.6 2.8 

 Passengers per Mile  -  -  -  0.16  -   

 Cost per Passenger  -  -  -  $149.53 $36.69  

 Cost per Hour  -  -  -  $93.39  $104.40 

 Cost per Mile  -  -  -  $23.80   -   
Note:  
MCT On Demand launched in 2022, so data is not available for prior years.  
Source: Moorpark City Transit, 2024 . 

LĆšőŏőŏŤša-¢ƃğšçðĻÛ×- route service  saw a dip in prod uctivity , and the city had been 
interested in exploring ways to cut back fixed - route service . Microtransit was seen as a 
means to serve riders that might be impacted by a reduction in service.  As a result, MCT On 
Demand launched in April 2022, providing almost 600 trips over its first three months of 
service. Ridership grew to almost 16,000 trips in FY23 over a full year of service with a cost 
per trip of $36.69, the lowest cost per trip among the cČĪĆĦļƃğš×ÛąÃĆ×- response programs. 
The operating cost of $574,001 is  inclusive of First Transit  (the operating contractor)  and 
RideCo software costs  (RideCo costs have since been covered through a countywide 
contract with VCTC) but does not include City of Moorpark administrative costs.  
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OPERATIONS TOPICS  

Pick- up locations are within a 5 - minute walk to or from most areas of the city. There are 
currently more than 100 designated pick - up locations that all meet the criteria of being : 
accessible and safe, located on main roads avoiding cul - de- sacs, and large enough to pick 
up multiple riders at a given location.  

TRIP RESERVATION AND SCHEDULING FUNCTION  

On- demand trips are scheduled primarily through the  
ĘěČèěÃąƃğ mobile app but can also be booked by using a 
computer , or by calling the dispatcher directly. Through 
the app, a rider may receive multiple options for pick - up 
location s, depending on vehicle availability  at the 
requested time .  

The RideCo scheduling software optimizes every 20 
seconds, matching the rider to the closest vehicle with 
ÃĵÃðÿÃÐÿÛšÑÃĘÃÑðĦļšĦČšĘěČĵð×ÛšĦîÛšĦěðĘţš¢îÛšğČçĦĶÃěÛƃğšƀĦðąÛš
ğĆÃĘĘðĆèƁšçĪĆÑĦðČĆšÃĦĦÛąĘĦğšĦČšèěČĪĘšÃğšąÃĆļšĦěðĘğš
ĦČèÛĦîÛěšÃğšĘČğğðÐÿÛŤšąÃĻðąðŃðĆèšĦîÛšĵÛîðÑÿÛƃğšÑÃĘÃÑðĦļš
and improving  efficiency.  

OPERATIONS -RELATED OPPORTUNITIES AND 
CHALLENGES  

Trips are generally offered within one hour of the 
requested tim e with an on - time window of 10 minutes 
following the provided pick - up time. Ninety  percent  of trip 
requests are received through the mobile app . One out of 
every five  trip requests return s a failed search for  the 
requested pick - up time . The failure rate is highest  during the 3:00 p .m. timeframe when 
school ends.  

The scheduling software prioritizes drop - off time . Currently 96  percent  of drop - offs are on 
time compared to 87  percent  of pick - ups. The program is nearly at capacity, needing an 
additional vehicle and driver to meet growing demand.  
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Moorpark City Transit : Gaps and Opportunities  

PEOPLE  

SENIORS GENERAL  
POPULATION  

STUDENTS 

Bus routes cover most of 
the community , but the DAR 
service and microtransit 
also serve the whole city . 
Seniors regularly use DAR, 
and while they may be less 
apt to use an app, 
integrated microtransit and 
DAR is a possibility.  Pricing 
between services is not 
well- aligned , with the 
senior/ADA DAR fare at $2, 
while the same group can 
ride MCT On  Demand for 
only 50 cents.  

Although the bi - directional 
loop model provide d good 
coverage across the city, 
the stop spacing and 
alignment between the two 
directions was inconsistent 
from Los Angeles Avenue 
south. The travel market for 
circulation within town for 
most adults is likely limited, 
so more efficient service 
into the center of town and 
back home would be the 
most useful. On- Demand 
service priced at $1 
incentivizes people to use 
microtransi t, leaving no  
clear reason to also offer 
fixed route in a community 
this size. 

Only one of the two routes  
directly connect ed the high 
school to  residential areas 
of the City ; Route 2 did not 
have a stop wi thin 1,500 feet 
of an entrance.  With service 
only once an hour, 
alignment to the school bell 
schedule is critical. 
Microtransit would be 
attractive for app - savvy 
students but less efficient 
for the service . Other cities 
have encountered  
significant  challenges with 
microtransit availability 
around high school bell 
times.  

PLACES  

COVERAGE  WALKABILITY  REGIONAL 
CONNECTIONS  

Route coverage is quite 
good . However, t he Villa del 
Arroyo Mobile Home Park is 
served only on limited  trip s, 
and other neighborhood 
streets are also only served 
on some trips or in only one 
direction.  Overlap of 
microtransit with the fixed 
routes is likely to decrease 
productivity , although 
microtransit expands access 
to the outskirts that are too 
far to walk to the bus. 

Stops on the two fixed 
routes are not always co -
located, making it harder to 
use in both directions.  
Another  significant 
limitation is that most 
homes in the southern 
portion of the city are in 
developments with few 
access points  to the main 
road, meaning many homes 
are physically close to the 
route but practically a long 
walk to reach a bus stop.  

MCT routes provide direct 
connections between routes 
and to regional services 
including Metrolink , Valley 
Express, and VCTC Intercity 
bus. 
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SERVICE DESIGN  

FIXED -ROUTE 
DIRECTNESS 

FIXED -ROUTE 
FREQUENCY  

SPAN 

The bi - directional loop 
covering the entire City is 
generally a good model for 
this built environment. 
However,  the roadway 
design south of Los Angeles 
Ave also limits consistent 
bus stops in both directions, 
which actually creates some 
significant gaps where 
neighborhoods  would 
practically only be able to 
use one loop without a very 
long walk in the opposite 
direction. Improvements to 
stop and safe crossing 
infrastructure could alleviate 
these gaps.  
 

The roughly hourly pulse is 
an appropriate design for 
the community based , on 
the population and built 
environment. Adjustments 
to timing could ensure 
service to the high school 
works for a majority of 
students. Also, offsetting 
schedules from Moorpark 
College  from the VCTC and 
Valley Express routes could 
help improve the effective 
frequency  and provid e more 
choice for college students 
rather than having four 
different buses departing 
campus at the same time 
every hour.  
 

Route service ends by 6:00 
p.m. This is quite early 
considering the college 
campus as a major 
destination. Although travel 
activity is low given the 
characteristics of the 
community , trip activity 
remains consistent from its 
peak at 4:00 p.m. through 
about 7:00 p.m. 
Coordination with VCTC 
and Valley Express could 
ensure service for Moorpark 
College is available to 
connect to the train station 
and downtown later in the 
evenings, or the 
microtransit program could 
fill this role.    

 
Balance of Services  

aČČěĘÃěüƃğšąðÑěČĦěÃĆğðĦšĘěČèěÃąŤšĶîðÑîš
has nearly replaced the DAR program, has 
been a success in attracting riders and 
expanding mobility across the city. 
However, its pricing and design are at odds 
with the fixed - route service which is more 
efficient for carrying higher volumes of 
passengers, especially students.  

 

A community the size of Moorpark is likely 
best suited to operate either fixed - route  
service  or general public microtransit (i.e. 
MCT On Demand) but not both. 
Alternatively , microtransit could 
complement the fixed - route service by 
increasing the price for trips that begin and 
end within walking distance of the fixed 
route, and/or by extending the span of 
service later in the evening.  
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Moorpark City Transit : Service Recommendations  

This section provides recommendations for transit services operated by Moorpark City 
Transit (MCT) and other operators within their service area , including the design and 
operation of its fixed route services, the structure of its demand - response program, funding 
strategies, and capital planning.  The SRTP vision for MCT focuses on streamlining the fixed -
route services and policy changes for the microtransit program.  

Near- term recommendations:  

1. Redesign existing Route 1 to limit service geographically to the core of the city, but 
with greater frequency  

2. Integrate information with other regional services that continue to provide coverage 
in the northeast of the city, to Moorpark College  

3. Modify microtransit fares to incentivize use of fixed routes in core area  
4. Streamline VCTC Intercity service and enhance frequency of Cross County Limited  

Long- term recommendations:  

¶ Implement new route connecting Moorpark College, downtown, and Thousand Oaks  

During the final development of the SRTP, the City of Moorpark informed VCTC that it 

does not support the recommendations in this chapter . As noted in the Methodology 

chapter, the se recommendations are advisory and reflect  ǘƘŜ Ŏƻƴǎǳƭǘŀƴǘ ǘŜŀƳΩǎ 

professional analysis of best practices , data and local conditions . The recommendations  

are not binding requirements for the City to modify its current  service s. The report also 

notes that other jurisdictions attempting to operate both fixed - route and microtransit 

services simultaneously have consistently experienced higher overall costs and significant 

declines in  fixed - route  productivity and ridership.  

If the City determines that microtransit is the preferred  service model , the consultant 

recommends monitoring Route 1 using the Countywide Strategies framework and, if 

appropriate, reallocating fixed - route resources to support a microtransi t- focused  

approach . 

The City would also like VCTC to continue to provide direct service between Moorpark 

and Thousand Oaks and would not be interested in running this service directly . The 

ultimate service provider of this route is yet to be determined. Transit between Moorpark 

and Thousand Oaks may require  a transfer in the future  based on the recommended plan. 

The current VCTC East County Route has chronically  underperformed  and there is more 

travel demand between Simi Valley and Thousand Oaks than Moorpark and Thousand 

Oaks which has informed the recommendations . The plan takes a countywide  view of 

transit in its  recommendation , recognizing that Moorpark benefits from neighboring local 





























































































































































































































































































https://ops.fhwa.dot.gov/publications/fhwahop15023/apa.htm
















































































https://www.lewis.ucla.edu/research/falling-transit-ridership-california-and-southern-california/
https://www.lewis.ucla.edu/research/falling-transit-ridership-california-and-southern-california/















































