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May 1, 2017
Mary Nichols, Chair
California Air Resources Board
I 001 I Street
Sacramento, CA 95814
Re: MTC, SACOG, SANDAG, and SCAG Joint Submittal SB 375 Target Recommendation
Dear Chair Nichols,
We want to first express our appreciation for your leadership in addressing climate change and air
quality challenges for our state. We also want to thank you and your staff for the outreach efforts
to MPOs regarding the SB 375 target update.
This joint target recommendation is submitted by the four largest MPOs (MTC, SACOG,
SAND AG, and SCAO) and represents almost 85 percent of the state's population. Our starting
premise in this process has been that the ARB targets should remain ambitious, but at a level that
MPOs can meet with a Sustainable Communities Strategy (SCS) - not an Alternative Planning
Strategy (APS). We have also committed to a joint target as a means of improving our own
commitment to sharing information and achieving ambitious reductions.
Our March stress test results provide insight into opportunities and challenges for setting stronger
targets across our respective regions. These stress tests informed our target recommendations and
also highlighted several supportive state strategies that will be needed to meet the state's ambitious
2030 and 2050 climate change goals.1
As a result of our coordinated stress test efforts, we are pleased to submit this joint target
recommendation for ARB's consideration. Each of the four MPOs recommend a 2035 SB 375
target of - I 8% per capita from 2005 levels based on a partnership with the state as described later
in this letter.
Attached to this letter, you will find the individual MPO target recommendations as approved by
our respective Boards.
l. Value of this Joint Recommendation
This joint recommendation represents a maturing of the target setting process. This joint
recommendation does more than hold each MPO accountable to a target under the SB 375 process.
It increases our accountability to each other. We had to work together and coordinate a great deal
1

For test results see: https://www.arb.ca.gov/cc/sb375/sb375 target update analysis mtc sacog sandag scag 030617.pdf.
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on data and modeling assumptions in order to reach this joint recommendation-and we are
committed to maintaining that coordination and information sharing as we move forward with
development and implementation of our plans. For the state, we believe that this will bring more
predictability and understanding to the process. The real differences and variations across our
regions will always mean that the same or similar strategy may have different outcomes in different
regions-but through closer collaboration we should be able to explain those differences with more
accuracy and transparency. And from that, all California will benefit.
l. Ambitious but Achievable Target Recommendation
This recommendation reflects ambitious but achievable targets that support achievement of SB
32 goals. Considering the GHG reductions achieved by MPOs in the previous two rounds of
their RTP/SCSs, the "Stress Test" results, and the VMT/GHG rebound effect, target
recommendations from the four major MPOs for 2035 are predicated upon commitments from
the state as indicated in section number two below.
All four MPOs have adopted SCSs, instead of APSs. In addition, for our currently adopted SCSs,
all have met or exceeded the 2035 regional GHG targets established by ARB in 20 l O. Each
regional plan has gone through extensive stakeholder engagement and public participation. They
are all ambitious and push the envelope. Each is effecting change within its region and is shaping
new planning efforts to be more sustainable.
Nevertheless, all four MPOs have similar challenges in implementing the adopted SCS, including
a lack of financial resources (particularly at the city/county levels), loss of revenues due to
increasing fuel efficiency, and dissolution ofredevelopment agencies.
2. State Leadership with Supportive Policies and Funding
Our ambitious joint target recommendation is predicated on a partnership with the state and ARB
on several critical issues that are largely outside of an MPO's authority to implement. This
foundational assumption is consistent with Scoping Plan acknowledgement that SB 375 alone
will not provide all the VMT growth reductions required to meet the State's 2030 and the
Administration's 2050 Executive Order goals. We have identified five areas where state
leadership with supportive policies will be necessary. Our joint target recommendation is based
upon the assumption that the state will take meaningful action in each of these areas.
•

Offsetting VMT Rebound. Clean vehicle and fuel efficiency programs are the most
effective strategies to reducing GHG emissions, but also make driving more economical
and thereby generate additional VMT. MPOs lack authority to implement road and parking
pricing strategies that might be the most effective means to offset this effect. As a result,
additional state policies will need to be developed that discourage growth in VMT.

•

User Fees to Offset Declining Revenues as Soon as Possible. We are all grateful for the
passage of SB 1 and the funding gap it fills as it relates to the maintenance needs of current
transportation infrastructure, but it did not fix the longer term problem: that gas tax revenues
will continue to decline as California changes to a fleet of cleaner, more efficient fossil-fuel
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vehicles, and more electric and other non-fossil fuel vehicles. The recommended targets
presented here assume that the state takes leadership in offsetting the decline of fuel excise
tax revenues by transitioning to mileage-based user fees as soon as possible. Changing the
funding model to a mileage-based user fee reduces the dependency on fuel consumption to
fund the system and yields new opportunities to both manage demand and reduce GHG
emissions. But the policies needed to implement a mileage-based user fee requires action
by state government. Though some regions implement regional user fees like tolls, it's often
on special authority and limited to specific corridors.
•

Dedicated Funding to Support Transit, Ridesharing, and Non-Motorized
Transportation. The recommended targets also assume the state moves to provide
dedicated funding to support transit, ridesharing, and non-motorized transportation from
user fees, pricing mechanisms, and new state programs. Again, this is an area where SB 1
has made good progress, but much more will be needed to support these services to the
extent that will be needed under SB 32.

•

Direct Support for SCS implementation. The recommended targets assume the state
provides additional funding to ensure the implementation of RTP/SCSs. Given that the
funding contained in the recent transportation legislation largely focuses on maintaining and
rehabilitating the existing transportation system, the state also should recognize the lasting
impacts of the elimination of redevelopment funding and provide additional funding to
support SCS implementation, including funding to incentivize infill and compact residential
development and policies to encourage a better job/housing match.

•

Normalization of Exogenous Modeling Factors.
A commitment from ARB to
address/normalize changes to exogenous factors affecting the calculation of the target
achievement by MPOs, including iterations of the EMF AC model and long range fuel
forecasts of fuel price. This is an important issue to the extent that we all rely on modeling
to measure our progress.

3. MPO Commitment to Aggressively Push the Envelope of SB 375 Emissions Reductions.
With state action and achievement in the above five areas, our commitment is to continue to do
our utmost to accelerate implementation of our SCS's and continue to find new ways to reduce
single occupant vehicle travel and greenhouse gases to support the state's climate change goals.
We will continue to collaborate and share information to improve consistency and predictability
to the process, and maintain the partnership with the state and ARB to generate additional policy
changes and revenues needed to push the envelope of SB 375 GHG emissions reductions through
innovative strategies. Examples of how we may achieve this include:
•
•

Incentivize early development of infill and transit-oriented development areas.
Increase transit and active transportation mode investments to provide more and better
options to single occupant vehicle travel.
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Prioritize early state-of-good-repair investments, in order to realize long-term savings on
maintaining the system. Studies show deferring maintenance of the transportation system
increases costs.
Invest in innovative programs and services to generate additional OHG savings.
Continue to assess Title VI and environmental justice needs throughout the planning
process, especially as it relates to the more aggressive transportation and land use strategies
that will be necessary to meet tougher OHG emissions reduction targets.

CONCLUSION.
In closing, we encourage ARB to continue to set ambitious but achievable targets that can be
met with an SCS. The achievement ofGHG emission reductions under SB 375 is a cooperative
partnership between local governments, MPOs, ARB, and other state agencies. Thank you for
the opportunity to provide our target setting recommendations. We look forward to working
with you to ensure a sustainable future for our state.
Sincerely,

HASANIKHRATA

GARY GALLEGOS

Executive Director, SCAG

Executive Director, SANDAG

JAMES CORLESS
Executive Director,

MTC

Chief Executive Officer, SACOG
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On April 26, 2017, the Metropolitan Transportation Commission (MTC) approved MTC
Resolution No. 4271, which recommends the greenhouse gas reduction target for the
2021 Bay Area Regional Transportation Plan/Sustainable Communities Strategy
(RTP/SCS) and beyond. This resolution is attached, along with the memorandum to the
Planning Committee with additional considerations and detail.
We are joining our three largest peer MPOs (SACOG, SANDAG, and SCAG) in
recommending a target of 18% reduction in greenhouse gas emissions per capita by 2035
compared to 2005 levels. Our resolution includes the conditions outlined in the joint letter
but also emphasizes additional conditions including that the state strengthen mandates and
incentives to align housing production and employment center proximity as a key strategy
for reducing greenhouse gas emissions caused by added vehicle miles traveled when there
is a significant mismatch in housing and jobs locations.
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Attachments:
MTC Resolution No. 4271 approving Greenhouse Gas Target Update
Memorandum of Background and Considerations to MTC Resolution No. 4271: Greenhouse Gas
Target Update

Date:
Referred by:

April 26, 2017
Planning

ABSTRACT
Resolution No. 4271
This resolution approves the recommendation to the Air Resources Board of an 18% per capita
greenhouse gas reduction target for 2035 compared to 2005 levels for the 2021 Bay Area
Regional Transportation Plan/Sustainable Communities Strategy (RTP/SCS) and beyond.
Discussion of this resolution is contained in the Executive Director’s Memorandum to the
Planning Committee dated April 7, 2017.

Date:
Referred by:

April 26, 2017
Planning

RE: Resolution to recommend to the Air Resources Board a conditional 18% per capita
greenhouse gas reduction target for 2035 from 2005 levels to the Air Resources Board for
the 2021 Regional Transportation Plan/Sustainable Communities Strategy and beyond
METROPOLITAN TRANSPORTATION COMMISSION
RESOLUTION NO. 4271

WHEREAS, the Metropolitan Transportation Commission (MTC) is the regional
transportation planning, financing and coordinating agency for the San Francisco Bay Area
pursuant to Government Code Section 66500 et seq.; and
WHEREAS, the Sustainable Communities and Climate Protection Act of 2008 ((Chap.
728, Stats. 2008) Senate Bill 375, or SB 375, as amended) requires each California Metropolitan
Planning Organization (MPO), as part of its Regional Transportation Plan (RTP) planning
process, to develop a Sustainable Communities Strategy (SCS) or an Alternative Planning
Strategy (APS) that meets regional greenhouse gas (GHG) emission reduction targets (targets)
set by the Air Resources Board (ARB);
WHEREAS, SB 375 also recognizes ARB’s target-setting responsibility as a recurring
process, requiring ARB to update the targets every eight years and permits target updates every
four years;
WHEREAS, low fuel prices and increased fuel efficiency is resulting in reduced auto
operating costs, which is resulting in California residents driving more (the rebound effect),
making it more challenging for MPOs to achieve GHG reduction targets;
WHEREAS, ARB Board Member, UC Davis Professor Daniel Sperling will convene a
best practices roundtable to include representatives from ARB, the MPOs and other entities to
identify and define new initiatives, incentives and regulations for achieving the RTP/SCS targets,
including: 1) potential regulations requiring that autonomous vehicles and Transportation Network
Company (TNC) fleets such as Uber and Lyft be electric; 2) enabling the reduction of emissions
related to school and public transit trips through accelerating the turnover of these fleets to electric;
3) potential to strengthen requirements to site public facilities/state-funded facilities (state agency
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offices, hospitals, etc.) in transit-served locations; 4) potential to increase enforcement of California's
Parking Cash Out law; 5) expand the availability of efficient first and last mile transit solutions to
provide for more carbon efficient commuting; 6) in partnership with the state's air districts, consider
advancing the development of an Indirect Source Review (ISR) rule or similar mechanism to
mitigate emissions from larger employment centers located in areas with high levels of vehicle miles
traveled due to inadequate transit service and/or a lack of workforce housing; 7) the development of
zero emission vehicles and alternative transportation fuel systems that should be promoted and
incentivized.

WHEREAS, conditional upon the state granting pricing authority to MPOs to bring user
auto operating costs back to levels commensurate with 2008 levels (the conditions under which
SB 375 was enacted);
WHEREAS, conditional upon the state dedicating funding to support transit, ridesharing,
and non-motorized transportation from pricing mechanisms and new state sources and programs;

WHEREAS, conditional upon the state provide additional funding to ensure
implementation of regional plans/sustainable communities strategies, on a scale commensurate with
the defunct redevelopment law;
WHEREAS, conditional upon the state strengthening mandates and incentives to align
housing production and employment center proximity as a key strategy for reducing greenhouse gas
emissions caused by added vehicle miles traveled when there is a significant mismatch in housing
and jobs locations;

WHEREAS, conditional upon ARB committing to address issues resulting from any
update to the Emission Factor emissions model for target setting and target compliance,
including any model-related impacts on target attainment; now, therefore, be it
RESOLVED, that the Metropolitan Transportation Commission hereby recommends an
18% per capita greenhouse gas emissions reduction target for 2035 from 2005 levels for the third
round of RTP/SCS and beyond.
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The above resolution was entered into by
the Metropolitan Transportation Commission
at a regular meeting of the Commission
held in San Francisco, California on April 26, 2017
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TO: Planning Committee

DATE: April 7, 2017

FR: Executive Director
RE: MTC Resolution No. 4271: SB375 Greenhouse Gas Target Update
Background
The California Air Resources Board (ARB) released the draft Scoping Plan Update in January 2017
and is scheduled to release draft SB 375 GHG targets in late spring/early summer. Each California
Metropolitan Planning Organization (MPO) is required to meet the new ARB targets for the years
2020 and 2035 in the upcoming third round of Regional Transportation Plan/Sustainable
Communities Strategy (RTP/SCS) plans. MTC is currently in the midst of the 2017 RTP/SCS (Plan
Bay Area 2040) process for which the first and second round targets apply, so these new third targets
will be applicable to the 2021 RTP/SCS.
For the first and second RTP/SCS rounds, ARB set targets for the ABAG/MTC region of a 7 percent
per capita reduction from 2005 levels by 2020, and a 15 percent per capita reduction from 2005 by
2035. These targets were exceeded in the 2013 RTP/SCS, which was forecast to reduce per capita
greenhouse gas emissions by 10 percent by 2020 and by 16 percent by 2035. We are on track to
exceed these targets by comparable margins in Plan Bay Area 2040 as well.
Bay Area Greenhouse Gas Target Considerations
On March 23, 2017, Executive Directors from the other large California Metropolitan Planning
Organizations (MPOs) along with MTC Planning Director Ken Kirkey presented challenges and
stress test results to the ARB board 1. During this presentation, MPO staff emphasized that:
x

x

1

MPOs continue to push the envelope in terms of focused growth in land use, but
feasible land use strategies are not sufficient to achieve the needed reductions in
GHG emissions.
Low fuel prices and increased fuel efficiency is resulting in reduced auto operating
costs. This, in turn, is causing California residents to drive more (the rebound effect),
making it more challenging for MPOs to achieve greenhouse gas emissions reduction
targets based on less driving (see chart on next page).

March 2017 Planning Committee memo on stress test results:
https://mtc.legistar.com/View.ashx?M=F&ID=5003116&GUID=4871AE42-408D-45C4-88EDB76655BB6A8E
ARB meeting webcast: http://cal-span.org/unipage/index.php?site=cal-span&owner=CARB&date=201703-23
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x
x

MPOs need more state funding to incentivize focused growth and transit connectivity
to support state climate goals.
In studying aggressive policies to lower GHG emissions, we are concerned about the
equity impacts of both displacement as well as roadway pricing, which has a greater
proportional impact on lower income travelers.

Despite these challenges, and given the urgency of reducing the impacts of climate change, we
believe that it is very important to reduce GHG emissions related to metropolitan growth and
transportation. To further California’s leadership in this effort, the four largest California MPOs —
Southern California Association of Governments (SCAG), San Diego Association of Governments
(SANDAG), Sacramento Area Council of Governments (SACOG) and MTC — aspire to make our
Regional Transportation Plans/Sustainable Communities Strategies both “ambitious and achievable.”
Bay Area Greenhouse Gas Target Reduction Recommendation
With these considerations in mind, MTC staff recommend increasing the 2035 target to 18% per
capita reduction in GHG from 2005 levels for the 2021 RTP/SCS and beyond. This recommendation
has been developed in coordination with the other three largest California MPOs, which are also
recommending a standard 18% per capita reduction for their regional plans based on similar
experiences with reductions in previous RTP/SCS rounds, stress test results and rebound effect
challenges. This recommendation is conditional on several factors that we believe are critical to
achieving this target:
x

x

The state will grant pricing authority to MPOs so they can bring user auto operating
costs back to levels commensurate with 2008 levels (the conditions under which SB
375 was enacted). Because roadway pricing is regressive, equity exemptions and
mitigations should be included.
The state will dedicate funding to support transit, ridesharing, and non-motorized
transportation from pricing mechanisms and new state sources and programs.
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x

The state will provide additional funding to ensure implementation of regional
plans/sustainable communities strategies, on a scale commensurate with the defunct
redevelopment law.

x

ARB will commit to address issues resulting from any update to the Emission
Factor emissions model for target setting and target compliance, including any
model-related impacts on target attainment.

In addition to the factors above, during the March 23rd Air Resources Board meeting, ARB
Board Member and UC Davis Professor Daniel Sperling proposed a best practices roundtable
to include representatives from ARB, the MPOs and other entities to identify and define new
initiatives, incentives and regulations for achieving the RTP/SCS targets. We foresee the
following strategies being part of this discussion:
x
x
x

x

x
x

Potential regulations requiring that autonomous vehicles and Transportation Network
Company (TNC) fleets such as Uber and Lyft be zero emissions.
Enabling the reduction of emissions related to school and public transit trips through
accelerating the turnover of these fleets to electric.
Potential to strengthen requirements to site state-funded and state-licensed facilities
(state agency offices, hospitals, etc.) in transit-served locations. These are large job
centers and the destinations for many trips, so locating them in transit-accessible
areas would reduce their impact on GHG emissions and provide significant equity
benefits to low income/transit dependent individuals. (See attachment A for San
Francisco Hospital Transportation Challenges and Impacts.)
Potential to increase enforcement of California's Parking Cash Out law 2. Parking
Cash Out refers to the California’s 1992 legislation requiring that employers who
subsidize parking for workers must also offer them the option to take an equivalent
cash allowance instead of the parking subsidy. This law only applies to larger
employers (50 or more employees) that rent the parking spaces they provide to their
workers free or below cost.
Expand the availability of efficient first and last mile transit solutions to provide for
more carbon efficient commuting.
In partnership with the state's air districts, consider advancing the development of an
Indirect Source Review rule or similar mechanism to mitigate emissions from larger
employment centers located in areas with high levels of vehicle miles traveled due to
inadequate transit service or a lack of workforce housing.

With these measures in place, we believe the proposed target will be achievable in the third
(2021) RTP/SCS. In short, we believe that continued progress on achieving tougher GHG
targets will require a new funding and policy partnership between the state and its major
metropolitan regions.

2

Donald Shoup’s Parking Cash Out (American Planning Association Planning Advisory Service Report
Number 532): http://shoup.bol.ucla.edu/ParkingCashOut.pdf
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SACOG Board of Directors

Item #17-4-17
Action

April 13, 2017

Approve SB 375 Greenhouse Gas Emissions Reduction Target Setting
Issue: What SB375 greenhouse gas (GHG) emissions reduction target for 2035 should be
recommended to the Air Resources Board?

Recommendation: The Transportation Committee unanimously recommends that the Board
of Directors recommend an increase of 2035 GHG emissions reduction target from 16 to 18
percent, conditional on: 1) the State taking actions outlined below to facilitate reaching a greater
GHG emissions reduction; and 2) SACOG taking actions outlined below through the next update
of the MTP/SCS.

Committee Action/Discussion: The action on SB 375 targets contains two decision points:
1) Should SACOG take the opportunity to comment to the ARB on the resetting of the
targets?
2) If SACOG decides to take this opportunity, what should the recommendation be?
Staff recommends that the Board take the opportunity to recommend our own target. The ARB
is authorized by SB 375 to set GHG emissions reduction targets, and will do so absent a
recommendation. However, the ARB was very cooperative and inclusive of SACOG in setting
the current targets. Additionally, several other MPOs have indicated they will recommend targets
to the ARB, and staff recommends that the SACOG Board add its voice to this dialog,
particularly to ensure that the target remains ambitious but achievable. Finally, in forming our
own recommendation on a reset of the target, SACOG can identify and include in the
recommendation key issues of concern regarding State policy and actions, and can identify key
assumptions and expectations about State actions needed to support SACOG, as well as other
MPOs, in reaching higher GHG emissions reduction targets. This opportunity to attach
assumptions and expectations to SACOG’s target would be missed if a recommendation were
not made.
Staff recommends an increase in SACOG’s 2035 GHG emissions reduction target from 16 to 18
percent, conditioned on assumptions outlined below.
Required Future Actions by SACOG to Support Achievement of Higher GHG Emissions
Reductions and Implementation of SCSs
The actions described below list the major steps needed to reach a higher target. However, there
is a range of options available within each action, and different levels of implementation could
be combined to reach the recommended higher target. All the actions are consistent with policy
priorities in the current MTP/SCS, although the specific implementation strategies are variable
and would be up to the discretion of the Board and implementing agencies. Note that many of
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these actions require additional funding, over and above the revenues currently projected; this
issue will be addressed below, in a section describing required actions by the state to achieve
higher GHG emissions reductions.


Incentivize early growth in infill and transit-oriented development (TOD) areas.
Residents of infill and TOD areas tend to have shorter vehicle trips, and more trips by
transit, biking, and walking, than residents of other areas. Finding ways to create
incentives for growth in those areas will assist in meeting higher GHG targets. The stress
tests done for the ARB included a scenario which shifted modest growth into infill and
TOD areas in the early years (before 2035) of the next plan (6 percent of total dwelling
unit growth), added more transit service to those areas, and added more pedestrian and
bicycle facilities. The scenario generated 4 percent more GHG emissions reductions. The
full extent of this scenario would not need to be implemented, but some pieces of it
would. Examples include:
o Accelerating development in TOD areas like the Downtown/Riverfront Streetcar
corridor and the Folsom corridor in Rancho Cordova;
o Accelerating employment growth in centers serving housing-rich areas (e.g., El
Dorado County and the City of Elk Grove); and
o Early implementation of maintenance and rehabilitation projects in infill areas,
where a single project can both advance goals on state of good repair (SOGR),
and complete street projects, which will encourage alternative modes of travel and
activate infill development.



Increase transit service and modernize deployment of transit services. In concert with
acceleration of growth in infill and TOD areas, additional transit service both supports
growth and provides options for residents to shift out of vehicle modes. Over the last 10
years, we have all observed what happens to transit ridership as major cuts in service are
made. To reach higher GHG emissions reduction targets, this trendline needs to be
reversed. Additionally, disruptive changes in transportation services and new mobility
options have created an imperative to reinvent transit to focus on travel markets it can
efficiently serve, and to find ways to leverage new mobility options to provide better
access to and from fixed-route/fixed-schedule corridors. Examples include:
o Elk Grove Transit’s “Comprehensive Operational Analysis”; and
o Regional Transit’s “Station Link” partnership with Uber, Lyft, and Yellow Cab.



Continue to prioritize maintenance and state of good repair. Through the development
of the current MTP/SCS, fix-it-first, SOGR, and addressing a long-term backlog in
infrastructure maintenance was a high priority. The adopted plan shifted $2 billion from
other expenditures to maintenance and rehabilitation, relative to the 2012 MTP/SCS.
However, fully addressing the maintenance backlog would have required significantly
more funding (estimated at $4 billion based on the currently adopted MTP/SCS).
Additionally, the potential for long-term net savings through early spending on the
maintenance backlog, totaling up to $10 billion, was presented and discussed in the
development of our current MTP/SCS. These long-term net savings result from the
avoided cost of future major maintenance projects (e.g., doing earlier and cheaper
roadway resurfacing and other maintenance on a regular schedule to avoid major
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reconstruction at a much higher cost later). This condition aligns with similar provisions
related to cost savings and efficiencies in SB 1/AB 1 and the 2016 Sacramento Measure
B proposal.


Innovation and investment in specific programs that generate additional GHG
emissions reductions. The stress tests prepared by SACOG and the other MPOs looked at
the potential effect of locally-initiated programs to accelerate the rate of electric vehicle
market penetration. Our ability to reach higher GHG emissions reductions will require
continued exploration of new ideas and investments in expanding deployment of
successful programs. Examples include:
o SMUD, PG&E, and El Dorado County all provide vehicle purchase incentives to
local residents, over and above the state and federal purchase incentives;
o The much-publicized Volkswagen settlement could fund a significant expansion
of local, supportive EV infrastructure (e.g., public charging stations), which could
significantly expand on SACOG’s current EV infrastructure program; and
o SACOG’s own TDM Innovation Grant Program is intended to inspire new ideas
for providing mobility and managing the impact of transportation, which could
provide significant GHG reductions if successful pilot programs are scaled up.

Required Future Actions by the State to Support Achievement of Higher GHG Emissions
Reductions and Implementation of SCSs
The actions described below are necessary for the state to lead to offset some of the unintended
consequences of policies on vehicles and fuels, and to support the MPOs’ ability to reach higher
GHG emissions reduction targets.


Offsetting the long-term decline in driving cost. By our estimates, the average cost of
driving will decline by 17 percent per mile over the long term, in part due to state policy
initiatives on vehicle efficiency and fuels. This decline results in a “VMT rebound,”
which, while very positive, adversely impacts SACOG’s ability to reach higher GHG
emissions reduction targets.



Offsetting the loss of fuel-based tax revenues. The flip side of the decline in driving cost
is a decline in fuel sales and taxes on a per-mile traveled basis. This is a historic trend,
which will be exacerbated by the more aggressive state policies implementing SB 32.
This would result in $1-2 billion in reduced fuel tax revenues for our next MTP/SCS
update, relative to the current MTP/SCS.

The ARB has recognized both concerns in staff conversations, and most recently in a hearing of
the Board in March. The ARB also has acknowledged that these concerns might be addressed by
transitioning from the current fuel-sourced taxes to a mileage-based user fee. Such a fee
addresses the first concern, in part because the fee is more directly tied to actual use of the
roadway than the current fuel-based taxes. Second, such a fee would broaden the base of drivers
paying for the use of roadways by including non-fossil fuel powered vehicles. Finally, a mileagebased user fee would not be subject to the erosion of revenues caused by vehicles becoming
more fuel efficient over time.
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The State has already begun steps to address these two concerns. The California Road Charge
Pilot Test explicitly recognizes the concerns and is exploring options, including changes to
vehicle license fees, tolling, increases to the fuel tax, and mileage-based user fees (or “road
charges”). SB 1, approved by the legislature on April 6, increases fuel taxes, but also includes a
vehicle charge for ZEVs to offset partially the loss of revenue from ZEV roadway users.
State action on these two concerns would both address the VMT rebound issue and provide
additional revenues for transportation-related investments. For those investments to generate
additional GHG emissions reductions, and to achieve other policy goals of the MTP/SCS, such
as investments in system maintenance and rehabilitation, the state would also need to support
and promote use of additional revenues for those purposes.


Return to source of any additional revenues. Based on the goals of the MTP/SCS and
the state imperative to play a role in achieving higher GHG emissions reductions,
additional funding is needed. Although the current MTP/SCS shifted resources into
maintenance and SOGR, additional progress requires greater revenues. SACOG’s stress
tests demonstrated that additional GHG emissions reductions could be achieved through
coordinated land use and transportation measures, but without additional funding none of
that could be achieved. The GHG emissions reduction target recommendation assumes a
return to source for any new revenues.



Additional revenues used to achieve multiple objectives. In order for any new revenues
to be available to implement multiple MTP/SCS policy priorities, including achieving
higher GHG emissions reductions, SACOG needs flexibility in using the revenues.
Flexibility would provide the ability to pursue projects that achieve multiple goals, such
as advancing SOGR with a street reconstruction and including a complete street
improvement within the project.



Normalization of exogenous factors related to calculation of the target reductions. In
order for the work of MPOs on SB 375 and GHG emissions reductions to focus on the
combined effects of land use and transportation on vehicle travel and GHG emissions,
some of the technical assumptions in SACOG’s first two SCSs, such as long-range fuel
price forecasts and long-range emissions rate estimates, should be consistent with those
used to set the targets.

Framework for Reaching Higher GHG Reductions
The key actions by the state and by SACOG outlined above are critical to achievement of higher
GHG emissions reductions. However, the recommendation of 18 percent, though clearly
ambitious, is achievable with a range of possible “levels” of actions by the state and SACOG.
The different “levels” of aggressiveness will depend on the preferences of the Board and the
state, practical constraints on their ability to take action, and the opportunities to take specific
steps implementing each action. For example, if the state pursued a mileage-based user fee to
both replace the existing fuel tax and offset the decline in driving cost, that action would both
fully offset the “VMT rebound” and provide a significant revenue source for activating more
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land use and transportation strategies. In such a case, less would be required from innovative
programs to achieve the recommended 18 percent target. Other combinations of implementation
levels of the key actions could result in reaching the same level of reduction. Attachment C
provides a matrix of “scenarios” of differing implementation levels of these key actions, each of
which could reasonably get to the 18 percent target. The main point is that though reaching 18
percent will be ambitious and challenging, the Board will have options in formulating the policy
framework of the next plan.
Potential Risks if Future MTP/SCS does not Meet the GHG Emissions Reductions Targets
As we have discussed with the Board over the last cycles, when an MTP/SCS cannot
demonstrate that the proposed plan meets the SB 375 GHG emissions reduction targets, an
Alternative Planning Strategy (APS) which does meet the target must be prepared. The APS can
ignore some constraints that apply to the development of the MTP/SCS. For example, additional
revenues over and above those reasonably expected for the MTP/SCS could be assumed to be
available and fund transportation improvements. Transportation investments and land use
changes deemed to be infeasible for political or practical reasons also could be included in the
APS. In effect, the APS is a separate scenario to the MTP/SCS, which identifies some of the
additional steps that would be needed to meet the GHG emissions reduction targets.
Development of the APS would require staff time and potentially other resources (e.g.,
consultants) to prepare.
To date, no MPO has prepared and relied on an APS, so the risks, beyond the extra cost of
preparing it, are not known. However, some of the cap-and-trade funding programs include
consistency with an SCS as one of the evaluation criteria, so there is some uncertainty around the
competitiveness of a project relying upon an APS.
Attached to this item are summaries of prior information and discussion from the February and
March Committee and Board meetings:
 Attachment A provides a summary of background information on:
o State transitioning from AB 32 climate change goals to more aggressive SB 32
goals;
o SB 375 Sustainable Communities and Climate Change Act;
o SB 375 target metric: percent reduction in per capita GHG, compared to year
2005;
o Current SB 375 targets for SACOG: 7 percent by 2020, 16 percent by 2035;
o SACOG’s history on SB 375: adopted MTP/SCS in both 2012 and 2016 meets
targets;
o Dialog with ARB and other MPOs on resetting SB 375 targets—ARB expects
MPOs to assist in meeting higher statewide GHG emissions reduction goals, other
MPOs will be recommending higher reduction targets;
o “Stress tests” performed by the four large MPOs (including SACOG) to help
inform the target resetting;
o “VMT rebound effect”—the expected long range decline in cost of driving,
caused in part by increasing vehicle efficiency (i.e., more miles per gallon),
increasing percentage of electric and hydrogen vehicles, and declining gasoline
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prices, results in an increase in driving, which makes achieving GHG emissions
reductions more difficult; and
o Expected long-range decline in fuel sales and gas tax revenues—less funding for
infrastructure and maintenance, and further evidence that the current excise tax
will continue to fall behind needs.


Attachment B includes responses to several key questions that were raised on issues
related to the SB 375 targets.

Approved by:

James Corless
Chief Executive Officer
JC:BG:ds
Attachments
Key Staff:

Kirk E. Trost, Chief Operating Officer/General Counsel, (916) 340-6210
Matt Carpenter, Director of Transportation Services, (916) 340-6276
Bruce Griesenbeck, Principal Transportation Analyst (916) 340-6268

Attachment A: SB375 Background Material
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SB375 Background Material
The following summarizes information provided to the SACOG Board through Committee meetings and
presentations to the Board in February and March.

AB 32 and SB 32 Statewide Climate Change Policies and Goals
AB 32 was landmark legislation on climate change, and set statewide goals for greenhouse gas (GHG)
emissions reductions. AB 32 set the first statewide target for GHG emissions reductions: rolling back
total GHG emissions reductions from all sectors in the state to 1990 levels by the year 2020. The
California Air Resource Board (ARB) has a key role in implementation of AB 32, and adopted the first
“Scoping Plan,” which outlines implementing policies to achieve the AB 32 targets, in 2008.
https://www.arb.ca.gov/cc/ab32/ab32.htm
In 2015, Governor Brown signed an executive order increasing the state goals for overall GHG emissions
reductions, and in 2016 those goals were adopted into law (SB 32). SB 32 added a new GHG reduction
target for the state: 40 percent below 1990 levels by the year 2030. ARB is actively assessing how to set
policies to implement those larger reduction goals in a major update of the “Scoping Plan.”
https://www.arb.ca.gov/cc/scopingplan/scopingplan.htm

SB 375—Sustainable Communities & Climate Protection Act
With regard to transportation sector GHG emissions reduction, the state’s policy is often described as a
“tripod” with three “legs”:
1. Vehicles: policies and regulations to increase the efficiency and reduce the tailpipe emissions of
the fleet of vehicles operating within the state.
2. Fuels: promoting fuels and power sources with lower GHG emissions (e.g., lower‐carbon fossil
fuels, electricity, and hydrogen cell).
3. Reducing the amount of vehicle travel: promoting policies for reducing the amount of vehicle
miles traveled and, by extension, the amount of GHG emissions, through better land use and
transportation planning.
SB 375 is the portion of the third “leg” to be achieved by the combined effects of land use patterns and
transportation investments on passenger vehicle travel. SB 375 is assigned to MPOs like SACOG for
implementation, with oversight by the Air Resources Board (ARB). The “Sustainable Community
Strategy” (SCS) is the land use allocation and future transportation investment strategy which achieves
the GHG reduction targets for each MPO.
https://www.arb.ca.gov/cc/sb375/sb375.htm

SB 375 Targets and Target Metric
The “target” metric for GHG emissions reduction for SB 375 is stated as a percentage decrease in per
capita GHG, compared to 2005. SACOG has targets for 2020 and 2035. SACOG’s SB375 targets are:
 7 percent by 2020; and
1
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16 percent by 2035.

Through its quadrennial Metropolitan Transportation Plan/Sustainable Communities Strategy
(MTP/SCS), SACOG must demonstrate that its combined future land use and transportation plans would
lead to per capita GHG 7 percent less than the 2005 level by 2020, and 16 percent less by 2035. SACOG
adopted MTP/SCSs in 2012 and 2016 that achieved these GHG emissions reduction targets, and has had
programs in place for supporting lead agencies in utilizing the various CEQA relief options provided by SB
375.
The ARB has the authority to reconsider SB 375 targets every 4 years. In 2014, after the first 4 years of
SB 375, the ARB chose to leave the initial targets in place. Now approaching eight years in, the ARB has
decided to reevaluate the SB 375 targets, with an eye toward increasing them, consistent with the intent
of the SB 32.

SACOG’s SB 375 History
SACOG has adopted two SCSs that achieve the SB 375 GHG emissions reduction targets: the first in
2012, the second (and current) in 2016. Both SCSs were adopted as integral parts of SACOG’s
Metropolitan Transportation Plan (MTP), which is updated every four years. As part of SACOG’s
MTP/SCS implementation activities, SACOG provides SCS consistency findings on request to member
agencies for their use in CEQA.
http://www.sacog.org/pod/determination‐mtpscs‐consistency‐worksheet
http://sacog.maps.arcgis.com/apps/StoryMapBasic/index.html?appid=5a6452c96f6c4ac88c49721411a0
db8b

Dialog with ARB and Other MPOs on the Target Setting
Over a year ago, an active dialog between the four largest MPOs (Southern California Association of
Governments or SCAG, MPO of the Los Angeles Basin; Metropolitan Transportation Commission or MTC,
MPO of the San Francisco Bay Area; San Diego Association of Governments or SANDAG; and SACOG) and
the ARB was initiated related to SB 32, the Scoping Plan, and SB 375 targets.
The ARB requested that the MPOs look at their current SB 375 targets and recommend new targets for
2035 that assist the state in achieving the higher GHG emissions reduction goals set by SB 32. In other
words, in SACOG’s case, to recommend GHG reduction targets higher than the current 16 percent
reduction by 2035. As part of this request, the ARB requested that the MPOs perform various “stress
tests,” which may assist in identifying a higher target as well as potential means for achieving the higher
target. The stress tests are NOT constrained by revenues or other practical concerns—they were
intended to be speculative “what if” scenarios.
The stress tests looked at the following policies:
 Land Use—More growth in focused in compact, infill, TOD, and other lower‐VMT areas.
 Transit—More transit investments and service.
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Active Transportation Projects—More investments in pedestrian and bike projects and
amenities.
Greater Zero Emission Vehicle (ZEV) Penetration—Projects and policies which accelerate
penetration of ZEV’s into the passenger vehicle fleet, over‐and‐above the aggressive state
policies in place now, or expected to be in place with implementation of SB 32.
Pricing—Impact of transportation pricing policies, such as mileage‐based user fees.
Enhanced Mobility—These policies relate to all the new modes of travel (e.g., Uber, Lyft, car
share, bike share, etc.) which actually EXIST, and are increasing in utilization and importance
over time. They also include the effects of new travel modes and transportation services which
either do not exist, or are not fully deployed, such as automated or connected vehicles.

The four largest MPOs agreed to evaluate the potential impact of these policies on achieving GHG
emissions reductions over and above the achievement in their current adopted SCSs.
The additional GHG emissions reductions for SACOG stress tests are shown below:
 Land Use / Transit / ATP Combined: 4 percent (at a cost of $3‐5 billion over life of MTP/SCS)
 Greater ZEV Penetration: 1 percent (at a cost of $100M over life of MTP/SCS)
 Pricing: 4 to 6 percent (depending on the level of user fee charged—tests assumed $0.04 to
$0.08 per mile)
 Enhanced Mobility: No result provided—too early to tell how these new modes/services will
affect VMT and GHG.
Other MPOs also performed the stress tests. In general, they found: less potential on Land Use / Transit
/ ATP (results ranging from 0‐2 percent); greater potential on ZEV penetration (up to 20 percent!);
similar results for Pricing (although some MPOs looked at much higher mileage fees); and agreement on
Enhanced Mobility (too early to build effects into targets).
See the following for more details on the SACOG stress test results.
http://www.sacog.org/sites/main/files/file‐attachments/7‐sb_375.pdf

Stress Test Land Use/Transit/Active Transportation Project Scenario
The Land Use/Transit/Active Transportation Project combined scenario was based on “Scenario 3” from
the alternatives analysis of the current adopted MTP/SCS. The alternatives analysis was done and
presented to the SACOG Board to provide an idea of the range of potential land use and transportation
scenarios, and their relative performance across a range of indicators. In the analysis, Scenario 2 was the
2012 MTP/SCS. Scenario 1, relative to Scenario 2, included slightly less compact development and
growth in Centers & Corridor areas, and included less transit and more highway investments. Scenario 3,
relative to Scenario 2, included more compact development and growth in Center & Corridor areas, and
included more transit and active transportation projects. These alternatives were also used in the
California Environment Quality Act (CEQA) analysis of the current adopted MTP/SCS. Table 1 provides a
comparison of the Scenario 3 to the current adopted SCS.
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Table 1. SACOG Scenario 3
Adopted
Scenario Variable
MTP/SCS
Share of 2012‐2036 Dwelling Unit Growth in…
…Center & Corridor Communities
30%
…Established Communities
28%
…Developing Communities
40%
…Rural Residential areas
2%
Share of 2012‐2036 Job Growth in…
…Center & Corridor Communities
35%
…Established Communities
49%
…Developing Communities
16%
…Rural Residential areas
<1%
Transportation System Inputs
Transit Service Hours (% change from
2012)
+122%
Major Roadway Lane Miles (% change
from 2012)
+21%
Bike Lane Miles (% Change from 2012)
+123%
Source: SACOG, March 2017.

Scenario 3
36%
27%
36%
1%
35%
53%
12%
<1%

+143%
+18%
+137%

Scenario 3 was ruled out as a reasonable alternative in part because of assessments of the marketability
of the location and type of development it included, and in part due to financial constraints. The
MTP/SCS draft environmental impact report states that “To achieve this level of transit performance for
Alternative 3, land use assumptions were made that go beyond the federal requirements of what is
reasonable to assume. For instance, the alternative relies on a higher amount of attached housing,
especially near transit, than the market and financial incentives currently will support. Additionally,
Alternative 3 includes a high funding allocation for transit and relies on an exceptionally high farebox
recovery rate, which are unlikely to occur under current operations.”
2016 MTP/SCS DEIR:
http://www.sacog.org/general‐information/2016‐mtpscs‐draft‐environmental‐impact‐report
SACOG staff has estimated the cost of additional transit service included in Scenario 3, compared to the
current adopted MTP/SCS, as $2‐3 billion. This additional funding would primarily be required to
operate transit at higher service frequencies in areas where the underlying demographics and land uses
would support high frequency transit. Further, estimates of the land‐side infrastructure needed to make
some of the targeted growth in Center & Corridor communities and transit‐oriented development (TOD)
areas are $1‐2 billion over and above the current adopted MTP/SCS. These funds would be used for
upgrading utilities, upgrading street and pedestrian environments, providing other lands‐side
infrastructure like parks, etc., in Center & Corridor communities and TOD areas. These investments
would make development in these areas more likely, and, in combination with more frequent transit
service in those areas, would make Scenario 3 more achievable.
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VMT Rebound Effect
One key issue came up in the dialog between the ARB and the MPOs regarding the target setting. The
ARB, as part of the vehicle efficiency and lower‐carbon fuels policies (“legs” #1 and #2 of the state’s
transportation GHG emissions reduction program) have the effect of reducing the average cost of
driving over time, as vehicles become more efficient and lower‐cost power sources like electricity
become more prevalent in the vehicle fleet. Although the overall impact of these “legs” of the state’s
program result in significant decreases in overall tailpipe emissions, the declining average cost of driving
also results in a slight increase in vehicle travel. This slight increase in VMT due to declining driving costs
is known as the “VMT rebound effect.” Due to the method of modeling and accounting for vehicle travel
and GHG emissions from passenger vehicles in the SB 375 targets, the VMT rebound effect decreases
the overall GHG emissions reductions accounted for in the SB 375 target metrics.
Table 2 provide a tally of the average driving costs (or auto operating cost) for the first two SACOG SCSs.
For 2035 forecasts:
 Average driving cost decreased by 12 percent between the first SCS (adopted in 2012) and the
second SCS (adopted in 2016). This decline in driving cost resulted in a 1.8 percent increase in
VMT for the second SCS. This “rebound” had to be covered by a combination of slightly more
compact land uses, and additional investments in supporting EV infrastructure programs. The
decline in driving cost was caused by a decline in the Department of Energy long range forecast
of the cost of gasoline.
 Based on the currently available projections of vehicle fleet efficiency and DOE gasoline price
forecasts, the expected average driving cost will drop by 17 percent going from the second SCS
to the third SCS (expected adoption in 2020). This decline in driving cost will cause a 2.5 percent
increase in VMT for the third SCS. This “rebound” is a major topic of discussion with the ARB
regarding the potential for getting to higher SB 375 targets.
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Table 2. Auto Operating Costs, Round 1, 2 and 3 SCS’s

Fuel
Price
$2010
2005 Round 1*

Fleet
Avg.
MPG

Total
Non
Auto Op.
Fuel/Mile Fuel/Mile Cost/Mile

$2.70

20.6

$0.131

$0.066

$0.197

$2.72

19.5

$0.139

$0.050

$0.189

$5.30

29.3

$0.181

$0.108

$0.289

Round 2**

$4.68

28.2

$0.166

$0.088

$0.253

Round 3***

$4.84

39.4

$0.123

$0.088

$0.210

Round 2**
2035 Round 1*

Round 2 Diff from Round 1 for 2035
Round 1 to 2 VMT Rebound:

‐12.4%
+1.8%

Round 3 Diff from Round 2 for 2035
Impact on VMT:

‐16.9%
+2.5%

Source: SACOG, March 2017.
Shaded are the main “drivers” of the VMT rebound. From Round 1 to Round 2, the main driver was a drop in the
DOE long range forecast for gasoline. From Round 2 to the expectation of Round 3, the main driver is the major
increase in average MPG.
*From SACOG 2012 SCS. Estimated from 2009 Dept. of Energy fuel price forecasts & EMFAC2007 + Pavley Post‐
processor passenger vehicle fleet efficiency projections.
**From SACOG 2016 SCS. Estimated from 2013 Dept. of Energy fuel price forecasts & EMFAC2011 passenger
vehicle fleet efficiency projections.
***Estimated based on 2015 Dept. of Energy fuel price forecasts & EMFAC2014 passenger vehicle fleet efficiency
projections. Note that 2017 Dept. of Energy fuel price forecasts will be used for 2020 SCS, and may be different
than the 2015 forecasts.
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‐Won’t SB 1/AB1 offset both the user cost decline and VMT rebound, as well as the revenue decline,
raised as a concern for the target setting?
The impact of SB 1 /AB 1 on the per‐gallon price of fuel is significant, adding $0.12 per gallon to the
forecast year, which is a significant increase in the taxes paid per gallon in 2020 and 2035 (16 to 18
percent increase—see Table 1). However, that increment in taxes, once factored into the average cost of
driving on a per‐mile basis, is minimal (1 to 2 percent increase). Note that these figures were calculated
from a draft of the bill, not the current bill language.
In terms of revenue expected over the life of the MTP/SCS, a verbal briefing will be provided at the
Committee meetings based on the version of the bill passed by the State legislature.
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Table 1. Effect of SB 1 / AB 1 On Fuel Prices and Driving Costs

Pass.
Gas
Vehicle Price
Year
Scenario MPG
($2015)
2012
20.0
$4.19
2020 AB 32
24.9
$4.33
2035 AB 32
28.2
$5.14
2020 SB 32
24.7
$4.17
2035 SB 32
39.4
$5.36
SB1 / AB1 Differences
2020
‐0.2
‐$0.16
2035
+11.2
+$0.22
2035 % Diff
+40%
+4%

Fuel Tax per Gallon
Current SB1/AB1
$0.638
$0.678
$0.737
$0.666
$0.786
$0.753
$0.873
‐$0.012
+$0.016
+2%

Diff

% Diff

$0.120
$0.120

+18%
+16%

+$0.108
+$0.136
+18%

Driving Cost Per Mile
Current SB1/AB1
Diff
$0.270
$0.250
$0.278
$0.245
$0.250
$0.005
$0.232
$0.235
$0.003
‐$0.005
‐$0.046
‐17%

% Diff

+2%
+1%

‐$0.000
‐$0.043
‐15%

Source: SACOG, March 2017.
Notes:
/1/ Projections based on best available information on passenger vehicle fleet efficiency (ARB EMFAC 2011) and fuel prices (per Department of Energy 2013
“Outlook” report). This is the fleet efficiency and fuel price forecast used by SACOG for the 2016 MTP/SCS.
/2/ Projections based on best available information on passenger vehicle fleet efficiency (ARB EMFAC **2014**) and fuel prices (per Department of Energy 2013
“Outlook” report). This is the fleet efficiency and fuel price forecast used by SACOG for the 2016 MTP/SCS.
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‐What share of total GHG is accounted for by passenger vehicles today? How does that share change
over time to the 2035 horizon?
The ARB shows significant decrease over time in passenger vehicles by 2035 (current Scoping Plan shows
decline from 112 to 78 million metric tonnes, a 30% decline in total, based on AB32 GHG emissions
reduction goals). The SB32 goals will be lower still, but even these forecasts of aggressive change to
vehicles, fuels, and power sources for passenger vehicles show passenger vehicles emitting a significant
amount of GHG.
2014: passenger vehicles generate 111.85 MMT CO2e (25.4% of all GHG emissions)
Source: ARB 2016 GHG Inventory,
https://www.arb.ca.gov/cc/inventory/data/graph/treemap/scopingplan_2000‐14.htm
2035 (AB32): passenger vehicles generate 78 MMT CO2e
Source: ARB, “First Update to the Climate Change Scoping Plan”, May 2014.
2035 (SB32): passenger vehicles generate 78 MMT CO2e
‐Are there any estimates of how much GHG is thrown up by a forest fire?
One estimate of GHG release from fires collectively in the US is 290 million metric tonnes per year
(compared to about 1,800 million metric tonnes emitted collectively by the transportation sector, and
6,870 million metric tonnes in total). If forest fires increase in frequency or severity, this share would
increase, and clearly is a concern if reduction of total GHG is a goal.
Source: University of California, reported in the journal Carbon Balance and Management.

‐How do tailpipe emissions for passenger vehicles compare on a per‐mile and per‐gallon fuel burned
between 2005 and 2017?
Based on the per‐mile GHG emissions rates of vehicles 2008 and earlier, compared to 2017 model year
vehicles, rates have decreased by 15 to 20 percent, depending on the fuel economy of the vehicle.
However, for purposes of SB 375 emissions reduction targets, the vehicle technology and fuel changes
which drive this decline are largely excluded from the reduction calculation. The SB 375 target focuses
on the amount of vehicle travel per capita. The reductions generated by vehicle technology and fuel are
tracked and tallied as part of the state’s GHG emissions reduction programs, and are not double‐
counted in the SB 375 target calculation.
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Figure 1. 2008 vs. 2017 GHG Emissions per Mile

Source: SACOG, March 2017, based on:

https://www.epa.gov/greenvehicles/greenhouse‐gas‐rating
‐What is the hit on jobs and the economy of California’s GHG emissions reduction policies?
The ARB draft Scoping Plan recognizes potential impact of GHG regulations on businesses and jobs in
California, but does not put a specific number to it:
“Further, some sources may not be able to achieve a required percent reduction in GHGs each
year, forcing them to cut production to meet their annual caps, potentially affecting jobs and
the price of their products. This would negatively impact both the California economy and global
GHG emissions. Goods that are currently produced in California would be produced elsewhere
potentially reducing in‐state employment. Assuming California residents still want buy these
products, they would be produced out‐of‐state and imported in, potentially increasing GHG
emissions. Under Alternative 4, there are limited mechanisms to address emissions leakage,
which may increase under this scenario.”
The Scoping Plan also references potential threats of climate change to other industries within the state
(e.g., impact of increasingly frequent or severe droughts on agriculture), and the effect of attracting
other jobs to the state based on the same policies (e.g., alternative energy industry). All of the
references at this point are not detailed or quantified.
Source: ARB, draft Scoping Plan, January 2017.
‐Is there research & development on reducing CO2 output of vehicles?
In the meeting, the active parts of the California GHG emissions reduction policies (increasing vehicle
efficiency, increasing the percentage of non‐fossil fuel burning vehicles in use, reducing the carbon
intensity of fossil fuels burned by vehicles) were all mentioned.
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UC Davis supports two active research centers on low‐carbon vehicles and fuels: Plug‐In Hybrid and
Electric Vehicle Research Center and the Sustainable Transportation Energy Pathways (STEPS) program.
Additionally, UC Davis supports two active research centers on sustainable transportation and land use
planning: National Center for Sustainable Transportation, and the Urban Land Use and Transportation
Center.
SACOG has collaborated or actively used research from all of these research programs in our planning
work. For example, the Plug‐In Hybrid and Electric Vehicle Research Center assisted in formulating
SACOG’s Plug‐In Electric Vehicle Plan.

5

Attachment C
SB 375 GHG Emissions Reduction Targets

Framework for Higher GHG Reductions
Potential Scenarios

Implementing Actions

Going from…

…to

State Offset Decline in Driving Cost

State partially offsetting
decline in cost

State fully offsetting decline in
driving cost

New Revenues Return to Source

Nearly all new revenues return

Half or less of new revenues
return

Enable/Encourage Use of New Revenues for
High flexibility = 20% revenue
Achieving Multiple Objectives (funding flexibility plus
multiplier
"two‐fer" projects = revenue multiplier)

Low Flexibility = no multiplier

Prioritize Maintenance and SOGR (based on share of 80% or more of new revenue
new revenue available ro maintenance)
dedicated to maintenance

50% or less of new revenue
dedicated to maintenance

Incentivize Early Growth in Infill and TOD Areas
(share of new revenue available for land use
activation, transit, ATP investment)

20% or less of new revenue to
LU, transit, ATP

50% or less of new revenue to
LU, transit, ATP

Innovative Programs (e.g. EV infrastructure, shared
mobility, etc.)

Maximum investment in
innovative programs ($200M+)

Minimum investment in
innovative programs ($100M
or less)

Potential Additional GHG Reduction:

2%

2%

2%

2%

GHG Reduction Target:

18%

18%

18%

18%

Key:
High
Medium‐High
Medium
Low‐Medium
Low

4/4/2017 / SB375_Mileage_Fee_Scenarios_wVMT_wLowHiReduction_wFramework_v6.xlsx

May 1, 2017 Target Recommendation Submittal
Attachment

Target Recommendation
San Diego Association of Governments
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AGENDA ITEM NO. 17-04BOARD OF DIRECTORS
APRIL 28, 2017

ACTION REQUESTED – APPROVE

GREENHOUSE GAS REDUCTION TARGET SETTING PROCESS

File Number 3102000

Introduction

Recommendation

The next update of the Regional Plan will include the
third Sustainable Communities Strategy (SCS) subject
to the provisions of Senate Bill 375 (Steinberg, 2008)
(SB 375). SB 375 requires that the Regional Plan
include an SCS that demonstrates how development
patterns and the transportation network, policies, and
programs can work together to achieve per capita
greenhouse gas (GHG) emission reduction targets for
cars and light trucks (SB 375 targets) for the years 2020
and 2035 from a 2005 baseline as established by the
California Air Resources Board (ARB).

The Board of Directors is asked to:
(1) approve the
2035
per
capita
greenhouse
gas
(GHG)
emission
reduction target recommendation for the
San Diego region of 18 percent; and (2)
authorize the Executive Director to
submit the proposed target to the
California Air Resources Board pursuant
to Senate Bill 375 for its use in the GHG
emissions
reduction
target
setting
process.

Pursuant to SB 375, ARB is required to update the SB 375 targets by 2018. Before updating these
targets, ARB is required to exchange technical information with SANDAG and other Metropolitan
Planning Organizations (MPOs) as well as other agencies, and engage in a consultative process with
public and private stakeholders. Toward that end, ARB has requested that SANDAG and other MPOs
provide recommendations for the updated 2035 targets, along with technical analysis and
documentation to support the recommendations. ARB will consider this information in establishing
the updated SANDAG target, which will apply to the next update of the SANDAG Regional Plan,
anticipated for adoption in 2019.
At the March 23, 2017, ARB Board meeting, ARB staff presented an informational update on the
SB 375 Target Update process. Executive Directors of the four largest MPOs from the Sacramento
Area Council of Governments (SACOG), Bay Area Metropolitan Transportation Commission (MTC),
Southern California Association of Governments (SCAG), and SANDAG made a joint presentation at
this meeting and summarized findings from the technical analyses presented to their respective
boards.

Discussion
Existing SB 375 Targets for the San Diego Region
Established by ARB in 2010, the existing SB 375 targets for the San Diego region are to reduce GHG
emissions from cars and light trucks by 7 percent, per capita, by 2020, and by 13 percent, per capita,
by 2035, compared with a 2005 baseline. Table 1 shows that the Regional Plan adopted in 2015
would exceed the San Diego region’s SB 375 targets for 2020 and 2035. 1

Table 1:
SB 375 Greenhouse Gas Reduction Targets and San Diego Forward:
The Regional Plan Greenhouse Gas Emissions Reductions Results

Existing SB 375 Targets
San Diego Forward: The Regional Plan GHG
Reductions (2015)

2020

2035

7 percent

13 percent

15 percent

21 percent

Note: Average weekday per capita carbon dioxide reductions for cars and light trucks from 2005.

Figure 1 identifies the contributions made by specific components of the Regional Plan’s SCS toward
SB 375 per capita GHG reductions from passenger vehicles in 2050. The chart shows that about half
of the reductions are due to the Regional Plan’s investments in transportation capital projects,
operations improvements, and Transportation Demand Management (TDM) measures that support
teleworking (i.e., working from home or telecommuting). About one quarter of the reductions are
due to changing land use and population characteristics, and another quarter are due to increases
in auto operating costs.

1

While the SB 375 analysis focuses on per capita GHG reductions from passenger vehicles, an analysis of total
GHG emissions was included in the Regional Plan Environmental Impact Report (EIR) (Section 4.8). The EIR
analysis showed that total GHG emissions in 2050 are projected to be 26 Million Metric Tons CO2e (Carbon
Dioxide Equivalent), or 25.9 percent lower than GHG emissions in 2012 (Table 4.8-8).

2

Figure 1:
Contribution of Regional Plan Components to
Passenger Vehicle Per Capita GHG Reductions in 2050
Transit Capital
Projects
6.6%

Managed Lane
Capital Projects
5.4%
Transit Service
Improvements
3.4%

Active
Transportation
Projects
0.1%

Land Use and
Population
Characteristics
25.2%

Auto Operating
Cost
25.3%

HOV/Managed
Lane Policy
0.6%

Managed Lane and
Freeway
Connectors
0.1%
TDM (Telework)
Measures
33.3%

Source: Final EIR for San Diego Forward: The Regional Plan, Appendix K-1 Responses to Comments on the
Draft EIR, Figure 4-1

Findings of Technical Stress Tests
On March 10, 2017, staff presented the Board of Directors with results of the technical “stress tests”
that were conducted to inform the target update process (Attachment 1). The purpose of the stress
tests was to evaluate the potential effectiveness of various transportation and land use strategies,
pricing, technology innovations, and other variables that would help the state achieve its GHG
reduction goals.
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The findings of this analysis indicate that the 2015 Regional Plan GHG reductions, shown in Table 1,
represent an ambitious performance. The 2015 Regional Plan reflects the land use transformation
that has taken place in the past 15 years due to updates of local jurisdiction land use plans, robust
transit investments, the Regional Bike Plan Early Action Program mobility hubs, and transportation
demand and system management strategies. 2
In the 2019 update of the Regional Plan, future revenue assumptions may differ from the
2015 Regional Plan. They will depend in part on whether the next Regional Plan assumes a new
local transportation funding source, and on future state funding initiatives, such as transportation
bond measures and mileage-based user fees.
In addition to challenges represented by funding constraints, there are new challenges that the
region will face during the update of the Regional Plan. New targets must account for progress that
the state is making in other climate programs, such as zero-emission vehicle market penetration and
increases in overall fleet efficiency from the Advanced Clean Cars (ACC) program. As shared with
the Board of Directors in March, the ACC program has some unintended consequences; that is, by
increasing passenger vehicle fuel efficiency, the cost of driving is decreasing, which leads to
projections that people will drive more and GHG will increase. This is known as the Vehicle Miles
Traveled (VMT) “rebound effect” and has the impact of limiting the ability of agencies like SANDAG
to reduce GHG emissions from passenger vehicles through regional transportation and land use
planning.
The technical stress tests presented at the March 10, 2017, SANDAG Board meeting evaluated
strategies that are aspirational and fiscally unconstrained, and may not be feasible under existing
circumstances. The findings of the stress tests indicate that only limited additional GHG reductions
are achieved from aggressive land use changes and transit investment assumptions. Additionally,
the stress tests showed that the best options to further reduce passenger vehicle GHG emissions are
to increase the cost of driving and increase the amount of zero-emission miles that are driven on
the region’s roadways—two factors that are outside the direct control of SANDAG and outside the
framework of what MPOs can take credit for under SB 375.
Based on these factors, and through coordination with the other large MPOs (described further
below), SANDAG staff believes an 18 percent per capita GHG reduction in 2035 is ambitious and
achievable in the 2019 update to the Regional Plan, subject to the state successfully developing
some combination of the following actions, which are consistent with current state sustainability
policies:
(1) The state to lead the development of pricing mechanisms that reverse the VMT rebound
effect caused by the lower cost of driving due to increased vehicle fuel efficiency and lower
fuel prices. Pricing mechanisms should include equity considerations. The California Road
Charge Pilot Program is an example of a pricing program under evaluation by the state.

2

SANDAG regularly collaborates with ARB on the review of its modeling assumptions, and SANDAG makes its
transportation model source code available online (https://github.com/SANDAG/ABM). Additionally, MPOs
across the state have collaborated to standardize the core assumptions used in the travel models (e.g., auto
operating costs) and SANDAG uses those standardized assumptions.
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(2) Given that the funding contained in the recent transportation legislation largely is focused
on maintaining and rehabilitating the existing transportation system, the state also should
recognize the lasting impacts of the elimination of redevelopment funding and provide
additional funding to support implementation of Regional Transportation Plans/Sustainable
Communities Strategies.
(3) ARB to address any impacts from updates to the Emission Factor emissions model used to
calculate target achievement.
Figure 2 illustrates the current targets that were set by ARB in 2010 and a recommended target of
an 18 percent reduction for 2035. This would represent an increase of 5 percentage points over the
current target (13 percent).
Figure 2:
Target Comparison – Current and Recommended Targets
20%

18%

18%
16%
13%

14%
12%
10%
8%

7%

7%

6%
4%
2%
0%
2020 Targets
Current Targets

2035 Targets
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MPO Coordination on Target Recommendations
The four largest MPOs in the state (SACOG, MTC, SCAG, and SANDAG) along with the California
Association of Councils of Governments (CALCOG) have been collaborating in the target setting
process using a consistent technical methodology. Each of the MPOs are anticipated to request
approval from their respective boards in April for an 18 percent 2035 GHG reduction target.
Therefore, it is possible that the recommendations from the four major MPOs could align and result
in a uniform target being recommended to ARB.
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Next Steps
SANDAG will continue to participate in the SB 375 GHG target setting process with ARB, other
MPOs, and CALCOG to advocate for targets that are both ambitious and achievable. The following
schedule outlines the anticipated steps toward approval of the final targets by the ARB Board.
Activity

Date

SANDAG submits target recommendation and
target-setting analysis to ARB

April 2017

ARB releases draft target setting staff report

Late Spring/early Summer 2017

ARB workshop

Summer 2017

SANDAG provides comments on draft targets (as
needed)
ARB releases final staff report and ARB Board
adopts targets

Summer 2017
Fall 2017

GARY L. GALLEGOS
Executive Director
Attachment:

1. March 10, 2017, Board of Directors Agenda Item No. 17-03-2

Key Staff Contacts: Phil Trom, (619) 699-7330, phil.trom@sandag.org
Elisa Arias, (619) 699-1936, elisa.arias@sandag.org
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AGENDA ITEM NO. 17-03BOARD OF DIRECTORS
MARCH 10, 2017

ACTION REQUESTED – DISCUSSION

GREENHOUSE GAS REDUCTION TARGET SETTING PROCESS

File Number 3102000

Introduction
SANDAG will initiate the update of San Diego Forward: The Regional Plan (Regional Plan) in 2017.
This Regional Plan will include the third Sustainable Communities Strategy (SCS) subject to the
provisions of Senate Bill 375 (Steinberg, 2008) (SB 375). SB 375 requires that the Regional Plan
include an SCS that demonstrates how development patterns and the transportation network,
policies, and programs can work together to achieve per capita greenhouse gas (GHG) emission
reduction targets for cars and light trucks (SB 375 targets) for the years 2020 and 2035 from a 2005
baseline as established by the California Air Resources Board (ARB). The Board of Directors has
adopted two Regional Plans (in 2011 and 2015) since ARB first established SB 375 targets for the
San Diego region in 2010. Both Regional Plans have demonstrated that SANDAG would meet or
exceed its SB 375 targets for 2020 and 2035.
Pursuant to SB 375, ARB is required to update the SB 375 targets by 2018. Before updating these
targets, ARB is required to exchange technical information with SANDAG and other Metropolitan
Planning Organizations (MPOs) as well as other agencies, and engage in a consultative process with
public and private stakeholders. Toward that end, ARB has requested that SANDAG and other MPOs
provide recommendations for the updated targets, along with technical analysis and
documentation to support the recommendations. Once established, the updated targets will apply
to the next update of the SANDAG Regional Plan, which is due in 2019. Because the updated
targets also will apply to California MPOs with SCS’s due after 2020, ARB is not expected to update
the 2020 targets and instead will focus its efforts on the 2035 target setting.
This report discusses the scenario framework developed by ARB to update the targets, share the
technical information and results, and provide information for future action by the Board of
Directors on target recommendations to ARB.
Discussion
Statewide Planning for Greenhouse Gas Reductions
The SB 375 GHG reduction targets for cars and light trucks is one of several programs that California
has put in place to reduce GHG emissions from various sources throughout the state. The overall
framework for reducing GHG emissions in California is established in the Climate Change Scoping
Plan (Scoping Plan) prepared by ARB. As required by Assembly Bill 32 (Nunez, 2006) (AB 32), the
Scoping Plan (first adopted in 2008 and updated in 2014) shows the various programs the state has
put in place to achieve the AB 32 goal of returning statewide GHG emissions to 1990 levels by 2020.
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With the adoption of a statewide goal for 2030 included as part of Senate Bill 32 (Pavley, 2016)
(SB 32), ARB now is working on a new Scoping Plan Update to show how California will achieve a
40 percent GHG reduction to 1990 levels by 2030. ARB published a draft of its 2017 Climate Change
Scoping Plan Update (Draft Scoping Plan) on January 20, 2017, and is expected to consider adoption
of a final Scoping Plan at its June 2017 meeting. Separately, while a 2005 Governor’s Executive
Order (S-3-05) calls for an 80 percent statewide GHG reduction from 1990 levels by 2050, the State
Legislature has not adopted a 2050 statewide goal.
The Draft Scoping Plan’s Proposed Scenario includes the following major elements by 2030:
•
•
•
•
•
•
•
•

50 percent of electricity from renewable sources
Doubling of energy efficiency savings
Cleaner transportation fuels
More than 4 million zero-emission vehicles
More than 100,000 zero-emission trucks
Continuation of the cap-and-trade program1 with declining caps
20 percent reduction in GHG emissions from the refinery sector
“Increased stringency” of SB 375 targets for 2035

The Role of SB 375 Targets in Statewide Planning for GHG Reductions
The Draft Scoping Plan does not quantify how much SB 375 targets might be increased, or quantify
the contribution of GHG reductions from the SB 375 targets to the statewide 2030 goal.2 However, it
does state that “most of the GHG reductions from the transportation sector in this (draft) Plan will
come from technologies and low carbon fuels,” and adds that, “a reduction in the growth of VMT
(vehicle miles traveled) is also needed” to achieve the statewide 2030 goal. The Draft Scoping Plan
further explains ARB’s position that, “(s)tronger SB 375 GHG reduction targets will enable the state to
make significant progress toward this goal” of reducing the growth in VMT, but the SB 375 targets
“alone will not provide all of the VMT growth reductions that will be needed.” The Draft Scoping
Plan also acknowledges that, “(t)here is a gap between what SB 375 can provide and what is needed
to meet the state’s 2030 and 2050 goals.” Furthermore, ARB recognizes that the burden for reducing
VMT growth does not fall solely on MPOs like SANDAG, acknowledging that the state government
also needs to take action “in parallel to SB 375” if the state’s GHG goals are to be achieved.
Existing SB 375 Targets for the San Diego Region
Established by ARB in 2010, the existing SB 375 targets for the San Diego region are to reduce GHG
emissions from cars and light trucks by 7 percent, per capita, by 2020, and by 13 percent, per capita,
by 2035, compared with a 2005 baseline. Table 1 shows that the two Regional Plans (the 2050
Regional Transportation Plan [RTP]/SCS in 2011 and San Diego Forward: The Regional Plan in 2015)
adopted since ARB first established SB 375 targets would meet or exceed the San Diego region’s
SB 375 targets for 2020 and 2035.
1

According to ARB, “The Cap-and-Trade Program is a key element of California’s climate plan. It sets a statewide limit on
sources responsible for 85 percent of California’s greenhouse gas emissions, and establishes a price signal needed to drive
long-term investment in cleaner fuels and more efficient use of energy.”

2

The currently adopted Scoping Plan (2014) shows that statewide implementation of SB 375 (not just SANDAG, but all
California regions) provides just under four percent of the GHG reductions needed to meet the statewide 2020 goal.
https://www.arb.ca.gov/cc/scopingplan/2013_update/first_update_climate_change_scoping_plan.pdf

8

There are several reasons for the difference between the 2011 and 2015 Regional Plan’s GHG
emissions in terms of meeting the 2035 targets. These include a reduction in low-density
development in the rural unincorporated areas of the county, more compact land use pattern in the
2015 Regional Plan, advancement of transit investments, changes in auto operating cost
assumptions, reductions in projected household income, and new information from the most recent
travel studies about short walking and bike trips.

Table 1:

SB 375 Greenhouse Gas Reduction Targets and Regional Plan
Greenhouse Gas Emissions Reductions Results
2020

2035

7 percent

13 percent

Our Region, Our Future 2050 RTP/SCS (2011)

14 percent

13 percent

San Diego Forward: The Regional Plan GHG
Reductions (2015)

15 percent

21 percent

Existing SB 375 Targets

Note: Average weekday per capita carbon dioxide reductions for cars and light trucks from 2005.

Technical Work to Inform the Target Setting Update
As part of the collaborative process for updating the targets set forth in SB 375, SANDAG, other
MPOs, and the California Association of Councils of Governments (CALCOG) have been working
with ARB staff to conduct technical “stress tests” to inform the target setting update process. MPOs
developed individual stress tests that all evaluated the potential effectiveness of various
transportation and land use strategies, pricing, technology innovations, and other social and
economic variables in helping the state meet its GHG reduction goals. These stress test scenarios
include the Regional Plan adopted in 2015, along with six alternative scenarios consisting of
strategies that are aspirational and fiscally unconstrained (e.g., they are not based on available
funding), and may not be feasible under existing circumstances. Some scenario elements previously
were studied in the Environmental Impact Report (EIR) for the 2015 Regional Plan.
The findings of the stress tests indicate that only limited additional GHG reductions are achieved
from aggressive land use changes and transit investment assumptions. Additionally, the stress tests
clearly show that the best options to further reduce passenger vehicle GHG emissions are to increase
the cost of driving and increase the amount of zero emission miles that are driven on the region’s
roadways — two factors that are outside the direct control of SANDAG and outside the framework
of what MPOs can take credit for under SB 375. The effectiveness of these policies is confirmed by
ARB’s own Scoping Plan.

9

Stress Test Scenarios
Strategies evaluated in the stress tests include (a) drastic changes in local land use patterns;
(b) accelerated completion of transit capital projects and more frequent services; (c) a VMT user fee;
(d) aggressive implementation of technology solutions (e.g., electric vehicles, autonomous vehicles);
and (e) changes to other factors outside the control of SANDAG and other MPOs (e.g., increasing
the cost of driving). Each of the stress test scenarios evaluated by SANDAG as part of this process is
shown below and the descriptions and results are described in more detail in Attachment 1.
1. Revenue Constrained Regional Plan SCS (San Diego Forward)
2. San Diego Forward + Multiple Dense Cores Land Use
3. San Diego Forward EIR Alternative 2 (Advancing Transit)
4. San Diego Forward EIR Alternative 2 + Multiple Dense Cores
5. San Diego Forward 2035 Revenue Constrained SCS + 18-cent VMT User Fee
6. San Diego Forward EIR Alternative 2 + Multiple Dense Cores + 15-cent VMT User Fee
7. San Diego Forward Revenue Constrained SCS + additional 25 percent penetration of non-carbon
VMT beyond Advanced Clean Cars3 standard
Focus on Revenue Constrained Planning
While SANDAG evaluated the seven scenarios as part of the stress tests, it is important to focus on
Scenario 1, which reflects the adopted land use plans and revenue constraints of the 2015 Regional
Plan. A focus on Scenario 1 is necessary (rather than on the aspirational or implausible nature of the
other scenarios), because Regional Plans are required to include a financial element that is fiscally
constrained. Setting higher targets not grounded in fiscal constraint and achievability will not
automatically yield greater performance and may undermine the ability of the region to focus on
the mandated revenue constrained planning required by federal law.
Complicating matters further, new targets set by ARB also must account for progress that the state
is making in other climate programs, such as zero-emission vehicle market penetration and increases
in overall fleet efficiency from the Advanced Clean Cars (ACC) program. The ACC program has some
unintended consequences; that is, by increasing passenger vehicle fuel efficiency, the cost of driving
is decreasing, which leads to projections that people will drive more and GHG will increase.4 This is
known as the VMT “rebound effect” and has the impact of limiting the ability of agencies like
SANDAG to reduce GHG emissions from passenger vehicles through regional transportation and
land use planning. As a result, the focus on developing targets that are grounded in available

3

The Advanced Clean Cars (ACC) Program is part of California’s requirements to reduce the state’s impact on climate
change and improve ambient air quality. The components of the ACC program are the Low-Emission Vehicle
regulations that reduce criteria pollutants and GHG emissions from light- and medium-duty vehicles, and the ZeroEmission Vehicle (ZEV) regulations, which require manufacturers to produce an increasing number of pure ZEVs (meaning
battery electric and fuel cell electric vehicles), with additional provisions to produce plug-in hybrid electric vehicles in the
2018 through 2025 model years.

4

As a simple example, if gas costs $3 per gallon and you own a car that gets 20 miles to the gallon, your cost per mile to
drive is $0.15 / mile. However, if you have a car that is twice as efficient and get 40 miles to the gallon, your cost of driving
is cut in half to $0.075 / mile. SANDAG modeling and independent academic studies all conclude that reducing the cost of
driving leads to more driving. This is the “rebound effect” of the ACC; SANDAG expects the impact of the ACC could lead
to a 1 percent increase in regional VMT, albeit with much cleaner vehicles.
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funding and other real-world constraints (i.e., ambitious and achievable) takes on greater
importance.
Scenario 1 Analysis
Since the Board of Directors adopted the Regional Plan in 2015, SANDAG has updated its
transportation model data and procedures. These model updates combined with changing revenue
and income projections and the VMT rebound effect could lower GHG reduction results by as much
as 3 percent in 2035. The next update of the Regional Plan will include an updated growth forecast
based on changes to local land use plans and other updated economic and demographic
assumptions. Furthermore, future revenue assumptions may differ from the 2015 Regional Plan and
will depend in part on whether the next Regional Plan assumes voter approval of a new local
transportation funding measure. Based on the analysis of all of these factors, SANDAG staff believes
a reasonable range between 18 percent and 21 percent reduction in 2035 is achievable in the
update to the Regional Plan.
Additional Stress Test Results
The results of the other six stress tests (Scenarios 2 through 7) help to provide some data around the
evaluation of select variables that are outside the direct control of SANDAG and the other MPOs.
Scenarios 2 through 4 focus on achieving passenger vehicle GHG reductions through major changes
to local jurisdiction land use plans. Local land use plans have been updated over the past 14 years to
concentrate growth within the urbanized areas of the region and closer to existing and planned
transportation infrastructure. The planned land use changes between the late 1990s and 2015
resulted in an estimated per capita GHG reduction of between 25 and 30 percent. As shown by the
stress tests, additional land use concentration within the San Diego region would do little to
achieve additional passenger vehicle GHG reductions since so much progress already has been
made. The stress test assumption that focuses forecasted housing and employment growth into four
existing urban cores around high-quality transit stops (Multiple Dense Cores) (see map in
Attachment 1) reveals an additional 2 percent passenger vehicle GHG reduction relative to
Scenario 1.
The results of Scenarios 5 and 6 focus on the addition of pricing strategies in the form of a “Vehicle
Miles Traveled user fee.” For purposes of the stress test, a per-mile fee of 15 to 18 cents is charged
for every mile driven. This would effectively add $150 to $180 to the cost of every 1,000 miles
driven. The VMT user fee is being explored actively by the State of California through a pilot study,
but such a fee structure currently is not allowed at the regional or municipal level. It would require
either state implementation or changes to existing state law to allow for such a regional VMT fee to
be collected. The VMT fee analysis revealed that a six to seven percent reduction could be achieved
over Scenario 1 from these pricing assumptions.
Finally, the evaluation of additional penetration of zero-emissions travel beyond ARB’s aggressive
ACC standard was the focus of the Scenario 7 analysis. This scenario revealed that an additional
20 percent GHG reduction could be achieved over Scenario 1 by assuming that an additional
25 percent of miles traveled are on zero-emission vehicles beyond what ARB is assuming in the ACC
standard. This much larger reduction points to ARB’s own conclusion that most of the GHG
reductions from the transportation sector (as stated in the draft Scoping Plan) will come from
technologies and low carbon fuels. As stated previously, ARB acknowledges that the state
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government needs to take action “in parallel to SB 375” if the state’s GHG goals are to be achieved,
and there are other factors not controlled by regional agencies that go well beyond the SB 375
targets and contribute far more to the achievement of the GHG goals.
Regional Targets or Uniform Targets
Rather than setting unique targets for each region, as was done in 2010, ARB has the option of
setting a single statewide uniform target. ARB could set a uniform target for the four largest MPOs
in the state (Sacramento Area Council of Governments, Bay Area Metropolitan Transportation
Commission, Southern California Association of Governments, and SANDAG). SANDAG is working
actively with those MPOs on the development of a single and uniform target.
Next Steps
Over the next several weeks SANDAG staff will continue to participate in the SB 375 GHG target
setting process with ARB, other MPOs, and CALCOG. Additionally, ARB has scheduled three
workshops on the target updates between March 7 and March 14, 2017. Staff will provide an
update on the target setting process and expects to propose a recommended 2035 per capita GHG
reduction target for Board action in the March/April timeframe. It is anticipated that the
recommended target pursuant to SB 375 would be submitted to ARB for use in its target setting
process in April 2017.

GARY L. GALLEGOS
Executive Director
Attachment:

1. Stress Test Scenario Summaries

Key Staff Contacts: Phil Trom, (619) 699-7330, phil.trom@sandag.org
Elisa Arias, (619) 699-1936, elisa.arias@sandag.org

12

Stress Test Scenario Summaries
The following are descriptions of each stress test scenario, and a summary of results is included as
Table 1.
Scenario 1: Revenue Constrained Regional Plan Sustainable Communities Strategy
(“San Diego Forward”)
This scenario is consistent with the phased transportation investments and revenue constrained
financial estimates of San Diego Forward: The Regional Plan (Regional Plan) and land uses
consistent with local General Plans.
Scenario 2: San Diego Forward + Multiple Dense Cores Land Use
The Multiple Dense Cores (MDC) scenario focuses all forecasted housing and employment growth
into four existing urban cores around high-quality transit fixed-route stops. In this alternative,
approximately 70 percent of the future housing growth is located within the Dense Cores, with the
remaining 30 percent being mostly located in the surrounding Transit Priority Areas. Under this
scenario, land development is prohibited in the remainder of the region. The Multiple Dense Cores
land use assumption differs greatly from adopted local general plans. A map showing the Multiple
Dense Cores is included as Figure 1.
Scenario 3: San Diego Forward Environmental Impact Report Alternative 2 (Advancing
Transit)
Environmental Impact Report (EIR) Alternative 2 includes the following transportation investments:
•

Complete all public transit capital projects and public transit operations improvements in the
adopted plan by 2025 (the plan horizon year is 2050)

•

Complete managed lanes (MLs) and ML connectors in the proposed Plan that support Rapid
routes by 2025

•

Implement ten-minute all-day frequencies for Urban Core local bus routes by 2025

•

Complete all active transportation projects in the adopted plan by 2025

Significant new funding would be required to implement and operate the accelerated capital
program of EIR Alternative 2, which is estimated at approximately $34 billion by 2025. This would
require approximately $30 billion in new capital funds within a ten-year period. The cost to operate
the transit facilities would expand from approximately $350 million annually in FY 2015, to nearly
$1.1 billion annually in FY 2025. Total operating costs over the 35-year period (by 2050) would be
nearly $49 billion.
Scenario 4: San Diego Forward EIR Alternative 2 + Multiple Dense Cores
This scenario represents the combination of the EIR Alternative 2 along with the Multiple Dense
Cores land use from Scenarios 2 and 3. A map showing the Multiple Dense Cores is included as
Figure 1.
Scenario 5: San Diego Forward 2035 Revenue Constrained Sustainable Communities
Strategy + 18-cent Vehicle-Miles-Traveled User Fee
Scenario 5 includes the Regional Plan assumptions along with an 18-cent Vehicle-Miles-Traveled
(VMT) fee. For this scenario, SANDAG analyzed how different VMT user fees could—in combination
with the adopted Regional Transportation Plan (RTP)/Sustainable Communities Strategy (SCS)—
potentially achieve VMT reductions comparable to those assumed in the California Air Resources
Board (ARB) Draft Scoping Plan (i.e., a 7.5 percent reduction in total light-duty VMT in 2035, relative
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to 2035 levels under adopted RTP/SCS’s). The VMT fees used in this scenario increase auto operating
costs by 67 percent beyond the baseline cost agreed to by the four large Metropolitan Planning
Organizations (MPOs) for Round 2 SCS development.
Scenario 6: San Diego Forward EIR Alternative 2 + Multiple Dense Cores + 15-cent VMT
User Fee
This scenario combines Scenario 4 with a 15-cent VMT fee. A map showing the Multiple Dense Cores
is included as Figure 1. For this scenario, SANDAG analyzed how different VMT user fees could—in
combination with aggressive land use and transportation investment assumptions described
above—potentially achieve VMT reductions comparable to those assumed in the ARB Draft Scoping
Plan (i.e., a 7.5 percent reduction in total light-duty VMT in 2035, relative to 2035 levels under
adopted RTP/SCS’s). The VMT fees used in this scenario increase auto operating costs by 56 percent
beyond the baseline cost agreed to by the four large MPOs for Round 2 SCS development.
Scenario 7: San Diego Forward Revenue Constrained SCS + additional 25 percent
penetration of non-carbon VMT beyond Advanced Clean Car standard
This scenario combines the Regional Plan with an additional 25 percent penetration of non-carbon
emitting VMT beyond the current Advanced Clean Car (ACC) standard set by ARB.
Table 1:
SB 375 GHG Stress Test Scenario Results
Scenario

2035 GHG Reduction (per capita)

1. Revenue Constrained Regional Plan SCS

-18 to -21 percent
Additional Change from Scenario 1

1
2

2. San Diego Forward + Multiple Dense Cores
Land Use

-2 percent (-20 to -23 percent)

3. San Diego Forward EIR Alternative 2
(Advancing Transit)1

<1 percent (-18 to -21 percent)

4. San Diego Forward EIR Alternative 2 + Multiple
Dense Cores

-2 percent (-20 to -23 percent)

5. San Diego Forward 2035 Revenue Constrained
SCS + 18-cent VMT User Fee

-7 percent (-25 to -28 percent)

6. San Diego Forward EIR Alternative 2 + Multiple
Dense Cores + 15-cent VMT User Fee

-6 percent (-24 to -27 percent)

7. San Diego Forward Revenue Constrained SCS +
additional 25 percent penetration of noncarbon VMT beyond ACC2 standard

-20 percent (-38 to -41 percent)

EIR Alternative 2 has minimal impacts in 2035 because the scenario is similar to the base SCS scenario. Alternative 2
accelerates deployment of transit to 2025 that would have occurred later in the plan.
The ACC Program is part of California’s requirements to reduce the State’s impact on climate change and improve ambient
air quality. The components of the ACC program are the Low-Emission Vehicle regulations that reduce criteria pollutants
and GHG emissions from light- and medium-duty vehicles, and the Zero-Emission Vehicle (ZEV) regulation, which requires
manufacturers to produce an increasing number of pure ZEVs (meaning battery electric and fuel cell electric vehicles), with
additional provisions to produce plug-in hybrid electric vehicles in the 2018 through 2025 model years.
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Figure 1: Multiple Dense Cores

15

May 1, 2017 Target Recommendation Submittal
Attachment

Target Recommendation
Southern California Association of Governments

AGENDA ITEM NO. 2

DATE:

April 6, 2017

TO:

Regional Council (RC)
Executive/Administration Committee (EAC)
Community, Economic and Human Development (CEHD) Committee
Energy and Environment Committee (EEC)
Transportation Committee (TC)

FROM:

Hasan Ikhrata, Executive Director, (213) 236-1944, ikhrata@scag.ca.gov

SUBJECT:

SCAG SB 375 Regional GHG Target Recommendations for the 2020 Regional
Transportation Plan/Sustainable Communities Strategy (2020 RTP/SCS) and Beyond

EXECUTIVE DIRECTOR’S APPROVAL:
RECOMMENDED ACTION FOR CEHD AND TC:
For Information Only – No Action Required.
RECOMMENDED ACTION FOR EAC AND EEC:
Recommend that the RC approve SCAG’s submittal to the California Air Resources Board (CARB) of a
recommended greenhouse gas (GHG) per capita reduction target for the region that is the same as the
achievement in the 2016-2040 RTP/SCS — 18% in 2035. This recommendation would apply to the 2020
RTP/SCS and subsequent cycles of the SCS, and is conditioned upon a combination of actions or alternative
equivalent measures further described below in the staff report (see Section entitled “SCAG’S TARGET
RECOMMENDATIONS AND CONDITIONS”).
RECOMMENDED ACTION FOR RC:
Approve SCAG’s submittal to CARB of a recommended greenhouse gas (GHG) per capita reduction target
for the region that is the same as the achievement in the 2016-2040 RTP/SCS — 18% in 2035. This
recommendation would apply to the 2020 RTP/SCS and subsequent cycles of the SCS, and is conditioned
upon a combination of actions or alternative equivalent measures further described below in the staff report
(see Section entitled “SCAG’S TARGET RECOMMENDATIONS AND CONDITIONS”).
EXECUTIVE SUMMARY:
SB 375 directs Metropolitan Planning Organizations (MPOs) in California to develop a Sustainable
Communities Strategy in concert with their Regional Transportation Plan that can meet Statedetermined regional GHG emission reduction target, if it is feasible to do so. CARB is presently working
to update the reduction targets for the subsequent round of the RTP/SCS, and SCAG has been
coordinating with the other large MPOs to develop recommendations to CARB. Based on SCAG’s SB
375 Stress Test results, additional considerations of impacts from Metro’s Measure M, potential VMT
rebound effects from enhanced fuel efficiency, and consensus reached about likely ranges of GHG
reduction targets among the four largest MPOs in California, staff recommends that CARB should adopt
a regional GHG per capita reduction target that is the same as SCAG’s 2016 RTP/SCS achievement—
18% in 2035 for the 2020 RTP/SCS and beyond. This recommended target in 2035 is very ambitious and
cannot be achieved simply with strategies in the adopted 2016-2040 RTP/SCS. However, it can be
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achieved through a bottom-up collaboration process with stakeholders and through leadership of policy
makers and state agencies through the development of the 2020 RTP/SCS.
STRATEGIC PLAN:
This item supports SCAG’s Strategic Plan, Goal 1: Improve Regional Decision Making by Providing
Leadership and Consensus Building on Key Plans and Policies; Objective: a) Create and facilitate a
collaborative and cooperative environment to produce forward thinking regional plans.
BACKGROUND:
Codified in 2009, California’s Sustainable Communities and Climate Protection Act (referred to as “SB
375”), calls for the integration of transportation, land use, and housing planning, and also establishes the
reduction of greenhouse gas (GHG) emissions as part of the regional planning process. SCAG, working with
the individual County Transportation Commissions (CTCs) and the subregions within the SCAG region, is
responsible for complying with SB 375 in the Southern California region. One key element of compliance
with SB 375 is the establishment of GHG emissions reduction targets for each region, which is done by
CARB with input from the State’s MPOs.
The last time that CARB established GHG emissions reduction targets was in 2010, to which CARB utilized
a Regional Targets Advisory Committee (RTAC) to undertake a public process for determining the regional
targets. In September 2010, SCAG’s Regional Council approved a recommendation to CARB that the
SCAG regional GHG emission targets be 8% for 2020 and 13% in 2035. The RTAC and CARB ultimately
approved SCAG’s recommendation, and these represent the current SB 375 GHG emission reduction targets
for the SCAG region. In accepting the targets proposed by CARB in 2010, SCAG’s Regional Council
identified 11 conditions/actions or alternative equivalent measures that must be met for SCAG to be able to
comply with those targets. The conditions outlined below in this staff report can be considered as an update
to those conditions. Most of those conditions were related to increasing funding, securing higher levels of
funding commitments to specific modes/programs, such as Active Transportation, Transit, and
Transportation Demand Management. With the exception of securing higher level of funding for Active
Transportation through the Active Transportation Program (ATP) and Los Angeles County’s recently
passed Measure M, most of the other measures/actions to increase transportation funding have not come to
fruition. The new target must take into consideration the challenges associated with making progress and
bringing those actions and equivalent measures to fruition.
For the upcoming cycle of the RTP/SCS, staff has reported to Regional Council and Policy Committees
regularly beginning in September 2016 on the status and progress on finalizing SCAG’s GHG target
recommendation to the CARB. There are several factors that impact SCAG’s recommendation of an 18%
per capita GHG reduction target for 2035 – one being that SCAG’s 2016-2040 RTP/SCS (also referred to as
the “Plan”) achieved this target and represents an ambitious and balanced Plan that pushes the envelope in
all strategies while protecting economic growth, job creation, and accessibility. In fact, the Plan exceeds
CARB’s GHG reduction target of 13% for 2035 by five percentage points. With the anticipated impacts
from the VMT rebound effect and other factors, the same level of resolve would likely not achieve this 18%
target. To reach 18% for the 2020 RTP/SCS, SCAG will need to conduct additional research in GHG
reduction strategies and must promote innovation and collaboration with regional stakeholders to formulate
an achievable SCS.
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Indeed, the SCAG region has been ambitious in implementing the Plan as well. There has been
overwhelming evidence showing progress on implementation of the RTP/SCS: (1) the share of growth in
single family and multifamily housing has been consistent with the assumptions in the Plan since adoption,
(2) the proportion of growth in High Quality Transit Areas (HQTAs) is higher on the ground than was
projected (49% actual vs. 43% projected), (3) the SCAG region has secured additional active transportation
investments as prescribed, and (4) requests for funding on SCAG’s Sustainability Planning Grants
dramatically exceeds available funding ($35 million requested vs. $11 million available) indicating the
desire from local jurisdictions to implement sustainability practices. With all of this progress, local efforts
will still need substantial funding support to meet an ambitious GHG reduction target.
CARB SB 375 Target Update:
SB 375, as codified in State law in Government Code Section 65080(b)(2)(B), requires that each MPO
adopt, as part of its regional transportation plan, a “Sustainable Communities Strategy” that sets forth plans
to meet regional GHG reduction targets set by CARB. SB 375 also requires that CARB update the regional
targets at least every eight years.
SCAG has completed two cycles of the Regional Transportation Plan/Sustainable Communities Strategy
(RTP/SCS) in 2012 and 2016 that met or exceeded these required CARB targets. The latest Plan, SCAG’s
2016-2040 RTP/SCS was adopted in April 2016, and met the per capita GHG reduction target of 8% in
2020 and demonstrated 18% per capita GHG reductions in 2035 (exceeding the target of 13% by five
percentage points).
For this round of the SB 375 Target Update Process, CARB will utilize a similar GHG reduction target for
year 2020 as each MPO’s GHG reductions in previous cycle – 8% for the SCAG Region, and future SCS
evaluations for 2020 will focus on performance monitoring. CARB will develop statewide performance
indicator database to monitor the performance of SCS.
CARB is in the process of updating the regional GHG reduction targets for each MPO. These new CARB
targets will form the basis of the next round of RTP/SCS plans, which for SCAG will be the 2020 RTP/SCS.
The SB 375 Target Setting Process has been informed by a suite of concurrent planning activities and
technical exercises, including: CARB SB 32 Scoping Plan Update, the CARB Mobile Source Strategy; and
the MPO Stress Test.
CARB released the Draft SB 32 Scoping Plan Update in January 2017 and completed three scheduled public
workshops on SB 375 Regional Target Update Process in March 2017. The four largest MPOs—MTC,
SACOG, SANDAG, and SCAG are planning to submit their respective GHG target recommendations in
April 2017. CARB’s current schedule is to issue Draft SB 375 regional GHG reduction targets in 2035 for
MPOs in June and adopt final targets in Fall 2017.
SCAG STRESS TEST RESULTS AND CONSIDERATIONS:
SCAG, along with the other three major MPOs in California, have collaborated and each conducted a
technical “Stress Test” aimed to test GHG reduction strategies that would yield the most ambitious yet
achievable GHG emission reductions. The purpose of the Stress Test is to quantify potential GHG emission
reductions that would result from deployment of various land use and transportation strategies, such as
accelerated deployment of zero emission vehicles and mobility innovations. The technical analysis and off-
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model assessment of potential additional GHG emission reductions from strategies included in the Stress
Test are the technical basis for SCAG’s 2035 target recommendations to CARB.
Since SCAG has already adopted very ambitious strategies in land use, mileage-based user fees, pricing, and
transit investment in both the 2012 and 2016 RTP/SCS, staff focused the agency’s “Stress Test” and
potential additional GHG emissions reductions in three strategy buckets: (a) active transportation, (b) zero
emissions vehicles and (c) mobility enhancement and innovations. As indicated in the November 3, 2016
RC and Policy Committees staff reports, SCAG’s Stress Test results show that about 2 to 2.5 percentage
points (2.0%-2.5%) of per capita GHG emissions could be reduced further above the 18% in 2035— but this
carries with it an additional funding need of $10 billion on active transportation programs, investments, and
more refined off-model assessment of mobility enhancements and innovations.
It is important that the ultimate SB 375 targets continue to be set at levels that MPOs can meet with an SCS,
not an Alternative Planning Strategy (APS). The targets should also take into account federal requirements
that MPOs must meet for financial constraints, among other requirements. As indicated, SCAG staff
estimate that it will cost roughly $10 billion in additional investments and programs to achieve the higher
GHG emission reduction results in the Stress Test. This cost, however, is not within the financial constraints
of the 2016 RTP/SCS financial plan. Stress Test results also predict that improved vehicle technology and
fuel efficiency through 2035 will have an attendant reduction in vehicle operating costs, which will likely
increase household driving and VMT.
In addition to the Stress Test results, staff also identified and assessed likely ranges of GHG impacts from
the following factors:
Impacts from Transit Investments in Measure M passed by voters on November 8, 2016
 May result in additional per capita GHG reductions in the SCAG Region
 Active Transportation investments are estimated to reduce the $10 billion funding gap identified in the
Stress Test to just under $5 billion
Automotive Technology Improvements in Fuel Efficiency
 It will induce up to a 4 to 5 percentage points increase in per capita GHG and VMT in the SCAG
region due to the decreased cost of driving (i.e., VMT rebound effect)
 This negative effect on per capita GHG reductions might be mitigated through additional mileage
based user fees and/or other strategies beyond what was assumed and assessed in the 2016 RTP/SCS
MPO Coordination, Consensus in Target Recommendation:
Since the four largest MPOs (SCAG, SACOG, SANDAG, and MTC) follow similar RTP/SCS development
processes and address similar issues, these agencies have been closely coordinating with each other in
conducting their respective Stress Tests and in developing each MPO’s SB 375 GHG target
recommendations. The goal of this collaboration is to develop parallel, independent, but comparable Stress
Test results and ranges of target recommendations based on consistent modeling and off-model analysis
framework and assumptions. As a result of this effort, here is a summary of consensus items among the
MPOs:
 The ranges of additional GHG emissions reductions from each MPO’s Stress Tests are between two
to four percentage points per capita for land use, transportation expenditures, and pricing scenarios.
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However, some of these reductions are based on “extreme land use, transportation expenditure, and
pricing scenarios” which are not expected to be adopted by each MPO’s governing board.
 CARB's advance clean car & fuel regulations will have some unintended consequences.
 VMT rebound effect: by increasing fuel efficiency (i.e., higher fuel efficiency standards), the
cost of driving is decreasing, and both per capita VMT and GHG will likely increase in the future
 Transportation revenues will continue to fall due to declining fuel sales from more efficient
vehicles and zero emission vehicles.
 What does this mean? There will be gaps between CARB’s GHG targets and the MPOs’ existing
and subsequent RTP/SCS’ GHG reduction strategies, requiring MPOs to assess additional
“aggressive” strategies to fill the "gaps" through the next RTP/SCS development process. So far,
no MPO has clear answers for addressing the gaps.
 Each of the four major MPOs is anticipated to request board action in April. Considering the GHG
reductions achieved by MPOs in the previous two rounds of their RTP/SCSs, the “Stress Test”
results, and the VMT/GHG rebound effect, there is a possibility that the four major MPOs may
ultimately align on the same recommended target, which would allow the four to recommend a
single and uniform target for CARB’s consideration and adoption.
SCAG’S TARGET RECOMMENDATIONS AND CONDITIONS
Based on SCAG’s SB 375 Stress Test results, additional considerations from Metro’s Measure M, the
likelihood of VMT rebound effects from enhanced fuel efficiency standards and vehicle technology, and
likely consensus among the four largest MPOs in California, staff recommends for CARB to adopt a
regional GHG per capita reduction target for the SCAG region at the same level as the 2016 RTP/SCS’s
achieved GHG reduction—that is, 18% in 2035 for the 2020 RTP/SCS and beyond. This recommended
target in 2035 is very ambitious and cannot be achieved simply with strategies in the adopted 2016-2040
RTP/SCS. The performance gap between the 2016-2040 RTP/SCS and this ambitious recommended target
may be resolved or surpassed with new and innovative strategies that can be developed through advanced
research, regional leadership, and collaboration with private sector entities, state agencies, and local
jurisdictions.
It is important to note that this GHG target recommendation is built upon SCAG’s 2016 RTP/SCS and its
successful and timely implementation. As such, key conditions and assumptions in the 2016 RTP/SCS,
including but not limited to policies, funding, strategies, and assistance from all levels of government,
private business, advocacy groups, stakeholders, and technology innovation enablers will need to be
coordinated and secured to ensure the attainment of the recommended targets.
In addition, SCAG’s recommendation for a regional GHG per capita reduction target of 18% in 2035, the
same as achieved in the 2016-2040 RTP/SCS, is conditioned upon a combination of actions or alternative
equivalent measures. Ambitious and achievable initiatives that were included in the previous Plan will need
to be carried through into subsequent RTP/SCSs:
1. Successfully transitioning from an excise tax on gasoline to a mileage based user fee, starting in 2025
to serve as one of the primary sources of funding our roadways and transit infrastructure in the 2016
RTP/SCS
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2. Successful implementation of the Regional Express Lane Network (HOT Lane Network) within the
timeframe specified in the 2016 RTP/SCS
3. Implementation of over $38 billion in passenger rail improvements, including CA High Speed Rail
Phase 1 connecting the Bay Area and Central Valley to the SCAG region including LA Union Station
and Anaheim (the same level of investment identified in the 2016 RTP/SCS)
4. Implementation of over $56 billion in transit improvements, including expansion of the Metro Rail
heavy and light rail system in Los Angeles County (representing a doubling of service compared to
baseline), expansion of commuter rail service in the Inland Empire, implementation of streetcar
service in Orange County, and region wide expansion of bus rapid transit services (the same level of
investment identified in the 2016 RTP/SCS)
5. Targeted increase in funding commitments and enabling information technology for Transportation
Demand Management (TDM) from federal, state and local agencies
6. Improvements in land use planning, with technical and information assistance, and funding in
cooperation with local governments, mostly at the neighborhood scale along growth opportunity areas,
including for example, the high quality transit areas (HQTA), neighborhood mobility areas and livable
corridors
7. Continuing partnership and commitment from each County Transportation Commission (CTC) to
support the SCS development process, including a focus on non-motorized transportation solutions
8. Promote potential efficiency gains from quick deployment of autonomous transportation systems and
identify policy priorities to maximize sustainable outcomes from autonomous vehicles
9. Promote shared-use mobility, such as bike sharing, car sharing and ride sourcing
10. Continued leadership and partnership of state and regional partners to increase availability of State
funding for the region
11. Continued leadership by the regional leaders to increase availability of federal funding through the
next transportation authorization and through climate change legislation
12. ARB will commit to working with MPOs, local governments, state agencies and the Legislature to
identify, pursue and secure adequate incentives and sustainable sources of funding for local and
regional planning and other activities related to the implementation of SB 375
13. Expanded funding from Cap-and-Trade and other sources to fund AHSC and ensure fair and adequate
funding allocation and award to the SCAG region to implement SCAG RTP/SCS
14. Support regulatory incentives and dedicated funding sources at the state level for affordable housing
15. Promote and incentivize development of infrastructure for zero emission vehicle and alternative
transportation fuel system
Moreover, SCAG’s target recommendation is also contingent on ARB’s leadership in the following
technical and modeling areas:
16. Acknowledgement of the VMT rebound effect as it will be difficult to repeat SCAG’s 2016 RTP/SCS
achievement of 18% under CARB’s clean car and fuel technology assumptions (as fuel efficiency
rises, the cost of driving decreases and may result in VMT and GHG emission increases)
17. Commitment to address the issues resulting from update to the EMFAC emissions model—there
should be a consistent use of the same EMFAC emissions model for target setting and target
compliance
18. CARB’s commitment to address off-model adjustments – consistent treatment/analytical review for
the quantification of off-model strategies in target setting, as used in the CARB RTP/SCS technical
review process
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FISCAL IMPACT:
Work associated with this item is included in the Fiscal Year 16/17 Overall Work Program (17080.SCG00153.04: Regional Assessment).
ATTACHMENT/S:
PowerPoint Presentation: SCAG SB 375 Regional GHG Target Recommendations for the 2020 RTP/SCS
and Beyond
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ATTACHMENT

SB 375 Regional GHG Target
Recommendations for the
2020 RTP/SCS and Beyond
April 6, 2017

Outcomes of SCAG’s 2016 RTP/SCS
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Strategies of SCAG’s 2016 RTP/SCS
– Includes a revenue neutral Mileage (VMT) Based User Fee
• $0.04/Mile in 2015 dollars; starts in 2025 and replaces gas taxes; indexed at
2.4% per year

– Fix it First — Focus on O & M
– Incentives future growth in areas well served by transit
– Increase first/last mile investments within High Quality Transit Areas
(HQTAs)
– Promote mixed-use walkable communities, avoid new developments in
sensitive habitats
– To implement the plan, SCAG will continue supporting local initiatives
through our Sustainability Planning Grants
• $11 Million in funding over 3 years and $5+ Million set aside for Active Transportation; local
request totaled $35 Million

ONLY

15%
Capital investment
to highways
Doubles Active
Transportation investment
to 13 Billion

FOCUS

50%

growth within

3%

land area

FROM

7:3

single- vs. multifamily units
TO

3:7

Build Upon 2016-2040 RTP/SCS
Findings of SCAG’s Stress Test &
Additional Considerations
• Summary of Findings
• Focused on: AT, ZEV, and MI
• 2.0 to 2.5 percentage points GHG can be
reduced above our 2016 RTP/SCS
achievement – through additional programs,
investments, and mobility innovations
• With an estimated cost of $10 billion
Active
Transportation
(AT)

Zero
Emission
Vehicles (ZEV)

Mobility
Innovations
(MI)

• Impacts From Transit Investments in Measure M
• May result in additional and moderate per
capita GHG reductions
• AT investments estimated to reduce funding
gap to less than approx. $5 billion
• Automotive Technology Improvements in Fuel
Efficiency
• Could lead to a substantial increase in per
capita GHG due to the decreased cost of
driving
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SCAG GHG Target Recommendations
+ 4%
to
+5%

SCAG’s
Stress Test
2016 – 2040
RTP/SCS (AT, ZEV, MI & MM)

‐8%
‐8%

2020
2020

Target

‐13%
2035
‐18%

‐2%
to
‐2.5%

VMT/GHG
Rebound
Effect

Target

2035

* Subject to implementation of
key strategies in 2016‐2040
RTP/SCS and ARB Leadership in
Technical and Modeling Areas

Innovation Needed
to Make Up the Gap
for the Next Plan

Thank you!
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SCAG Rec. for
2020 RTP/SCS*

‐18%
2035
‐2% to ‐3%
GAP

