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1. Issue:
Federal Advocacy Update

2. Recommendation:
None, this item is for information only.

3. Background/Analysis:
This item provides an update on the recently enacted federal spending bill and an
overview of the upcoming Cap-to-Cap program. Attached are the final drafts of the Capto-Cap Transportation Team’s three transportation policy papers, SACOG’s Federal
Advocacy Principles, and SACOG’s Advocacy Procedures.

4. Discussion/Analysis:
Federal FY18 Budget Bill
President Trump signed a $1.3 trillion federal spending bill on March 23, that provides a
significant increase in funding for transportation programs. The federal government was
operating under a continuing resolution that was set to expire on March 23, at midnight.
The omnibus legislation funds the government through the remainder of the 2018 budget
year, which ends September 30. It included substantial increases in several transportation
funding programs that could benefit the Sacramento region, including tripling funding for
the Transportation Investment Generating Economic Recovery (TIGER) program and
increasing available Capital Investment Grants (CIG) for new public transportation
construction projects. The bill also directs $1.3 billion to Amtrak to support intercity rail
service across the nation and provides $100 million for autonomous vehicle research and
development.
TIGER
The spending bill increases TIGER program funding from $500 million to $1.5 billion for
transportation projects that will have a “significant local or regional impact”. This is a
slight shift in purpose as the FY17 language focused on projects that have an impact on
the “Nation, metropolitan area, or region”. Almost one-third of the funding is directed

towards rural projects and $15 million is available for the planning, preparation, or design
of projects. The minimum grant amount remains at $5 million ($1 million in rural areas)
and the maximum grant amount remains at $25 million. The bill allows the federal
government to provide up to 80 percent of a projects cost. The program will continue to
be limited so that no state may receive more than 10% of available funds. Finally, the
Secretary is required to issue a Notice of Funding Opportunity (NOFO) within 60 days
after enactment and to make awards within 270 days after enactment. The increase in
funding is particularly significant since the President had proposed eliminating funding for
the program altogether. It is the first time the TIGER program has had such a significant
increase in the decade since it started, signaling the strong bipartisan support it has
generated in Congress.
Capital Investment Grants
The CIG program – aimed at supporting construction of new light rail, streetcar, and bus
rapid transit projects – also saw an increase in funding, and a directive to continue the
program. The bill provides $2.6 billion for CIG, a 10 percent increase compared to FY17,
of which $1.5 billion is dedicated to New Starts projects, $400 million to Small Starts
projects, and $715 million to Core Capacity projects. Importantly, the legislation includes
language requiring the Federal Transit Administration to continue to administer the
program, which is critical to ensuring the Downtown Riverfront Streetcar Project remains
eligible for Small Starts funding. While no specific transit projects were named in the
spending bill (a departure from recent practice), projects already in the pipeline such as
the Downtown Riverfront Streetcar should compete well for the funding and be protected
from any future cuts to the CIG program. The bill also requires $2.23 billion of the
funding be allocated by the end of 2019, which will further ensure the funding of projects.
Cap-to-Cap Update
The Metro Chamber Annual Cap-to-Cap Program takes place April 14-April 18. SACOG
staff attending are James Corless, Kirk Trost, Erik Johnson, and Christina Lokke. The
Transportation Team is being co-chaired by:
Andrew Dohrmann, T.Y. Lin International
Doug Fredericks, Psomas
Erik Johnson, SACOG
Francisco Castillo, Union Pacific Railroad
Nicole England, Teichert
Orville Thomas, California Alliance for Jobs
Attached are the final drafts of the Transportation Team’s three transportation policy
papers.

5. Fiscal Impact/Grant Information:
This item has no direct fiscal impact.
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FINAL DRAFT
TRANSPORTATION TEAM
Team Leaders:

INSERT

Issue Contacts:

Erik Johnson, SACOG

Transportation Funding and Policy Priorities
As a fast-growing region of 2.4 million people— already larger than 15 states—the Sacramento region is critical to the
national economy and has long embraced the dynamic needs for a multi-modal transportation system that balances
freeway, street, rail, and transit to move goods, services, and people both inside the region and through it. We applaud
Democratic and Republican calls for greater investment in infrastructure. However, we are concerned about the details.
We hope that Congress and the Administration will work together on a bipartisan proposal over the next several months.
We request that they consider the following:
Requested Action:
1. Continue the bipartisan commitment to federal funding for all modes of transportation, including public
transportation and passenger rail.
2. Fund new infrastructure expenditures with new revenues without taking money from existing programs.
3. Provide funding, not just financing, in a federal infrastructure package for critically important transportation
investments.
4. Streamline project delivery and environmental review while continuing to protect the environment.
Background:
1. Continue the bipartisan commitment to federal funding for all modes of transportation, including public
transportation and passenger rail.
The federal government is a critical partner in funding roads and highways, buses and rail transit, bridges and railroads.
The Sacramento Metro Chamber supports a comprehensive approach to transportation infrastructure, because a reliable
public transportation network helps get workers to jobs, helps reduce congestion, and helps get goods to market. Rural
communities in El Dorado, Sutter and Yuba counties have very popular commuter bus services. Placer County students,
seniors and workers depend on local and commuter buses to travel within the county as well as to Sacramento. Yolo
County also has well-used bus services connecting UC Davis, Sacramento International Airport, downtown Sacramento,
and many other locations. As the region’s largest transit provider, the Sacramento Regional Transit District brings 20
percent of all commuters into downtown by light rail or bus on a typical workday, significantly reducing congestion by
taking thousands of cars off the road each day. All of these services would not be possible without federal transit funding
that has come to the Sacramento region for over 50 years.
The Sacramento Metro Chamber opposes cuts to public transit funding. This is a short-sighted and misguided idea
that would barely provide a fraction of the funding necessary to address the funding shortfall, and more importantly will
hurt the economy of the Sacramento region. Sacramento commuters rely on reliable transit service. The New Starts and
Small Starts programs help fund transit projects that are supplemented by local transportation dollars through Measure A
in Sacramento County. In 2015, Sacramento Regional Transit’s Blue Line expansion to Cosumnes River College was
delivered on time and under budget, and now provides enhanced transit connections to a growing suburban community to
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major jobs centers, as well as providing connections among college campuses. The Downtown/Riverfront Streetcar
Project has received $50 million in Small Starts funding so far out of a $100 million request. A $100 million federal
investment would bring the project to reality by connecting two cities, the second busiest Amtrak station in California, a
convention center, arena, baseball field, many other attractions, hundreds of restaurants and shops, and thousands of jobs.
Sacramento is also home to Siemens, one of the largest rail rolling stock manufacturers in America, employing more than
1000 employees, as well as impacting hundreds of other jobs.
2. Fund new infrastructure expenditures with new revenues without taking money from existing programs. As the
President has noted, the review process for projects is lengthy, and as such, reducing federal funding for projects that have
been in development for years would be a waste of state and local taxpayer dollars.
In 2015, Congress passed the Fixing America’s Surface Transportation (FAST) Act by an overwhelming bipartisan
majority in the House and Senate (359-65, 83-16). States and local governments who build and maintain infrastructure, as
well as the design, engineering, construction and manufacturing businesses that create jobs, are relying on the stable
funding promised by the FAST Act. Congress and the Administration should continue to fund the FAST Act at the
appropriation levels authorized by the bill (approximately $57 billion annually). Without certainty of funding through
2020, prudent states and local governments may hold off on making infrastructure investments.
To make America’s infrastructure great again, Congress and the Administration should focus on the long-term stability of
the Highway Trust Fund. Federal gas and diesel taxes have not been raised since 1993, yet federal transportation
expenditures have continued to rise. This means that the revenues that come into the Highway Trust Fund only generate
about 70 percent of current spending levels, a shortfall of nearly $16 billion per year. Demands on the transportation
system will only continue to grow based on increases in total vehicle miles traveled, urban congestion, transit use, freight
movement, population growth and volatile weather patterns. Because the FAST Act relied on $70 billion of General Fund
support, the expected annual gap between Highway Trust Fund revenues and spending levels in 2021 is expected to reach
$20 billion each year. This means that to pass a six-year federal transportation bill when the FAST Act expires, at
baseline funding levels, would require $120 billion of revenue into the Highway Trust Fund. It is vital that Congress
address this looming cliff instead of waiting until the last moment possible, which will likely lead to short-term
extensions. Fixing this gap cannot be done at the expense of any specific transportation mode.
In California, we raised $5.2 billion annually with the passage of SB 1 in 2017, which raises new revenues for
transportation infrastructure, focused heavily on road maintenance, through a variety of funding mechanisms. This is a
politically hard task, but already we are seeing a reversal from the state having to cut over $1.6 billion in transportation
projects in 2016 to the addition of $3.3 billion in projects statewide in less than a year since SB 1 passed.
We urge the federal government to:


Fully fund the FAST Act at the authorized levels for FFY 19, including New Starts and Small Starts transit grants.



Continue to invest in infrastructure programs that provide a significant return on investment, including TIGER
grants, and New Starts and Small Starts transit grants.



Support broad-scale efforts to research and test alternatives to the federal gasoline tax, such as a Road User
Charge which is now being studied in California with some funding from a new program enacted by the FAST
Act, the Surface Transportation System Funding Alternatives. While there are many questions about new
methods, time and money should be spent to study whether there is a better method that maintains a user-fee
principle and can ensure the long-term solvency of the Highway Trust Fund.

3. Provide funding, not just financing, in a federal infrastructure package for critically important transportation
investments. There is clearly overwhelming need for a large-scale federal infrastructure package to help fund regionally
significant highway and transit projects across the country. For example, the first round of the FASTLANE grant
program in 2016 received 212 applications totally nearly $10 billion in requests, more than 13 times what was available.
However, the majority of much-needed transportation projects require funding, because they are not revenue-generating.
President Trump has called for innovative financing and public-private partnerships to be used as part of a national
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infrastructure strategy. While these financing mechanisms can help advance some projects, they either require a revenuegenerating project (e.g., airports, transit), or private ownership (e.g., railroads, toll roads), both of which are limited in the
Sacramento region. The Sacramento Metro Chamber supports financing mechanisms as a part of an infrastructure
strategy, but they will not help address deteriorating bridges, potholes, and unsafe interchanges.
We urge the federal government to:


Enact a federal infrastructure package that makes substantial funding investments for all modes of transportation.



Not penalize regions that have limited revenue-generating projects or private ownership of transportation
infrastructure in any potential infrastructure package.

4. Streamline project delivery and environmental review.
Implement the provisions of MAP-21 and the FAST Act to streamline the project delivery process to help regions and
states complete projects in a timely manner and save valuable resources. Many transportation projects are required to
undergo duplicative environmental review through the California Environmental Quality Act (CEQA) and the National
Environmental Policy Act (NEPA). The FAST Act establishes a pilot program to allow up to five states that have assumed
Federal responsibility for the NEPA review process to use their state laws and regulations to conduct environmental
reviews and approve projects. California is eligible to participate in this pilot, but it does not make sense as currently
structured due to the additional judicial review that might be triggered. Under the FAST Act, the judicial review period for
projects using the pilot would be 2 years instead of the current 150-day period applicable to federal-aid highway projects.
If Congress modified this condition, it would make the pilot more attractive to California and other states.
The federal government should also improve the project delivery process through increased flexibility on alternative
project delivery methods, and integrated planning, project development, review, permitting, and environmental processes.
The Office of Management and Budget should also ensure that regulatory rulemaking issues, by different agencies on the
same subject or those that overlap, are coordinated to ensure consistency and minimize conflicting processes and
performance measurement.
We urge the federal government to:


Ensure federal oversight is commensurate to the amount of federal funding.



Modify the judicial review requirements for the NEPA-substitution pilot program of the FAST Act (Section 330
of Title 23, U.S. Code) to be limited to 150-day review.



Provide greater regulatory flexibility that will encourage private investment in zero-emission vehicle
infrastructure.



Support advanced environmental mitigation, including streamlining regulations for those projects covered by
Habitat Conservation Plans.



Provide additional incentives and requirements for federal agencies to concurrently review projects and streamline
their review process.
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FINAL DRAFT
TRANSPORTATION
Team Leaders:

[INSERT]

Issue Contacts:

Andrew Dohrmann, T.Y. Lin International (510) 457-3043

SACRAMENTO REGION GOODS MOVEMENT
AND MOBILITY
As the goods movement crossroads Northern California, including over $2 billion in
agricultural products produced each year within the region, California’s Capital Region is a
national hub for imports and exports. Interstates 5 and 80, and Highway 50 connect
businesses and consumers, complemented by some of the busiest freight and passenger rail in
the country. A strong federal partnership on transportation infrastructure is vital to continue
our economic growth by serving people and commerce.
Request: This Metro Chamber request is to inform Members of Congress about California’s Capital
Region’s transportation needs to keep people and goods moving and to support a growing economy.
Background: California’s Capital Region’s Region’s transportation system depends heavily on major
Interstate, highway, rail and regional transportation corridors to keep people and goods moving and to
support a growing economy. The priority projects in these corridors have multi-jurisdictional support and
provide regional congestion relief, goods movement and economic development benefits. They support a
balanced transportation system that integrates land use with market trends and an overall framework that
provides connections between jurisdictions, maintains safety, and ensures a more efficient delivery of goods
and services. Below are projects and an overview of their needs:
Freight Projects
Major goods movement systems in the region include the rail system, major freeways (I-80, I-5, Hwy 50,
and SR 99), Port of West Sacramento, new interregional freight roadways, the Sacramento International
Airport, Mather Airport, Executive Airport, and McClellan Airfield. These existing facilities ensure that the
region will play an increasingly significant role in state and national goods-movement.


I-80/SR 65 Interchange Improvements Phase 1, Placer County Transportation Planning
Agency
The SR 65 corridor is the primary connection between burgeoning manufacturing and commercial
job centers of South Placer while I-80 is a pivotal link in the national and interregional truck travel
carrying $4.7 million in goods per hour. The capacity constraints of the I-80/SR 65 Interchange
impede the flow of goods on both facilities.
o Phase 1- $28 million - First phase improvements would widen the viaduct section to
eliminate mainline backups on I-80.
1
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o Phase 2 - $50 million – Phase 2 would provide a three-lane direct connector to
SR 65 to eliminate mainline backups on I-80.


US Hwy 50 Western Placerville Interchanges, $30 million, El Dorado County
The project involves improvements to the Forni Road/Placerville Drive/Hwy 50 interchange
complex and supports the regional economy and new $89 million dollar justice center through the
construction of an interchange, transit center/park and ride lot and regional bike trail.



Yolo Freight Rail Realignment – Phase I, $175 million, Yolo County/City of Davis/City
of West Sacramento/City of Woodland
The Yolo Freight Rail Realignment Project relocates segments of short-line tracks to move rail
traffic out of downtown Davis, Woodland and West Sacramento. Completion of the project will
allow removal of 19 at-grade crossings and open nearly 100 acres of infill redevelopment property
in the three cities, improve the floodwater flow capacity of the Yolo Bypass by removing the
Fremont Trestle, and increase cargo capacity and operational efficiency at the Port of West
Sacramento and within Yolo County.



South Watt Avenue/Elk Grove-Florin Road Improvement Project, $20 million,
Sacramento County
South Watt Avenue and Elk Grove-Florin Road make up one of California’s Capital Region’s most
critical north-south transportation corridors. The project will widen these two roads to four lanes
between State Highway 16 and Florin Road. The project also includes construction of landscaped
medians, bike lanes, and intersection and traffic signal upgrades. The project will increase capacity
and relieve existing traffic congestion in the corridor, improve transit and goods movement
efficiency, and enhance safety and mobility for bicycles and pedestrians.
Transit and Intercity Rail Projects

The following are examples of transit and intercity rail projects that are regional priorities and are included
in the Sacramento Area Council of Governments (SACOG) Metropolitan Transportation Plan/Sustainable
Communities Strategy (MTP/SCS) for 2036, and can be under construction in the next 4 years.


Downtown/Riverfront Streetcar, $100 Million, City of Sacramento/City of West
Sacramento/Yolo County Transportation District/Sacramento Regional Transit
District/SACOG
The proposed 3.3-mile streetcar alignment would bring electric streetcars back to the region after a
70-year hiatus and extend service across the Sacramento River from the City of West Sacramento
Civic Center to the Midtown entertainment and retail district in the City of Sacramento. The
system proposed would operate six low-floor streetcars in mixed-flow traffic at 15 minute
headways stopping at regional destinations and hotels along the route.



Capitol Corridor Third Track and Station Relocation, $308 million, Capitol Corridor
Joint Powers Authority (CCJPA)
The Capitol Corridor’s170-mile rail corridor connects the Sacramento region with the San
Francisco Bay Area and is the fastest growing and third busiest Amtrak route in the nation, while
consistently “#1” in the nation in Amtrak customer satisfaction. This project will improve rail
safety and speed between Sacramento County and Roseville (in Placer County) by constructing a
third track and signal improvements, satellite maintenance facility, and other associated
improvements, resulting in capacity increases from one to ten round trips per day between
2
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Sacramento and Roseville. By funding availability necessity, CCJPA had to break up this project into
phases.
o Phase I ($78.7M), expected to be completed in 2020, is fully funded by state funds (TIRCP $8.4M; Prop. 1A - $52M; and Prop. 1B - $18.3M). This Phase will complete the eastern
aspect of the project, to include landside improvements (train layover facility and station
improvements). Two more round trips will be available after completion of Phase I.
o Phase II ($230M - approximately), has limited funding identified at this time. Phase II
includes the remaining third track project all the way to the Sacramento Valley Station, and
will add an additional seven round trips upon completion. In addition to track work, a
parking structure in Roseville will be required. This project is being coordinated with
Caltrans to for simultaneous SR-51 widening construction efforts.


Elk Grove Multimodal Station, $26 million, City of Elk Grove
The Elk Grove Multimodal Center will provide alternative transportation options for commuters,
relieve traffic congestion on SR 99 and I-5. The Station will serve as a stop for Amtrak’s San Joaquin
passenger train service, and connect residents to the state’s planned high-speed trains.



American River Crossing, $70 million, City of Sacramento/Sacramento Regional
Transit District
In conjunction with the extension of light rail to the Sacramento Metropolitan Airport, this project
would construct a new bridge across the American River connecting the planned high-density,
mixed-use River District to existing office, commercial, and residential areas to the north. The
crossing would be for all modes of transportation, including vehicles, light rail, bikes, and
pedestrians. Draft environmental documents for the bridge crossing are funded and underway.



Bus Rapid Transit Lines, $14 million, City of Elk Grove
With the recent extension of light rail to Cosumnes River College, a bus rapid transit line is needed
along Big Horn Blvd to connect the southwest portion of Elk Grove to the regional light rail system
that ultimately services Downtown Sacramento. The project would include stations, fare vending
equipment, signal modifications and smart corridor upgrades, as well as rolling stock.



Transit System Preservation, $1.21 billion, All Regional Transit Agencies
The Sacramento Blueprint Project and MTP/SCS forecast the creation of compact urban
development supported by a robust mode split for transit ridership. To achieve this, all of the
region’s transit agencies must rehabilitate and replace aging rolling stock as well as add vehicles to
expand current routes. SACOG projects a $1.66 billion need for transit system preservation over
the next ten years, but only $450 million in available funding, leaving a $1.21 billion dollar funding
gap.



Sacramento Intermodal Transportation Facility, $135 million
Implement Phase 3 improvements to support ongoing development of the Sacramento Intermodal
Facility, which is rapidly transforming into a location of regional significant for inter-regional and
local transport operations. After completing major efforts with Phases 1 and 2 of this project,
which realigned the heavy rail tracks and renovated the historic Sacramento Valley Depot, the City
is now completing Master Planning for Phase 3, which will include improved and coordinated light
rail and streetcar access, regional and intercity bus hub operations, improved bicycle and pedestrian
access, more efficient intercity rail operations, and opportunities for a high-speed rail terminal.
3
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Roadway and Bridge Projects


Capital SouthEast Connector, $200 million, Capital SouthEast Connector Joint Powers
Authority
The Capital SouthEast Connector is a 34-mile limited-access expressway facility that connects
Interstate 5 with U.S. Highway 50 through Elk Grove (population 171,000), Rancho Cordova
(population 68,000) and El Dorado Hills (population 43,000). The Connector will relieve congestion
on I-5, Highway 50 and in the Sacramento urban core, and provide safer and more efficient access
to jobs for tens of thousands of area residents and employees. The Connector includes a Class 1
separated bike path along its entire alignment and can accommodate bus rapid transit service. The
Connector also will serve as an all-weather emergency evacuation route for a region prone to
flooding. Its construction and use will create more than 25,000 direct and indirect jobs.
Kammerer Road Extension and Widening Project: Interstate 5 to State Route 99, $36
million Needed, City of Elk Grove
This project will reconstruct approximately 2.5 miles of Kammerer Road between Lent Ranch
Parkway and Bruceville Road. It will also extend Kammerer Road for three miles as a two-lane road
from Bruceville Road to Interstate 5, including building a new grade-separation at the Western
Pacific Railroad tracks between Willard Parkway and Franklin Boulevard. This will complete a
missing connection to the Interstate system. Improvements to Kammerer Road are critical to meet
the growing population of the City of Elk Grove and the region. This project provides regional
congestion relief to freeways, improves regional transportation mobility, and enhances regional
economic prosperity. The City currently has $36 million in local funds programmed for this project
and has a $36 million funding gap.



Placer Parkway, Phase 1, $45 million, County of Placer
The Placer Parkway is an approximate 15-mile-long, high-speed transportation facility that will
connect to major north-south highways, linking existing and planned development including job
centers and two new university sites while improving access to the I-5 corridor, downtown
Sacramento, and the Sacramento International Airport.



Broadway Bridge Sacramento River Crossing, $250 million, City of West
Sacramento/City of Sacramento
This would be a new district-serving bridge crossing over the Sacramento River south of US 50 that
would link both cities and relieve congestion on I-5.



I-5/Richards Boulevard Interchange Improvements, $50 million, City of Sacramento
This reconstruction of an aged interchange would provide access to key major development areas,
promoting infill growth and economic expansion while reducing congestion on a key east-west truck
and travel corridor. The City currently has identified $15 million in funding and commenced
environmental review and alternatives analysis for the project.



Riverfront Reconnection, $40 million, City of Sacramento
This project would continue implementation of a federally funded study to provide connections
between the Sacramento Riverfront and downtown Sacramento, currently divided by Interstate 5.
This would include pedestrian and bicycle improvements to Capital Mall and O Street, a new
roadway bridge across I-5 at N Street, and the reconstruction and reconfiguration of Front Street,
Neasham Circle, and 2nd Street.
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I Street Bridge Replacement, $100 million, City of West Sacramento/City of
Sacramento
This highway bridge replacement project will include construction of a new bridge upstream of the
existing 100-year old I Street Bridge. The new bridge will cross the Sacramento River between the
Sacramento Railyards and provide a new bicycle, pedestrian, and automobile crossing, while railroad
travel will remain on the historic existing rail bridge. Current funding includes only those specific
components eligible for bride replacement eligibility; an additional $20 million in unfunded needs
remain for improved access, connections, and bicycle and pedestrian enhancements.



White Rock Road Improvement Project, $5 million, City of Rancho Cordova/
Sacramento County
White Rock Road provides parallel capacity to Hwy 50 and improvements are needed to relieve
traffic congestion within that regional corridor. This project would provide widening and
reconstruction, bike lanes, landscape medians, and upgraded intersections.



State Route 51/Capital City Corridor Improvements (Business 80, J Street – Watt)
Widen State Route 51 from J Street to east of Arden Way to extend the existing bus/carpool lanes,
construct auxiliary lanes, improve intelligent transportation system elements to address persistent
traffic congestion on the corridor. In addition, the project will construct a Class IV
bicycle/pedestrian path on the American River Bridge, and widen or replace the existing structures
within the project limits



Hwy 50/Hazel Avenue Interchange, $30 million, Sacramento County
This project will construct capacity, safety and access improvements at the Hwy 50/Hazel Avenue
interchange and the Hazel Avenue/Folsom Boulevard intersection to improve traffic flow and safety
on these three key regional connectors. This project also provides a key connection to new growth
areas south of Hwy 50, as well as the extension of Hazel Avenue that will ultimately link up with the
proposed Capital SouthEast Connector.



Hazel Avenue Improvement Project, Phase 3, $5 million, Sacramento County
Hazel Avenue is a critical north-south transportation corridor in the Sacramento Region, connecting
Hwy 50 and I-80 and providing one of the few crossings of the American River. The project
includes the widening of Hazel Avenue between Sunset Avenue and Madison Avenue from 4 to 6
lanes and complete street features including new sidewalks, bike lanes, and fully accessible transit
stops to improve level of service and relieve existing congestion in the corridor.



Interstate 5 at Metro Air Parkway Interchange, $20 million, Sacramento County
This project will construct a new interchange on I-5 at Metro Air Parkway to serve the Metro Air
Park development site. Metro Air Park is a planned commercial/office/industrial business park
located east of the Sacramento International Airport. The 1,887-acre development is anticipated to
generate up to 34,700 jobs at build-out. Portions of the roadway infrastructure planned for Metro
Air Park have already been constructed. Construction of the proposed interchange will connect the
existing Metro Air Parkway with Interstate 5 to provide a critical point of access to the
development. The proposed project will construct the overcrossing structure and the freeway on
and off-ramps to provide a full-access interchange for Metro Air Parkway. The project is shovelready and final design and right-of-way acquisition have been completed.
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Watt Avenue at Union Pacific Railroad Undercrossing Improvements, $30 million,
Sacramento County
Watt Avenue is one of the most heavily traveled transportation corridors in Sacramento County,
serving commuters, goods movement, transit, bicycles and pedestrians. The portion of Watt
Avenue north of I-80 and adjacent to McClellan Park currently carries more than 50,000 vehicles
per day and is projected to carry over 75,000 vehicles per day. Watt Avenue crosses the Union
Pacific Railroad (UPRR) main line just north of Roseville Road through an outdated underpass
structure that has substandard traffic lane widths and overhead clearance, and no accommodations
for bicycles and pedestrians. The underpass is a major barrier to bicycles and pedestrians as there
are no safe and convenient alternative crossings of the tracks in the area. The restricted traffic lane
width and overhead clearance also impact the safe and efficient movement of goods through the
corridor which is a critical route serving the businesses at McClellan Park. The continued
development of McClellan Park and the future growth of the North Watt Avenue area will only put
additional pressure on this already substandard roadway section. The proposed project will work in
partnership with the Third Track project currently in development by UPRR and Capitol Corridor.
It will provide for a new underpass structure with improved traffic lane widths, overhead clearance,
and bike lanes and sidewalks on both sides of Watt Avenue.



Washington/Andora Roadway Improvement Project, 24 million, City of Roseville
Washington Boulevard is a primary north/south arterial route that traverses Roseville and serves as
a crucial bypass route to Interstate 80 and State Route 65. Caltrans’ May 2009 Corridor System
Management Plan (CSMP) specifically identifies this project as one of the key capital projects on
parallel roads. Washington Boulevard also serves as a key route to large business centers, and
serves as a primary evacuation route for central Roseville, which contains the largest rail yard in the
western USA. This project widens Washington Boulevard from two to four lanes from Sawtell to
Pleasant Grove, including the narrow Andora undercrossing where Washington passes under the
Union Pacific railroad tracks. The project will better facilitate goods and freight movement, enhance
the economy, and increase safety.



I-80/Richards Boulevard Interchange Reconfiguration, $10.5 million, City of Davis
The City of Davis is one of the cornerstones of the region’s vitality and productivity, however the
most significant impediment to future economic development and a current safety issue is the
existing weaving section caused by the Interstate 80/Richards Blvd interchange ramps at Olive Drive.
The much-needed improvement to this interchange will facilitate the safe and efficient movement of
all travel modes through the entry corridor to the City. Improvements here will dramatically
improve access to downtown and UC Davis, which has positive implications for ease of
transportation to one of the region’s largest employers. Moreover, this critical interchange upgrade
will improve access for transit as well as provide a dramatic increase in safety and accessibility for
bicycles and pedestrians.
This project will move the on/off-ramps closer to the main line of I-80 creating more queuing
distance. It will also signalize the intersections of the on/off-ramps, which will minimize conflicts and
provide an orderly flow to the corridor eliminating the weaving area. The project will also provide a
multi-use path along the west side of Richards Boulevard which will provide for a 12’-foot multiuse
separated path for pedestrians and bicyclists connecting the end of the existing path near the
Richards tunnel to Research Park Drive south of the interchange.
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Yolo-80 Bus/Carpool Lanes and World-Class Ped/Bike Path
Construct bus/carpool lanes in both directions from the Kidwell Road in Solano County to the US
50/I-5 interchange and I-80/West El Camino interchange; remove existing Class I bike path from the
Yolo Causeway structure and construct a separate world-class ped/bike path structure adjacent to
the existing causeway structure. The purpose of the project is relieve current traffic congestion in
order to improve traffic flow, mobility, and travel time reliability, while at the same time reducing
vehicle emissions and travel costs. Additionally, the project will provide a transportation facility that
functions for all users, including bicyclists, pedestrians, local transit services, and freight.
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FINAL DRAFT
TRANSPORTATION TEAM
Team Leaders:
Issue Leads:

John Wheat, Sacramento County Department of Airports, (916) 806-5300

AVIATION FUNDING AND POLICY PRIORITIES
As the primary gateway airport to the capital of the sixth largest economy in the world, the Sacramento
International Airport plays a vital role in the economic vibrancy of the Central Valley and Northern California
region. We request congressional/agency support on the following seven actions to enable SMF to continue to grow
its economic impact:
Requested Action:
1. Modernize the federal cap on the locally set Passenger Facility Charge (PFC) program by raising it to $8.50 and
adjusting it periodically to offset the impacts of inflation
2. Make useful investments in the NextGen System and include local airport operators in all levels of the
development of NextGen to ensure greater system efficiencies
3. Fully protect the federal Airport Improvement Program (AIP) by authorizing it at $3.35 billion and ensuring funds
are not diverted for FAA operations
4. Enhance flexibility to mitigate environmental impacts at airports by streamlining National Environmental Policy
Act (NEPA) requirements and increasing opportunities to expand sustainability effort
5. Prohibit cost-shifting to airports for federal security responsibilities
6. Allocate one pair of extra-perimeter slots at Washington-Reagan National Airport to facilitate nonstop service
between SMF and the Nation Capital’s close-in airport
Background:
1. Raise the federal cap on the Passenger Facility Charge (PFC) program to $8.50
At a time when there is pressure to reduce federal spending, modernizing the PFC cap would provide airports around
the country with the locally controlled self-help they need to finance critical infrastructure projects without relying on
scarce federal funds. In June 2017, the House and Senate both approved FAA Reauthorization bills that maintained
the PFC cap at $4.50. AAAE and ACI-NA issued a joint statement expressing their displeasure that the measure failed
to raise or eliminate the PFC cap. The respective FAA Reauthorization measures never made it to the floor for a full
vote, thereby forcing Congress to approve temporary stop-gap measures.
In 1990, Congress created the locally determined PFC to help airports of all sizes meet their capital needs to finance
terminal, parking, and multimodal projects both directly and through the issuance of bonds. The PFC cap has not been
adjusted since 2000, when Congress set it at $4.50. However, rising construction costs have eroded the purchasing
power of the PFCs by about 50 percent. Modernizing the PFC to $8.50 now and indexing it for inflation would restore
its original purchasing power, providing local communities the ability to set their individual PFC user fees based on
locally determined needs for ensuring the safety and security of their airports.
Over the next five years, airports will require over $100 billion to improve infrastructure to prevent passenger delays
and congestion. Direct federal funding through the FAA’s Airport Improvement Program – which has declined 10
1
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percent in the past seven years – covers only a fraction of the total infrastructure projects required to upgrade and
maintain our world-class aviation system. Since this is a locally determined fee collected at the point of sale, PFC user
fees do not affect federal expenditures.
2. Make Useful Investments in the NextGen System
Many airports are near or beyond their design capacities, leading to high delays, reduced levels of customer service,
and significant adverse economic impacts. These airports act as bottlenecks for the entire national air transportation
system. Eliminating these bottlenecks through NextGen improvements is essential to ensure passenger and goods
shipment by air. It is critical that Congress and the FAA prioritize the rollout of NextGen programs and invite airport
operators to participate from inception to implementation of these capabilities.
-

Airports of all sizes are eager to realize the benefits of NextGen capabilities to provide safety and
environmental benefits as well as billions of dollars in efficiency savings – from large hub airports where
NextGen promises to enhance airfield and airspace capacity and efficiency at non-hub and general aviation
airports where NextGen promises to improve airspace access and reduce needs for conventional ground-based
navigational aids.

-

Airport operators should be part of the entire NextGen process from inception to implementation to ensure
appropriate consideration for operational, noise, and environmental impacts on the airports and their
surrounding communities.

-

NextGen capabilities critical for airports include Required Navigational Performance (RNP)/Area Navigation
(RNAV) flight procedures, improved surface management systems and technologies that enhance all weather
access to airports. Once implemented these procedures should be monitored and adjusted as necessary by the
FAA to ensure impacts on surrounding communities are minimized.

3. Fully protect the Federal Airport Improvement Program
The federal Airport Improvement Program (AIP) finances critical safety, security and capacity projects at large,
medium, and small airports across the country. Full federal funding for airport infrastructure projects is particularly
important at a time when airports are artificially constrained from generating more local revenue from Passenger
Facility Charges, which currently are capped at $4.50. It is important to note that the AIP program is supported
entirely by users of the aviation system and no general fund revenues are used for AIP grants.
AIP is a critical source of funding for airports of all sizes. Small airports around the country particularly rely on the
federal program to fund critical projects at their facilities such as constructing and repairing runways, taxiways and
other airfield projects. Large airports also depend on AIP funding – including discretionary funds and money
distributed through the Letter of Intent Program – to help pay for large capacity-enhancing projects.
The FAA estimates that there will be $32.5 billion in AIP-eligible projects between 2017 and 2022, or approximately
$6.5 billion per year. However, ACI-NA estimates the projects at a cost of $33.5 billion through 2019. ACI-NA
estimates that all airport related projects, including parking facilities, airport hangars and terminal commercial space
will cost $72.5 billion over the next four years. Airports and industry groups believe raising the PFC charge is an
absolute imperative.
4. Enhance flexibility to mitigate environmental impacts at airports
Aviation forecasts continue to predict robust growth for the aviation industry, increasing attention on the
environmental impacts of aircraft and airport operations. Several studies indicate that the environmental impacts
associated with predicted growth in air travel demand may offset the environmental benefits already achieved.
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Understanding these concerns, airports continue to take proactive steps to better understand and mitigate those
impacts to the natural environment and local community.
5. Prohibit cost-shifting to airports for federal security responsibilities
The Law Enforcement Officer (LEO) reimbursement program was established by Congress in 2003 to aid local
entities in support of federal airport security requirements following the 9/11 terrorist attacks. LEO was established to
pay all “reasonable, allowable and allocable costs” for state and local law enforcement officers, deputized by the TSA,
to carry out federal airport security duties. Currently over 300 airports nationwide have signed agreements with the
TSA that govern LEO reimbursements. This is a partial reimbursement, at the rate of $20 per hour. The LEO
reimbursement program does not fund airports’ law enforcement presence outside of the security zone.
The FY 2018 budget states that “while defunding the program could lead to reduced LEO support at checkpoints,
local law enforcement will still need to meet minimum security requirements and response times as set forth in the
Airport Security Program.” This amounts to an unfunded mandate.
In the face of ongoing budget constraints, the TSA and other federal agencies have attempted to shift federal
responsibilities and costs to airport operators. Exit lane staffing and local law enforcement officer reimbursement are
but two recent examples in which this has occurred.
Congress, as part of the Bipartisan Budget Act of 2013, took affirmative action and confirmed in permanent law that
exit lane staffing is the responsibility of TSA. Unfortunately, the agency now appears to be taking a creative
interpretation of the statute, which has impacted ongoing infrastructure upgrades at airports.
Congress should restore TSA funding for LEO reimbursements in FY 2018. Eliminating $45 million in federal
funding would place an unfunded mandate on airport operators. Without this funding, airport operators might be
forced to reduce other law enforcement activities to fulfill this mandate at passenger screening checkpoints, thus
reducing security in the airport’s public areas.
6. Allocate one pair of extra-perimeter slots at Washington-Reagan National Airport so that the capital of
California can be linked nonstop with the close-in airport in the Nation’s capital
At present, nonstop operations at Washington Reagan National Airport (DCA) are restricted to airports within a 1,250
nonstop mile radius of the airport. DCA is a slot-controlled airport to restrict the number of flights/seats that are
permitted to operate to/from the airport. In the early 2000s, extra perimeter slot exemptions were granted to America
West to link DCA with the carrier’s Phoenix and Las Vegas hub airports. Over the past 15 years, additional extraperimeter slot exemptions have been periodically granted to increase the ease of access to Washington’s close-in
airport from strategic airports/hubs outside the 1,250 mile perimeter. Perimeter-exempted nonstop flights now exist
between DCA and Austin (AUS), Denver (DEN), Las Vegas (LAS), Los Angeles (LAX), Phoenix (PHX), Portland
(PDX), Salt Lake City (SLC), San Francisco (SFO), San Juan (SJU) and Seattle (SEA).
In many cases, these slot exemptions have been useful in providing nonstop service between the airports servicing the
state capitals of these western states and DCA – with the notable exception of California. The strategic imperative of
creating a nonstop link between SMF and DCA is high in terms of both political and economic impact. Hawaiian
Airlines, for example as a new entrant carrier in the DCA market, could utilize a pair of extra-perimeter slots to
provide nonstop service between DCA and SMF using their brand new Airbus A321neo aircraft, as well as one-stop,
no change of plane service between DCA and Honolulu (HNL).
At present there is no provision for an additional tranche of extra-perimeter DCA slots to be granted. However, if the
political will arises in support of such an effort, the award of a pair of extra-perimeter slots to enable the launch of
nonstop DCA-SMF service should be a priority.
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SACOG Federal Advocacy Principles
Transportation

1. The Sacramento region is well positioned to be a national test bed for new technologies

and innovation. The Sacramento region reflects the political, demographic and geographic
diversity of the nation. We are an excellent testing ground for federal policy, pilot projects,
innovation and investment.

2. Our region has an excellent track record leveraging federal dollars which speaks to the

importance of local control and regional planning. SACOG and the Sacramento region’s
cities, counties and transit agencies are good federal partners. We consistently leverage
federal dollars to fund regional priority highway, streets and roads, transit, and rail projects.
The Highway Trust Fund continues to face long‐term funding challenges, but the existing
role of regions in planning and programming federal dollars works well.

3. The Sacramento region has benefited significantly from federal infrastructure

programs that must be annually appropriated by Congress – we urge lawmakers to
increase funding for these programs. In addition to the Highway Trust Fund, Congress
has recognized the need to invest annually appropriated general fund dollars in
infrastructure that provide significant return on investment.
a. The New Starts and Small Starts programs help fund transit projects that are
supplemented by local transportation dollars through Measure A in Sacramento
County. The Blue Line to Cosumnes River College was delivered on time and
under budget, and now connects a major suburban community to a major jobs
center, as well as providing connections among college campuses. The
Downtown/Riverfront Streetcar Project has been recommended for Small Starts
funding. A $100 million federal investment would leverage a $200 million project
connecting two cities, the 2nd busiest Amtrak station in California, a convention

b.

c.

d.

center, arena, baseball field, many other attractions, hundreds of restaurants a n d
shops, and thousands of jobs.
Rural and urban parts of the region have benefited from the TIGER grant program.
Live Oak received funding to improve its main street, which doubles as a state
highway, Sacramento received funding to rehabilitate its historic Amtrak station to
add space for retail and restaurants and catalyze growth in the adjacent 400‐acre
railyards development, and West Sacramento and Sacramento received funding to
develop a much‐needed bridge.
The region supports competitive grant programs led by USDOT. National
competition forces innovation and helps the best projects rise to the top. Other
key programs supported by the region include FASTLANE, Smart City Challenge,
and Autonomous Vehicle Proving Grounds. Regardless of how a one‐time
infrastructure funding proposal is structured,
The Sacramento region supports passenger rail. We have one of the best
performing rail services in the country. The Sacramento to Roseville Third Track
Project on the Union Pacific/Capitol Corridor line would provide immediate
benefits.
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4. We are a strong proponent of a national framework for data‐driven decision making

and performance measures. SACOG has advocated for nearly a decade to add data‐
driven decision making and performance measurement as part of the federal
transportation formula programs, with the goal of performance‐based funding. In the
Sacramento region, SACOG relies heavily on performance data to develop its plans, and
sees performance‐based funding as an important way to allocate scarce dollars. While
the Obama Administration completed some rules on performance, others were not
finalized prior to the new Administration, and the application of all rules will be up to the
Trump Administration. In addition to metrics on the operation of the transportation
system, more can be done to measure the long‐term economic impact of transportation
investments. USDOT is playing an important role in rulemaking, and it should build
capacity among regions by paying for some of the necessary data and technical tools to
use performance information for regional, state and national use in funding decisions.

5. Our region would benefit from reduced silos and more cooperation among federal

agencies. The Sacramento region faces regulatory challenges from the federal government
that add time and cost to transportation projects. Some of these originate from the regulations
themselves, while many issues are matters of interpretation or the timeliness of agency review.
SACOG had success working with the partnership of USDOT, HUD, and the EPA working
a. Many transportation projects are required to undergo duplicative environmental
review through the California Environmental Quality Act (CEQA) and the National
Environmental Policy Act (NEPA). The Fixing America’s Surface Transportation (FAST)
Act establishes a pilot program to allow up to five states that have assumed Federal
responsibility for the NEPA review process to use their state laws and regulations to
conduct environmental reviews and approve projects. California is eligible to
participate in this pilot, but it does not make sense as currently structured due to the
additional judicial review that might be triggered. Under the FAST Act, the judicial
review period for projects using the pilot would be 2 years instead of the current 150‐
day period. If Congress modified this condition, it would make the pilot more attractive
to California and other states.
b. SACOG has worked for many years with federal resource agencies to streamline
regulations for those projects covered by Habitat Conservation Plans. Habitat
Conservation Plans complement regional growth strategies such as the Blueprint to
plan for environmental mitigation and streamline the federal resource agencies’
permitting processes. SACOG encourages continued support for Habitat Conservation
Plans, as well as additional incentives and requirements for federal agencies to
concurrently review projects and streamline their review process.

6. There is a major difference between financing and funding - any infrastructure package

advanced by Congress should contain both. President‐elect Trump has called for innovative
financing and public‐private partnerships to be used as part of a national infrastructure
strategy. While these financing mechanisms can help advance some projects, they either
require a revenue‐generating project (e.g., airports, transit), or private ownership (e.g., railroads,
toll roads). SACOG supports financing mechanisms as a part of an infrastructure strategy, but
they will not help address deteriorating bridges, potholes, and unsafe interchanges.

Land Use
1.

The federal government should fund local and regional agricultural infrastructure.
Transportation, broadband and other critical infrastructure are important to the economics of
agriculture and improving food access and national food security. Rural roads are essential
to assist with promoting a connection between rural and urban areas of the region, and also
to help producers get their products to all markets.
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2.

Support economic development in rural communities by funding broadband connectivity.

3.

Open space conservation efforts are essential to rural communities. The Sacramento
region has been working for years on market‐based solution resource lands protections that
help protect the environment and support agriculture and rural economies. There is also a
federal role to fund innovations that enhance natural resource services, particularly habitat,
on agricultural lands. SACOG and some of its jurisdictions have also worked with federal
resource agencies to streamline regulations strategy in support of Blueprint implementation.

4.

Local, state and federal governments should work together on forestry issues. The
Sacramento region is home to vast areas of federal forest lands. Forest fires as well as forest
health greatly impact the surrounding communities and the entire region. The prevention of
catastrophic fire and work to sustain the health, diversity and productivity of private and
public forests.

5.

The Sacramento region continues to be at high flood risk and requires additional federal
investment. The Sacramento region has significantly increased its flood protection over the
past decade, but more work remains. The federal government should continue to match
local funds for improved public safety, with sensitivity to unique land uses and resource
impacts on property owners in designated floodplains.
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SACOG Advocacy Procedures
Purpose of Advocacy Procedures
These procedures ensure that the SACOG Board of Directors provides prior approval of any
position on legislation or administrative actions. They also detail the steps board members and
staff must follow before communicating a SACOG position when there is insufficient time for full
board approval.
The Role of Advocacy Principles
The state and federal advocacy principles adopted annually outline the policy issues for staff to
either actively pursue, bring to the board for consideration, or simply track and monitor. The
advocacy principles serve as the strategic plan of SACOG’s advocacy with both the legislative and
executive branches of the state and federal governments.
SACOG board members and staff will make every reasonable effort to seek board approval before
any position is communicated as a SACOG position. In addition, staff will utilize email to keep
Government Relations & Public Affairs Committee members updated on pending issues of interest
to SACOG. However, because time constraints may arise which may make board approval
impossible, the following “normal” and “urgency” procedures shall be followed by board members
and staff:
Issues Covered by Advocacy Principles
 Positions on Legislation/Administrative Actions With Board Approval (Normal)
SACOG board members and staff may communicate a position consistent with the boardapproved advocacy principles after seeking approval from the Board of Directors at a
regularly scheduled meeting.


Positions on Legislation/Administrative Actions Without Board Approval (Urgency)
SACOG board members and staff may communicate a position on specific legislation or
administrative actions that have not been approved by the board: 1) if they are consistent with
the board-approved advocacy principles; 2) staff reasonably believes that time does not
permit board approval; and 3) the issue is critical to the well-being of SACOG or its member
jurisdictions. As soon as reasonably possible, the executive director shall email the full board
to inform them of the staff action.

Issues Not Covered by Advocacy Principles
 New Policy Issues (Normal)
When policy issues outside of the scope of the advocacy principles arise, the executive director
or board members may bring these to the Government Relations & Public Affairs Committee
and then to the board for approval to amend the advocacy principles. Specific legislation or
administrative actions may also be brought forward for consideration in tandem. After the board
acts, the procedures above apply.


Legislation Without Board Approval (Urgency)
SACOG board members and staff may communicate a position on legislation or administrative
actions outside the advocacy principles: 1) if staff reasonably believes that time does not permit
board approval, 2) the issue is critical to the well-being of SACOG or its member jurisdictions,
and
3) the executive director secures approval from the board chair and the chair of the
Government Relations & Public Affairs Committee. If the committee chair cannot be reached,
the executive director must secure approval from the vice chair. As soon as reasonably
possible, the executive director shall email the full board to inform them of staff action.
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