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Chapter 1:
The Promise and Peril of 2040
The Sacramento region needs to be bold and intentional in
its planning to ensure success in a rapidly arriving future.
The year is 2040. Since 2020, the Sacramento region has grown by a quarter, boosting its population to three
million. The additional 620,000 residents have largely found homes and opportunity in the developed
footprint that has defined the region for the last 20 years. Local government leaders, in close partnership with
the business and development communities, have doubled down on revitalizing existing communities,
investing in postwar suburbs and once rundown commercial corridors. At the same time, they have made
concerted efforts to protect the region’s agricultural economy and natural resources, increase density in our
urban cores, and bring new life to rural towns by rehabilitating historic downtowns.
Generation Zs who started their working lives in some of the new, affordable mini-apartments that became
the rage of Sacramento’s midtown have now found more space to raise families in the suburbs that ring the
region’s urban core. In doing so, they brought their appreciation of more compact and connected living with
them.
Local governments anticipated their arrival and investments in the 2020s have paid off. What had once been
under-used office parking lots and strip malls in places like Rancho Cordova and Woodland now host mid-rise
apartment buildings and other missing middle housing types like fourplexes, with shared amenities that
promote connections and make it easier for multiple generations to live close to one another. Additionally,
start-ups and small business are attracted to new flexible spaces offered in the ground floors of office and
apartment buildings in walkable and mixed-use communities like downtown Roseville.
These options have flourished in response to the region’s changing demographics. Compared to 2019, the
region has 253,000 more over-65-year-olds, and within that group, 210,000 more over-75-year-olds.
Generally, the majority are working longer and want to age in place in their own homes and communities.
Local governments have responded by focusing on walkability and adding on-demand, accessible shuttles to
help older adults stay active, avoid social isolation, and connect to community resources. These communities
have also created places for people with disabilities to live, work, and play.
Housing for seniors has been reimagined, primarily by not thinking of it as housing only for seniors. One of the
most notable of these reimaginings is the Sunrise Renaissance, a national award-winning repurposing of the
Sunrise Mall. Built in the 1970s, the mall came on hard times in the early 2000s as online retail boomed and
more attractive modern malls opened nearby. The City of Citrus Heights, in response to the mall’s inevitable
decline, responded by working with property owners to turn the site into a new downtown with townhouses
and apartments of various sizes, entertainment, office space, and more modern retail. The move worked and
the area has attracted young families, seniors, and singles who love its eclectic mix of local retailers, the
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extreme mini-golf park, and the driverless electric shuttle that connects the mixed residential and retail areas
with recreational features and community gardens.
Our region’s collective commitment to a more compact development pattern has mostly spared increasingly
vital agricultural and forest lands, concentrated in the rural parts of our six counties, which drive an important
portion of the region’s thriving economy. Smart investments and partnerships between UC Davis and farming
communities have taken advantage of the region’s agricultural assets to improve an already thriving food
export model. Our agricultural transportation network not only helps to feed our region’s residents and
communities throughout California but also connects the region’s vast farming lands to ports in West
Sacramento and Stockton where high value products are shipped to all parts of a world that increasingly
values the safe, reliable, high-quality food that is produced in California.
These exports are one of the key ingredients that have helped the region hold onto its identity as a safe and
pleasant place to live while at the same time taking advantage of its central location in the Northern California
Mega Region that encompasses the Bay Area and stretches east to the world-famous year-round playgrounds
of Lake Tahoe and the High Sierra.
Comfortable and speedy trains connect the region to the Bay Area and to the fast-growing valley cities to the
south. These connections have taken thousands of vehicles off the roads and transformed the old joke about
Sacramento (“Only two hours from San Francisco — four with traffic”) into “Only 90 minutes to San Francisco
— 60 if you take the train.” The improved transportation connection between the Sacramento and Bay Area
regions have helped convince many tech companies to co-locate offices in both areas.
Smart and innovative leadership has helped the region escape the fate of other turn of the century economic
peers, mid-size cities that were slow to adapt to post-global financial crisis changes and lacked some of the
region’s advantages — California’s allure, a desirable climate, ready access to local food and agriculture, and a
stable, highly-skilled, concentration of workers. Strong connections between the region’s acclaimed
universities (the lower cost of living compared to the high rents in the Bay Area and Los Angeles have
attracted top students, increasing the international appeal of UC Davis, Sacramento State, and a collection of
top-notch community colleges) and the region’s agricultural and high-tech industries have boosted highpaying jobs.
Having understood that the regional economy could not fully thrive without expanding opportunities for all
sectors of society, regional leaders have prioritized equity in their transportation and educational investments,
making it easier for all people to access training, jobs, and opportunity.
But the region is not all hustle and bustle. We’re known nationally as a thriving mid-size metropolitan region
that offers a pleasant lifestyle compared to its faster paced and more crowded coastal neighbors. High-tech
innovations in the agricultural sector have boosted productive value and allowed towns like Marysville and
Isleton to focus on their natural assets, historical significance, and charm. Such gems within the Mega Region
have become increasingly valued by residents and tourists alike. Local and Bay Area residents flock to the
locally owned restaurants and boutiques that have breathed new life into restored and strengthened historic
buildings that also host small businesses that have flourished due to the region’s embrace of entrepreneurs.
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These rural towns have thrived by defining themselves as distinct from the region’s crescent of developed
communities that stretches from West Sacramento to Lincoln. They have attracted increasing numbers of
remote workers who have taken advantage of improved telecommuting options and more flexible employer
policies to seek a strong sense of community and additional elbow room.
Whether the appeal is better access to nature and recreation, or refuge from crowds and traffic, these smalltown residents appreciate and defend the farmland, forests, and parks that still make up the clear majority,
more than three-quarters, of the region’s land. A network of trails connects the region, making nature
accessible for all residents, helping provide safe paths for children to get to school, and supporting the
agritourism sector that has boosted the profile of rural counties such as Yuba and Sutter.
These rural communities are served by a well-maintained road network after far-sighted communities made
innovative use of transportation funds. Yuba County led the way when it worked to fix state regulations so
that it could advance SB 1 funds to repair 15 percent of its entire road network in just the summer of 2019,
saving its residents $4 million in the process. Using this model and other innovative ways to stretch
transportation dollars have paid dividends and rural and suburban communities alike have started to make
headway on what once seemed insurmountable backlogs of maintenance and reconstruction needs
The new I Street Bridge, long a landmark gateway between the cities of West Sacramento and Sacramento, is
a soaring architectural icon used by drivers, cyclists, and pedestrians traveling between the compact, chic
riverside city of West Sacramento and the bustling, entertainment rich downtown Sacramento. The bridge is
just one of the highlights of a transportation network that provides plenty of choices for people looking to
move about around the region. Self-driving shared cars and clean, electric express buses zip along the region’s
interstates and arterial roadways providing fast, stress-free travel for commuters, sports fans heading to catch
a ballgame at Sutter Health Park or attend an event at the Golden 1 Center, or travelers catching a flight out of
Sacramento International Airport.
Micro-mobility options like bike- and scooter-share and fully autonomous shuttles have flourished, making it
easy for people to connect to transit, make a quick trip to the store, or meet friends for a night out. Modern
light rail trains and on-demand microtransit shuttles offering a quiet, reliable, and productive trip to work have
become the commute option of choice for many residents. Our light rail network, as well as the express lanes
on the I-80 and State Route 99 payways (that term replaced freeways in the 2030s), have become the
backbones of a transportation network that absorbed 20 years of population growth without the massive
expense of adding new lanes while at the same time preventing unchecked growth in congestion.
Innovative and cost-effective investments have been increasingly necessary since the early 2020s, as the
decline in gas tax revenues became steeper. As the transportation fleet became much more fuel efficient,
driven largely by the widespread adoption of electric vehicles, gas tax revenues fell off a cliff.
The Sacramento region, in partnership with other mid-size metropolitan regions, had prepared well for this
moment. By having already done pilot tests of variable road pricing as an option for transitioning away from
the gas tax, we were able to lead the way in creating a sustainable and flexible funding source for
transportation based on mileage-fees rather than fuel purchases. This new system would finally raise enough
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revenue to start to make headways on decades worth of deferred maintenance and rehabilitation of our
transportation infrastructure.
At the same time, the price signals sent by mileage fees and tolls that change in response to real-time traffic
conditions resulted in less rush-hour congestion. The Sacramento region became known as a calm traffic oasis
compared to bigger metropolitan areas in other parts of the country that were slower to adapt their
transportation systems.
The additional revenue generated by an innovative roadway pricing system has been invested back into the
transportation network wisely — maintaining and upgrading farm-to-market routes and existing roads and
transit networks rather than an endless cycle of paving new roads and stretching transit services to serve
constantly expanding suburbs and worsening traffic.
Drivers and transit riders alike loved the results and their happiness carried over to civic leaders. The City of
Woodland even marked the completion of its ambitious maintenance program by adopting a city motto seven
years ago: “Pothole Free Since ‘33.”

Our optimistic vision is not risk-free.
The above scenario of the region’s future is of course an optimistic one but it is not a fantasy. Take away some
of the whimsical touches and it can be read as the outcome of implementing the priorities recommended in
the following plan.
But nor is it a given. It is not the likely outcome of the growth path we are on now, which is why this plan is
built around goals that demand change and bold action from partners throughout the region. These goals are:
•

Build vibrant places for today’s and tomorrow’s residents.

•

Modernize the way we pay for transportation infrastructure.

•

Foster the next generation of mobility solutions.

•

Build and maintain a safe, reliable, and multimodal transportation system.

The risks of not proactively taking bold steps to prepare for the dramatic changes we expect in transportation
over the next 20 years are dire. Those risks include:
•

Sprawl and its side effects: congestion, longer travel times, increased freight costs, and worse health.

•

An economy that lags our peers because our stagnating cities fail to attract talented workers and we
have not managed to connect existing workers to training and new opportunity.

•

A region split between denser areas well served by a high-tech, electric fleet and rural and
disadvantaged areas relying on 30-year old internal combustion technology.

•

Crumbling transportation infrastructure because we failed to develop a sustainable way to pay for it.

•

An economy, land use pattern, and transportation system that leaves vulnerable populations behind.

•

Our economy hollows out and the people leave because we lost our competitive advantage.

THINK OF THE PLAN THAT FOLLOWS AS A ROAD MAP TO A BRIGHTER FUTURE .
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Chapter 2:
What is the MTP/SCS?
A transportation and land use strategy to support an
economically prosperous region
The 2020 MTP/SCS lays out a transportation investment and land use strategy to support a prosperous region,
with access to jobs and economic opportunity, transportation options, and affordable housing that works for
all residents. The plan also lays out a path for improving our air quality, preserving open space and natural
resources, and helping California achieve its goal to reduce greenhouse gas emissions that contribute to
climate change. SACOG is responsible for updating and maintaining the MTP/SCS regularly.

Who is SACOG?
SACOG is where local government leaders in the Sacramento region come together to advance the goals of
economic prosperity, connected communities, and vibrant places. SACOG works with its 28 member cities and
counties to solve challenges that are too big for any one jurisdiction to solve on its own. A staff of 60 is guided
by a board of elected officials from each city and county. SACOG plays a central role in transportation
infrastructure planning and funding assistance for cities, counties, transit operators, and other entities
responsible for providing for the travel needs of the region’s residents.
As the only public agency with members from every jurisdiction in the region, SACOG also serves as a forum
for the study, planning, and resolution of other issues facing local governments in a wide variety of topics from
protecting our agricultural and natural resources, challenges related to flooding and wildfires, airport
planning, and housing affordability. We also help our member agencies and partners find efficiencies by
sharing resources for such things as joint procurements of fuel to keep vehicle fleets running, purchasing
software that helps transit operators efficiently manage bus and light rail service, and operating an aerial
imagery cooperative.
SACOG is designated by the federal government as the Metropolitan Planning Organization (MPO) for the
Sacramento region, which requires SACOG to maintain a regional transportation plan that must be updated
every four years in coordination with each local government. Placer and El Dorado counties are unique in this
arrangement in that they each have their own state designation as Regional Transportation Planning Agencies
(RTPAs) that are responsible for developing their own transportation plans. SACOG is the RTPA for
Sacramento, Sutter, Yolo, and Yuba counties. SACOG works in coordination with the Placer County
Transportation Planning Agency and the El Dorado County Transportation Commission to ensure consistency
between these two county-specific plans and the broader region-wide plan.
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Figure 2.1. SACOG Planning Area
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The MTP/SCS must address state and federal requirements
The MTP/SCS is required to be a 20-year multimodal transportation plan that is financially feasible, achieves
health standards for clean air, and addresses statewide climate goals. Key requirements of the plan are listed
below. A fuller description of the plan requirements can be found in Appendix L: Plan Requirements and
Regulatory Framework.
The MTP/SCS can’t ignore the real-world financial constraints facing investments in transportation
infrastructure. The region cannot afford to build and maintain all the transportation infrastructure and
services we may want. We must be strategic in the choices we make to expand the transportation system so
that we’re not saddling future generations with even larger funding shortfalls than we’re experiencing today.
The revenues assumed in this plan are a reasonable estimate of what the region is likely to capture from
existing federal, state, and local sources of transportation funding. Any new sources of funding are supported
by near-term strategies aimed at making this new money a reality.

Provides a general idea of future land use patterns. Our region is growing and changing. How and where
this growth occurs over the next two decades is critical to the success of our economy, to our quality of life,
and for the environment. The MTP/SCS land-use forecast identifies the general location of different types of
land uses, residential densities, employment intensities, and natural resource areas. Knowing what shape our
future land-use pattern will take is critical to planning for future transportation needs, improving our air
quality, and meeting our climate change goals.

Meets air quality health standards. Today, air quality in the Sacramento region does not meet federal
health standards for harmful elements associated with increased risks of asthma and other health conditions.
Much of this problem is related to emissions generated by cars, trucks, and freight vehicles. Under the federal
Clean Air Act, our region must demonstrate a steady improvement in air quality for the region to continue to
receive federal transportation funding assistance.

Reduces greenhouse gas emissions from passenger vehicles. Passenger vehicles account for roughly 30
percent of greenhouse gas emissions in California. Under a state law, Senate Bill 375 (SB 375), MPOs like
SACOG are responsible for conducting land use and transportation planning in a way that reduces greenhouse
gases from cars and light duty trucks. Under SB 375, the California Air Resources Board (CARB) is responsible
for issuing greenhouse gas targets to MPOs that aim to reduce vehicle emissions, consistent with state climate
goals, by 2035 as compared to a 2005 baseline. For the 2020 MTP/SCS, CARB assigned SACOG a target of 19
percent per capita greenhouse gas reduction.

Does not discriminate. It is important that this plan does not discriminate or deny equal access to plan
benefits to anyone based on race, national origin, citizenship status, ethnic group identification, religion, age,
sex, sexual orientation, color, or disability. Furthermore, the plan needs to avoid, minimize, or mitigate
disproportionate impacts on communities of color or low-income populations and ensure fair public
participation opportunities for all.

Consults the public and stakeholders. Public participation is a critical part of creating a plan that works for
all residents of the Sacramento region. In addition, federal and state laws require that development of this
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regional transportation plan allows for public participation and engagement with elected officials. Appendix O:
Public Participation Plan describes how SACOG includes the public in the development of the MTP/SCS and
other work.

Is consistent with other long-range transportation plans. The MTP/SCS maintains consistency with other
planning documents such as the long-range plans for the Bay Area, San Joaquin, Tahoe Basin, and counties to
the north, local transit plans, air quality plans, airport plans, and Caltrans’ California Transportation Plan.
Consistency with these plans is important to avoid conflicting policies or investments and ensure a common
understanding of future priorities.

Achieves state housing goals. The MTP/SCS must plan for enough housing to meet the needs of the region
over the 20 years the plan covers. Additionally, state law requires that we consider state housing goals and
identify areas within the region sufficient to meet the regional housing needs allocation (RHNA) for the next
eight years (2021-2029). The RHNA is the state-mandated process to identify the total number of housing
units (by affordability level) that every city and county must accommodate in Housing Elements.

Consults with other agencies. While SACOG is responsible for developing and maintaining the MTP/SCS,
conducting transportation planning must be a collaborative process, as many different entities have
responsibility for providing for the mobility needs of our region’s residents. SACOG developed this plan in
consultation with federal, state, and local agencies, transportation providers throughout the region, facility
operators such as airports, transit operators, Native American Tribal Governments, environmental resource
agencies, air districts, pedestrian and bicycle representatives, and other MPOs. The Sacramento region also
contains a significant portion of Sacramento-San Joaquin River Delta. The delta is a critical resource for both
water supply and wildlife. To ensure the long-term health of the delta ecosystem, under the Delta Reform Act,
SACOG coordinates with the Delta Stewardship Council to consider and avoid negative impacts to the delta
that would jeopardize this valuable resource. Appendix G: Outreach and Communication describes the
consultation and collaboration efforts that informed this plan.
BUILDING BLOCK: THE MTP/SCS AND THE CALIFORNIA TRANSPORTATION PLAN
Caltrans’ state-level transportation blueprint, the California Transportation Plan (CTP), articulates the state’s
vision for an integrated, multimodal transportation system that complements regional transportation plans and
land use visions. This plan helps guide the planning and implementation of a low-carbon transportation system
that fosters economic vitality, protects the environment and natural resources, and promotes health and wellbeing equitably for all Californians. The CTP and our regional MTP/SCS both focus on meeting current and
emerging trends and challenges affecting transportation, including economic and job growth, air quality and
climate impacts, aging infrastructure, new technologies, freight movement, transportation funding, and public
health. Caltrans and our region share many of the same goals and have a consistent vision for the future.
Working together with local, regional, state, and federal partners will be critical for achieving these shared goals.
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BUILDING BLOCK: PERFORMANCE-BASED PLANNING AND STATEWIDE TARGETS
Transportation agencies rely on both monitored and forecasted data to support planning and investment
decisions. In 2012, federal government enacted the Moving Ahead for Progress in the 21st Century Act (MAP21), which placed increased emphasis on performance-based planning for both state and regional governments.
The federal requirements hold state departments of transportation (e.g., Caltrans) and MPOs accountable for
setting performance targets that will ensure transportation dollars are being used effectively and efficiently.
Caltrans is required to set and report on progress towards three sets of annual performance measurement
targets:
•
Safety Performance Management (PM1): Fatalities and Injuries
•
Pavement and Bridge Condition Performance Management (PM2): Infrastructure Conditions
•
System Performance Management (PM3): Freight movement, congestion, and reliability
Since this federal process started in 2018, SACOG has supported all of Caltrans statewide targets for all three sets
of performance metrics.
Safety Performance Management (PM1: Fatalities and Injuries)
As our economy recovers and vehicle travel increases, more people are likely to be seriously injured or killed in
vehicle collisions. To help address recently observed and projected growth in fatal collisions, SACOG supports the
state’s Strategic Highway Safety Plan goal of reaching zero fatalities on the transportation network by 2050. The
MTP/SCS includes nearly $3 billion in projects specifically aimed at addressing safety issues. However, safety is
an essential component of planning, building, and maintaining any transportation investment. Chapters three
and four highlight some of the ways safety is an integral part of transportation planning and policy at SACOG.
Pavement and Bridge Condition Performance Management (PM2: Infrastructure Conditions)
Nobody likes potholes. But are we making progress fixing them? Caltrans National Highway System data for 2015
and 2016 show that Caltrans made some progress on improving highway conditions in the Sacramento region.
Our local roads are more of a mixed story. While some cities and counties have made limited progress, largely
with the help of new funding from California’s Senate Bill 1, our 10-year needs continue to outpace our ability to
pay for them. With nearly $870 million a year in needs over the next decade, current sources of revenue cover
roughly half our total maintenance need. This plan dedicates about 30 percent, or $11.6 billion, of the
expenditures in the plan to maintaining and rehabilitating the nearly 30,000 lane miles of roads and highways in
the region. Some of this funding doesn’t exist today and will depend on future solutions including local option
sales taxes, introducing the region’s first tolled expressways, or other funding options. This plan also calls on the
region to lead the state in changing the way we raise money for transportation by replacing fuel taxes that are
becoming obsolete due to reduced gasoline consumption and more fuel-efficient vehicles, with per-mile fees
that better reflect usage of the transportation system.
System Performance Management (PM3: Freight, emissions and reliability)
Ensuring that our transportation system operates smoothly and reliably is important for the economy and our air
quality. Both commuters and freight companies depend on our region’s state and local road network to support
our regional economy, and the performance of that system can have major implications for the air we all breath.
As we cannot afford to build our way out of congestion, all the plan’s $35 billion in transportation investments
must work together to improve the overall efficiency and reliability of our systems. This is accomplished by
providing residents with more opportunities to avoid single-occupancy vehicle trips, improving the safety and
operations of our roads to reduce avoidable traffic incidents that lead to congestion, strategically adding capacity
where traffic bottlenecks form, and by coordinating how communities develop. By taking a multimodal and
coordinated approach in planning our transportation system, the plan accommodates nearly a quarter more
people while reducing the amount of time, on average, people spend in congestion, reducing harmful air
emissions, and facilitating more bike, walk, and transit trips.
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Chapter 3:
The Sacramento region in the year 2040
What is the future we’re planning for? People, places, and
travel in the year 2040
PEOPLE
The region’s economy and population will continue to grow.
By 2040, we estimate the Sacramento region will have added 620,000 people, as well as the jobs and housing
to support them. This growth will come on top of what has been strong growth for the past 20 years,
exceeding both California and the rest of the nation. Indeed, between 2000 and 2017 only the San Joaquin
Valley could match the Sacramento region’s population growth rate within the state.
Our region also has above-average worker productivity and higher middle-class earnings than other large
metropolitan regions in the nation, which has helped fuel pronounced development over the past few
decades.
TABLE 3.1. PEOPLE, JOBS, AND HOUSING: TOTALS AND GROWTH
2020 MTP/SCS (Forecast Period 2016-2040)
Year

Employees

Population

Households

Housing Units

2016

1,060,751

2,376,311

881,799

921,123

2035

1,279,016

2,903,090

1,100,474

1,144,694

2040

1,330,813

2,996,832

1,136,599

1,181,251

Our region’s projected housing and employment growth reflects changes in the economy and how we grow
after the Great Recession. Our region is expected to continue to grow jobs at a faster rate than the state and
national averages. However, our growth will look different than what we’ve experienced historically. Like the
rest of the nation, it will be a little slower in response to slowing demographic trends. And it will need to be
more reflective of the region’s increasing demographic diversity to keep our economic competitiveness.
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FIGURE 3.1. REGIONAL, STATE, AND NATIONAL GROWTH
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Our population will be older than in 2020.
Our region’s population is getting older, along with the rest of the nation. By 2040, 22 percent of the region’s
population will be over 65. That’s 253,000 more over-65-year-olds than today. The aging of our population
has implications for demands for transportation, housing, community amenities, as well as the region’s
economic prosperity. Generally, most seniors are working longer and want to age in place in their own homes
and communities. However, transportation choices and needs change for older adults. Safe and accessible
transportation options and services are key to older adults remaining active, avoiding social isolation, and
accessing recreation activities, medical care, shopping, and services. Costs are rising for many transportation
services, challenges continue in serving suburban and rural areas, and there is growing need for same-day ondemand transportation. As a result, public transit and community transportation providers are exploring and
expanding delivery models beyond traditional paratransit and supplementary services to increase the mobility
options for older adults and those with disabilities.

We will continue to become more ethnically and racially diverse.
Our region is one of the most diverse in the nation in terms of race and ethnicity. Today, about 45 percent of
our regional population is people of color, and these communities are disproportionately represented in the
households that do not earn enough to cover their basic household expenses, including housing,
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transportation, and child care. Almost half (47 percent) of black families and 42 percent of Hispanic families
meet this definition, compared to one-third of all families in the region.
By 2040, people of color will have risen to 51 percent of the population, with most of that growth coming
among people who are multiracial (two or more non-Hispanic races) and Hispanic (any race). The multiracial
share of the population will grow 60 percent by 2040 (from 4.2 percent in 2016 to 6.7 percent in 2040), and
the Hispanic share of the population will grow 14 percent (from 21.7 percent to 24.7 percent).
Chapter 4 includes policies and implementing actions to support access to job training and education, through
supportive infrastructure and transportation programs.

This older, more diverse population will have different housing needs and
desires than today’s population.
Our current housing mix includes mostly single-family, large-lot homes (single-family houses at a density
between one and eight homes per acre) and is not meeting consumer demand for multifamily housing,
“missing middle” homes and smaller homes on smaller lots. The coming demographic changes will only
increase this imbalance unless the region adapts to the change in demand. Already there are signs that this is
happening, from the popularity of new “micro” apartments in midtown Sacramento, to very small lot single
family developments like Rocklin Trails in Rocklin, to the new subdivisions under construction today that offer
accessory dwelling unit options.
Housing permit data from local building departments shows the increased demand for denser housing. In
2017 and 2018, small-lot, single family permits returned to pre-Great Recession levels and multifamily housing
permits are now at their highest level of the 21st century.
BUILDING BLOCK: Environmental Justice
Environmental Justice (EJ) communities are areas that have concentrated populations of one or more of the
following criteria: low-income, communities of color, high pollution burden, or other vulnerable communities
such as single-parent households, low educational attainment, linguistic isolation, disabled, burdened by
excessive housing costs, or senior populations greater than 75 years old. The definition of EJ does not include the
entire population of low-income, non-white, high pollution burdened, or vulnerable households in our region. It
is the best framework we have based on available data and is a good foundation for future equity work in our
region. As noted throughout this document and supported through the policies, it is critical to our future
economy that we address the inequities that EJ communities face. Through the transportation lens, it is
important to understand that, on average, residents living in EJ communities walk, bike, and take transit at a
higher rate than the rest of the population. How well the existing and future infrastructure supports the
transportation needs of these communities is a significant factor in their ability to access jobs, schools, services,
as well as impacting their overall health and quality of life.
SACOG is required by law to conduct an environmental justice and Title VI analysis as part of the MTP/SCS, to
determine whether the MTP/SCS benefits low-income and communities of color equitably, whether the planned
transportation investments have any disproportionate negative effects on EJ populations in the SACOG region,
and whether the plan has disparate impacts on the basis of race, color, or national origin. Appendix H seeks to
not only fulfill SACOG’s legal requirements, but also to understand and compare the benefits and effects of the
MTP/SCS for these communities.
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FIGURE 3.2. ENVIRONMENTAL JUSTICE AREAS
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The region will have more jobs, more diversity of industries, and less reliance
on the government sector.
This plan projects 270,000 new jobs by 2040. The 2018 Brookings Institute market assessment notes that
strategies and policies that support innovation, workforce and job growth in tradable sectors (jobs that sell
products or services outside the region and thus bring new wealth into the region) could strengthen our
economy and add additional quality jobs that pay above-average wages. It suggests there are opportunities to
accomplish this in the food manufacturing, life sciences, and mobility innovations sectors. The government
sector will remain the main employer, but its share of jobs will decline.
Although our region has a strong starting point for economic prosperity and productivity, the Brookings
assessment points to challenges the region faces: rapid technological transformation; further global
integration; environmental and demographic change; and leadership. These challenges make it essential to
promote equitable opportunity to continue our economic prosperity. As stated previously, like many other
metro areas, more than one-third of residents in the Sacramento region struggle to make ends meet. The
share of struggling families is disproportionately concentrated in communities of color and those with lower
levels of education. The market assessment notes that a region cannot be economically prosperous if it fails to
provide access to growth and opportunity for all.
Furthermore, how and where we grow — the location and shape of employment centers, housing,
neighborhoods, and transportation infrastructure — plays an integral role in achieving a prosperous economy.
Chapter 4 identifies policies and implementing actions for how development and transportation can support a
prosperous future.
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BUILDING BLOCK: PROSPERITY PLAN
In 2018, the Greater Sacramento Economic Council, Sacramento Metropolitan Chamber of Commerce, Valley
Vision, and SACOG formed the Regional Prosperity Partnership to engage the nationally recognized Brookings
Institute Metropolitan Policy Program to conduct a market assessment of the region. The findings show that the
region can take advantage of changing market, technology, and demographic trends for broad-based economic
growth, but to do so must focus on the core drivers and enablers of regional competitiveness and prosperity. In
response, the Regional Prosperity Partnership is developing the Prosperity Strategy, a strategic framework to
champion a pathway for inclusive economic prosperity.
The Prosperity Strategy translates the long-range vision of this plan into near-term steps to advance regional
economic growth, prosperity, and inclusion. The strategy recognizes that maintaining the economic recovery
we’ve experience since the end of the Great Recession will take a renewed focus on the key factors of regional
competitiveness, and a shared commitment for targeted, near-term action that responds to the strengths,
weaknesses, and vulnerabilities identified in recent regional assessments. To orient around near-term action, the
Prosperity Strategy will prioritize near term implementation actions in three market drivers (tradable sectors,
innovation, and human capital), and two supporting systems (transportation infrastructure and regional
governance).

PLACES
The region will have to develop more compactly over the next 20 years.
In order to improve our economy and quality of life, the region needs to develop land more efficiently in the
next 20 years compared to the way it developed over the last 60 years. More compact development will help
keep agricultural land in production to power our agricultural and food industries; protect our communities
from worsening air pollution; conserve water; efficiently deliver public and transportation services; and make
it more reliable and affordable for people to get to their daily destinations.
No matter how much money we spend on transportation infrastructure, it will neither reduce congestion nor
make travel more reliable in the long run, without a more compact development pattern.
We are required to look at the both the transportation and land use impacts of the forecasted new jobs,
homes and people. While the region has adequate room to grow in proposed and adopted local land use plans
for the growth we project over the next 20 years, it far exceeds the amount required. Using those local plans
as a base, this plan lays out a strategy for coordinating and phasing land development with transportation
projects that accommodate growth and enhance quality of life. The results of that coordination will be
significant. By 2040 there will be:
•

500,000 more people living close to major job centers compared to today.

•

18 acres of farmland developed for every 1,000 new residents, compared to historic conversion rates
of 242 acres for every 1,000 new residents.

•

490,000 homes and 658,000 jobs close to high-frequency transit service.

•

Less traffic congestion per capita even as the region grows by 620,000 more people.
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TRAVEL
People will have better access to jobs, make shorter trips, and more options
to avoid heavy congestion.
An increased emphasis on compact development and better coordination of that development with
transportation projects show significant benefits for travel in 2040. An extra 109,500 jobs are forecast to be
within a 30-minute drive of people’s homes, an increase of 29 percent. And the extra 17,500 jobs forecast to
be within a 30-minute transit trip from people’s homes is an increase of more than 350 percent. These
improvements help to lower the average daily vehicle miles workers will travel from 18 in 2016 to 16.1 in
2040.
That 1.9 mile reduction may not sound significant, but when you multiply that impact by 1.33 million total
workers in 2040, and consider that it is within the context of 620,000 more people in the region, the roughly
10 percent reduction in commute distance makes a real difference in people’s lives by contributing to a per
capita reduction in greenhouse gases emitted by weekday drivers of 19 percent below 2005 levels. That 19
percent reduction comes because of the policies outlined in this plan; if we were to proceed on our current
trajectory, we would not meet that state mandated goal.
The plan also forecasts a reduction in daily vehicle miles traveled per capita in heavy congestion, from 1.56 in
2016 to 1.53. As a useful rule of thumb, “heavy congestion” means when average speeds drop by 60 percent
or more on a roadway, which you can think of as below 35 mph on a freeway or 20 mph on a local street. This
change is notable, not because of the slight reduction in the congestion drivers experience on an average day,
but because that minor reduction is happening at the same time the region is growing by 620,000 people.
Meeting the needs of a population nearly 25 percent larger than we have today, while maintaining and even
reducing the amount of congestion on our roadways is an important indicator of the region’s success.
It is also worth bearing in mind that any one driver’s experience of congestion is just that, a moment in time in
one location. So if, for example, somebody chooses to live in El Dorado Hills and work in downtown
Sacramento starting at 9am, they may not find much comfort in knowing that regionwide, congestion will no
longer be growing faster than the region’s population. But the growth planned for in non-downtown
employment centers, such as Folsom and Roseville, the increase in infill development, and the increase in
transportation options that work for commuters including express buses or paid express lanes, will mean
many more opportunities in the future to live closer to where you want to work and play and make travel
quicker and easier.

The region will have a safer transportation system that’s in better shape.
Over the last 10 years, an average of 218 people died in collisions on our region’s roads and highways. In 2016,
285 people died, the highest number of recorded deaths in our region for the last 10 years and a 21 percent
increase from the prior year. The region’s 2016 collision fatality rate of 1.3 fatalities per 100 million vehicle
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miles traveled marked a return to record highs not seen since 2007. This is higher than the 2016 statewide
average of 1.1 fatalities per 100 million vehicle miles traveled.
We need to do better. Safety is an issue in urban, suburban, and rural areas of the region and for all travelers –
drivers, passengers, bicyclists, and pedestrians. Safety concerns on roadways largely center on intersection
crashes and run-off-the-road collisions, but also include narrow shoulders; roadside obstacles; short, tight
ramps; and poor lighting and signage. In rural areas, shoulders and guardrails are often lacking along many
high-collision locations.
Road safety is a major public health risk, but even minor incidents can affect the reliability of our
transportation system. Up to 50 percent of traffic congestion on roadways is due to incidents including
collisions, weather, spilled loads, and stalled vehicles. Although crashes are typically less severe on congested
roadways, even a small incident can quickly lead to a large amount of traffic delay.
The solutions to increasing the safety of rural roads must be sensitive to community preferences and the type
of travel the road sees that are often much different from those in urbanized areas. Many rural residents
prefer roads that reflect a more rural setting, that is, without curbs, gutters, and sidewalks. Rural roads
typically don’t carry the same diversity or quantity of users – bikes, pedestrians, frequent transit – as urban
roadways. However, this is not always true, and collisions, whether between vehicles or vehicles hitting
cyclists and pedestrians, often happen at much higher speeds. Finding a balance between preserving rural
character and providing adequate infrastructure is essential for keeping our region’s rural roadways safe.
The emergence of autonomous vehicle technology will help make our roads safer by 2040 because it will
reduce one of the major risks on the road — poor and impaired drivers. And because a well-maintained road
network is a safer road network, the region’s commitment to fix-it first transportation policies will pay safety
dividends. Roadway design, ensuring adequate space for various users, adequate signage and lighting, and
measures that increase driver awareness are all critical to improving the safety of our system.

The region will have cleaner air.
By 2040, cleaner vehicles, a productive transit system, less reliance on single-occupancy vehicles, and more
opportunities to walk and bike, in partnership with improvements in industry and manufacturing, will have
greatly reduced the routine “Spare the Air” days of today when air quality is so bad that residents are
encouraged to stay indoors.
The more compact land-use pattern and transportation investments included in this plan play an important
role in achieving this outcome. On-road emissions (emissions from cars, trucks, buses, motorcycles) account
for a significant portion of harmful emissions we find in our air. They make up more than 30 percent of
greenhouse gas emission associated with climate change. Today, our air quality violates federal health
standards under the Clean Air Act for several pollutants for which the federal government has found direct
links to health problems.
Today, thanks largely to improvements in vehicle technology, we are starting to see improvements. In 2018,
after 20 years of monitoring, our region demonstrated continued attainment of federal health standards for
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carbon monoxide, a pollutant that can affect the body’s ability to transport oxygen to the heart and brain and
can be particularly concerning for people with certain types of heart disease.
Over the next 20 years, it is critical that we approach expanding our roads and highways with caution – add
capacity where congestion exists to avoid excessive vehicle idling but avoid overbuilding roads that would
attract even more driving and incentivize development in areas where driving is not the only option. By 2040,
tailpipe emissions of air pollutants that contribute to elevated amounts of ground level ozone – a pollutant
that can trigger a variety of health problems, particularly for children, the elderly, and people who have lung
diseases such as asthma – will have reduced by nearly 40 tons per day (a 70 percent reduction in daily
emissions). For more information on the Clean Air Act and our region’s plan to tackle our air quality
challenges, see Appendix I: Air Quality Conformity Analysis.

What will we have done to get to our brighter future?
PEOPLE
To ensure better opportunities for workers, we will support growth in these
tradable industries — agriculture, food, manufacturing, life sciences, and
innovative mobility.
The Sacramento’s region’s economy historically has been dominated by a few sectors—local, state, and
federal government employment has accounted for roughly a quarter of the region’s jobs, with education,
health, and professional services also serving as major employment sectors. With an additional 270,000 new
jobs projected in the region, an increasing number and share of residents are expected to work in educational
and health services, two industries that have experienced recent growth. The region is also expected to add a
significant amount of employment in professional and business services, as well as construction. The share of
employment in government — which will remain the region’s largest sector — is expected to decline by 2040,
as is the share of retail and manufacturing.
Although our economy has strong projected job growth, the region needs to work to diversify its economic
base across a larger set of industries and occupations to help realize more broad-based economic growth. The
recent Brookings market assessment notes that strategies and policies that support innovation, workforce and
job growth in tradable sectors (jobs that sell products or services outside the region and thus bring new wealth
into the region) could strengthen our economy and add additional quality jobs that pay above-average wages.
One such potential opportunity to translate regional strengths into quality job growth exists at the
intersection of agriculture, food, and manufacturing. Another is in life sciences, while a third stems from new
industries being created through innovative mobility. These industries, however, are still just a small part of
the overall economy. The region will also need to expand employment opportunities in major employment
sectors in order to realize the job growth we project. Two large sectors that might see increased job growth
are 1) services connected to state government planning in areas like climate change, transportation, and
health care, and 2) state headquarters for health care activities. The Prosperity Strategy will develop strategies
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and prioritize near-term implementation actions to support the tradable and inclusive economic opportunities
in our region.

We will ensure everyone benefits from the expanded range of travel options.
As we plan for the growth and future needs of our region, we need to make sure the benefits are available to
all segments of society. If we don’t prioritize equity in our investments and decision-making, we will
shortchange ourselves economically as a region by not maximizing the potential of all our communities and
residents.
The most transformative innovations are the ones that can scale to a broader market. A good example is the
electrification of transportation. If this technology is to have the significant impact it promises in reducing
greenhouse gas emissions — a major state goal that this plan must meet — it needs to be accessible to a
wider market.
A new Clean Cars 4 All program, administered by the Sacramento Metropolitan Air Quality Management
District using California Climate Investments funding, does just this. The program offers two options to lowincome people who own cars that are 15 or more years old. The “Scrap and Replace” option gives people who
scrap their old car $9,500 towards a new or near-new zero emission vehicle. The “Scrap and Forget” program
gives people a Visa card loaded with $7,500 in credits that can used for a wide variety of transportation
options, such as on-demand micro-transit, car and bike-share programs, Uber and Lyft, or public transit.
This program not only improves air quality, it promotes economic opportunity and resilience for low-income
people. At the program’s soft launch in August 2019 (with full deployment in early 2020), Victoria Robertson,
the program’s first participant, talked about the economic insecurity that came with owning an unreliable
older car. Victoria depends on the car to get her to work and uses it to supplement her income by driving for a
food delivery service on the weekends.

“My AC went out, the only window that really works is the front passenger one, it’s got a small oil leak, and
it’s started to overheat. I worried about it and prayed on it. What would happen if it broke down? My
prayers were surely answered when I heard there was a program that would give me $9,500 to replace my
car with a new or near-new zero electric vehicle. A reliable car is a big game-changer in my life.”

We need to push the private sector to innovate where they can both make a profit and design solutions that
work for more than just the wealthiest populations. We need to work together to ask ourselves where
innovation can make the biggest impact.
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PLACES
The public and private sectors will work in partnership to build more types of
housing for today’s and tomorrow’s households.
To meet the housing demands of a growing population and economy, the region will need to produce, on
average, 11,000 new homes annually — roughly a doubling of the region’s average annual housing
construction rate since the end of the Great Recession. While we are planning for robust housing and
employment growth, it will require partnership from the public and private sectors to build it. It took almost a
decade for the region’s economy to recover from the Great Recession — job growth is up, but housing
construction is lagging.
How will 2040 be different from today? First, we assume we will be able to build enough housing to keep up
with population growth, reversing the disturbing trend of under-producing housing we saw in the last decade.
Second, this plan assumes a reversal of historic building trends: the majority of new homes in the future will
be built as either attached homes or single-family homes on smaller lots. This mix of housing products is
critical for housing choice, affordability, walkability, transportation options, and preserving open space and
agricultural land.
Where housing is constructed also has implications for air quality, natural resources, quality of life, and local
government budgets. As housing production doubles, it will be critical to maintain a balance of infill and
greenfield growth over time to avoid an uncoordinated development pattern that can create more traffic
congestion, harmful air pollution from vehicles, and additional cost for local governments that provide
services and maintain infrastructure. Furthermore, for over a decade, consumers have been demanding a
wider range of housing types — whether for lifestyle, budget, or both.
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FIGURE 3.3. HISTORIC AND PROJECTED ANNUAL HOUSING CONSTRUCTION

FIGURE 3.4. HOUSING TYPES IN 2016 AND 2040
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BUILDING BLOCK: THE SACRAMENTO REGION BLUEPRINT
Many of the region’s developing communities were planned for in the late 1990s and early 2000s. At that time,
the region was experiencing unprecedented housing growth. However, a lack of coordination and phasing
between the region’s 22 cities and six counties led to significantly worsening traffic and air quality. This led the
cities and counties of the region to voluntarily and collaboratively prepare a plan for how best to plan for and
manage future growth. Developed in 2002-2004, the Regional Blueprint outlined a growth vision for the region
based on seven smart growth principles:
•
Use existing assets
•
Compact development
•
Mix uses
•
Transportation choice
•
Housing choice
•
Preserve natural resources
•
Quality design
Using these principles, the Blueprint envisions a development footprint that provides plenty of capacity for a
growing region while conserving farmland and natural resources, improving air quality, and raising the overall
quality of life. While the Blueprint was a 50-year vision looking out to 2050, the Great Recession and resulting
changes to the development and building industry have slowed the growth trajectory the region was on 20 years
ago. The growth assumptions and development footprint of the Blueprint are likely to take a much longer time
to achieve; however, it still provides an important framework for the region’s long-term growth. Appendix D:
Land Use Forecast Documentation includes more information on the Sacramento Region Blueprint, including a
map of the Blueprint growth footprint.

Regional growth will be focused on existing cities and suburbs.
This regional growth strategy is built up from local land use plans. Nearly two-thirds of the region’s new
housing and 85 percent of its job growth is expected to be in Centers and Corridors, and Established
Communities (i.e., existing suburbs, downtowns, commercial corridors, and the buildout of today’s existing
suburbs). The remaining third of new housing and 15 percent of job growth is expected to be in more than
two-dozen new Developing Communities (i.e., greenfield areas), mostly located at the edge of established
communities and in scattered rural residential areas. With more homes and jobs in existing communities, how
will the region look different in 2040? Today’s new suburbs will build out to become tomorrow’s mature
neighborhoods. New suburban development will occur more slowly in the next 20 years compared to the last
40 years. And, today’s aging suburban commercial corridors and old downtowns will transform with new
business uses, homes, and amenities.
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BUILDING BLOCK: COMMUNITY TYPE FRAMEWORK
This plan uses a Community Type Framework to describe the land use forecast of 2040. Local land use plans
(adopted and proposed general plans, specific plans, master plans, corridor plans, etc.) were translated into one
of five Community Types based on the location and development pattern of the area. As housing and job growth
occurs over time, specific geographic areas evolve, such as from lands not identified for development, to
developing communities; developing communities to established communities; and established communities to
centers and corridors. Figure 3.5 illustrates these Community Types:
Center and Corridor Communities
Land uses in Center and Corridor Communities are typically denser and more mixed than surrounding land uses.
Center and Corridor Communities are identified in local land use plans as historic downtowns, main streets,
commercial corridors, rail station areas, central business districts, town centers, or other high-density
destinations. They typically have more compact development patterns, a greater mix of uses, and a wider variety
of transportation infrastructure compared to the rest of the region. Some have frequent transit service, either
bus or rail, and all have pedestrian and bicycling infrastructure that is more supportive of walking and bicycling
than other Community Types.
Established Communities
Established Communities are typically the areas adjacent to, or surrounding, Center and Corridor Communities.
Many are characterized as “first tier,” “inner ring,” or mature suburban communities. Some are today’s newest
subdivisions and suburbs. Local land use plans aim to maintain the existing character and land use pattern in
these areas. Land uses in Established Communities are typically made up of existing low- to medium-density
residential neighborhoods, office and industrial parks, or commercial strip centers. Depending on the density of
existing land uses, some Established Communities have bus service; others may have commuter bus service or
very little service. The majority of the region’s roads are in Established Communities.
Developing Communities
Developing Communities are typically, though not always, situated on vacant land at the edge of existing urban
or suburban development; they are the next increment of urban expansion. Developing Communities are
identified in local plans as special plan areas, specific plans, or master plans and may be residential-only,
employment-only, or a mix of residential and employment uses. Transportation options in Developing
Communities often depend, to a great extent, on the timing of development. Bus service, for example, may be
infrequent or unavailable today, but may be available every 30 minutes or less once a community builds out.
Walking and bicycling environments vary widely, though many Developing Communities are designed with
dedicated pedestrian and bicycle trails.
Rural Residential Communities
Rural Residential Communities are typically located outside of urbanized areas and designated in local land use
plans for rural residential development. Rural Residential Communities are predominantly residential with some
small-scale hobby or commercial farming. Travel occurs almost exclusively by automobile, and transit service is
minimal or nonexistent.
Natural Resource Lands (Lands Not Identified for Development during the MTP/SCS Planning Period)
These areas of the region are not expected to develop during the planning period. These areas are dominated by
commercial agriculture, forestry, resource conservation, mining, flood protection, or a combination of these
uses. Some of these areas have long-term plans and policies to preserve or maintain the existing “non-urban”
uses; however, some are covered by adopted or proposed plans that allow urban development and/or are
identified in the Blueprint Vision for future growth.
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FIGURE 3.5. COMMUNITY TYPES
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TABLE 3.2. SUMMARY OF EXPECTED HOUSING AND EMPLOYMENT
GROWTH BY COMMUNITY TYPE
2016

2016 to 2040

Dwelling
Community Type

2040

Dwelling

Dwelling

Units

Employees

Units

Employees

Units

Employees

113,880

370,890

86,661

82,850

200,541

453,739

712,012

645,326

81,365

146,053

793,377

791,379

20,793

12,339

89,313

39,754

110,106

52,093

74,438

32,196

2,789

1,405

77,227

33,601

n/a

n/a

n/a

n/a

n/a

n/a

921,123

1,060,751

260,128

270,062

1,181,251

1,330,813

Center and
Corridor
Communities
Established
Communities
Developing
Communities
Rural Residential
Communities
Lands Not
Identified for
Development in
the MTP/SCS
Planning Period
Region Total

Source: SACOG Proposed MTP/SCS Land Use Forecast for
2040, June 2019.

We will have re-imagined and revitalized the region’s commercial corridors.
Changes in the retail sector of the economy, in consumer housing preferences, and the nature of work, mean
the time is right to re-envision and reinvent former auto and chore-oriented arterials into vibrant places
where people live, work, and play. These Centers and Corridors are ripe for the new housing that’s needed by
current and future residents and for new commercial and employment opportunities. This reinvention is an
opportunity to rethink how people travel to, from, and within Centers and Corridors.
In 2040, over 171,000 new residents will live in the region’s commercial corridors and downtowns. This is a 67
percent increase from the number of people living in these areas is 2016. This means we need to encourage
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and facilitate the construction of 87,000 more homes and the growth of 83,000 more jobs in the region’s
commercial corridors and downtowns.

We will have invested in rural economies and smaller towns and connected
our vital natural resource economy to its urban markets.
Even as our region adds 620,000 more people, it will still be a largely rural place: less than one percent of the
region’s nearly two million acres of agricultural land is impacted by the future development pattern. Seventyfive percent of the fresh water that flows into the Sacramento-San Joaquin Delta originates in the snowcapped peaks of the Sierra Nevada and flows downhill to irrigate croplands and a thirsty urban population.
This rural land base is vital to the region’s agricultural economy, health, and quality of life. The land not only
contributes directly to the region’s economy — agriculture is one of the region’s only tradable industries — it
also supports the region’s economy by providing water supply and flood protection, recreation and tourism,
habitat conservation, and provides aggregate and timber for development.
While some of the region’s undeveloped rural lands are identified in local plans for urban development at
some point in the future, the vast majority of our rural lands play an important role in the economy. For
example, the specialty crop industry (fruits, vegetables, etc.) contributes an average of $1.2 billion annually to
the local economy. Most agricultural jobs — processing, manufacturing, distribution — are located in cities
and urban areas. The agricultural sector could generate more money in the local economy with value-added
processing — off-farm processing and manufacturing of food and fiber products. This plan aims to support the
rural economy by strategically investing in transportation infrastructure to serve the farm-to-market activity of
the natural resource economy. Furthermore, most of those jobs will be located in cities and areas with urban
infrastructure.
For more detailed information on the MTP/SCS growth pattern see Appendix C: Land Use Forecast.
BUILDING BLOCK: MOVING FREIGHT
Our region is a crossroads for freight moving into, out of, and around California. Around $400 billion in goods
annually moves through the region over the Sierra Nevada along the I-80 corridor or out of San Joaquin County
along the I-5 or SR-99 corridors. While most of the more than 300 million tons of freight traveling through the
region is carried by trucks, some travels by rail, air, and ship.
Four freight railroad systems operate in the Sacramento region. Union Pacific Railroad (UPRR) is the largest Class
I freight railroad in the U.S. and operates over 3,000 miles of track in California. UPRR’s J. R. Davis Yard, located
in Roseville, is the largest railway yard on the West Coast. Approximately 98 percent of all UPRR traffic in
Northern California is moved through this yard. Other railways include the BNSF Railway, Sierra Northern Railway
and the California Northern Railroad.
Sacramento International Airport (SMF) and Mather Airport are among the top ten air cargo carrying airports in
the state. FedEx operates wide-body and feeder aircraft through SMF and United Parcel Service (UPS) operates a
20,000-square-foot facility out of Mather Airport.
The Port of West Sacramento is an inland port located a few miles west of downtown Sacramento near US-50 in
Yolo County. The Sacramento Deep Water Ship Channel runs 43 miles from Antioch (in Contra Costa County)
near the mouth of the Sacramento River, ending at the harbor of West Sacramento. The Port handles a variety of
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cargo moving into and out of the region including rice, fertilizer, lumber, cement, minerals/ore, metals, wind
turbines, machinery, generators, and steel.
The region’s interstate system is critical for supporting freight movement whether it’s moving through or starting
or ending its journey in the region. This plan invests more than $8 billion in highway and interchange projects to
improve operations and reliability for both commuters, through-travel, and the movement of goods.
Additionally, as the region looks to grow its multibillion-dollar agricultural economy, we recognize that growth
depends on maintaining and investing in our rural roads and highways. The policies and actions described in
Chapter 4 outline strategies and priorities for supporting agricultural and rural economies throughout the region.

TRAVEL
To support the region’s growth, we will invest $35 billion in our
transportation system in the next 20 years. But we need to be strategic in
how we spend our transportation money.
The MTP/SCS forecasts investments of nearly $35 billion for transportation infrastructure, transit service,
programs, and operations over the next two decades. However, funding for transportation faces serious
challenges in the coming years.
More than half of our region’s funding for transportation is generated through gas taxes
Gas taxes, both state and federal, are primary sources of funding for transportation investments, accounting
for about half of all the funding available to build, maintain, and operate transportation infrastructure and
services in the Sacramento region. However, improvements in vehicle fuel efficiency, and increases in electric
and hybrid vehicles, are already reducing the demand outlook for gasoline and diesel. According to the
California Energy Commission, consumption of gasoline is likely to decrease by one to three percent annually
between 2018 and 2030.
BUILDING BLOCK: WHAT COMES AFTER THE FUEL TAX?
Fuel taxes have been the primary source of funding for transportation for the better part of the last century.
However, advances in vehicle technology have made huge strides in improving fuel efficiency or removing fuel
from the equation entirely. As fuel consumption decreases, so do the revenues it generates to pay for
transportation infrastructure. At the same time, the demands on our roadways continue to increase.
The federal gas tax was last raised in the 1990s and has not kept up with increases in construction prices for over
a quarter century. Since 2008, the Federal Highway Trust Fund and Mass Transit Account, which both receive
funding from the federal 18.4 cent excise tax on fuel, have required annual infusions of general fund money to
maintain solvency. In just the last decade, the accounts have received more than $140 billion in transfers from
the general fund to keep federal dollars flowing to transportation projects around the country. Even with
infusions from the general fund, federal funding for transportation makes up a decreasing share of state and
local transportation budgets, putting a greater burden on states and local communities to address their
transportation needs.
In California, the Road Repair and Accountability Act of 2017, also known as SB 1, increased the state’s excise tax
on diesel and gasoline and created additional registration fees, including an additional fee for electric vehicles, to
help pay for maintaining our roads and highways. This funding provided a much-needed infusion into our aging
transportation infrastructure. However, even with the new revenues, we’re still falling short of our overall
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maintenance needs. In just the next 10 years in the Sacramento region, we’re facing an annual funding shortfall
of several hundred million dollars to pay for a backlog of repairs to our roadways, sidewalks, bike lanes, vital
support infrastructure, and transit vehicles and infrastructure.
We must find a more sustainable source of funding
for transportation that reflects the growing demand
on our system and is not dependent on fuel
consumption. The MTP/SCS identifies two strategies
that maintain the user pays concept, which places
responsibility on the drivers that use the system to
pay their fair share in contributing to its upkeep.

Figure 3.6: Cross section of common express
lane configurations

Express Lanes
Express Lanes provide a smart traffic management
system that allow users to pay a toll to enter a
managed lane. Express Lanes use similar strategies to
High Occupancy Vehicle (HOV) lanes, but also allow
single occupancy and commercial vehicles to access
the lanes to improve congestion and overall system
reliability. This type of express lanes is frequently
referred to as High-Occupancy Toll (HOT) lanes. Tolls
can change based on real-time demand for a road
and offer a reward system for carpooling or taking
transit by allowing discounted or free entry. Single
occupancy drivers are able to buy their way into the
facility in exchange for a faster and more reliable trip.
Express Lanes can manage congestion more
effectively than a standard “freeway” facility by
adjusting pricing, vehicle occupancy requirements,
and number of express lanes and free lanes based on
time of day congestion. The express lanes can also
generate a direct revenue source to finance
construction costs, fund roadway maintenance,
enforcement, and potentially, improved transit
service along a corridor. Our region remains one of
the last major metropolitan areas in the country
without any form of tolling or express lane network.
Figure 3.6 provides a simple illustration of how these
types of facilities look in other parts of the country.
Mileage-based User Fees (PayGo)
A mileage-based user fee, or PayGo, system, charges a fee based on how much a person drives on the roads. In
its simplest form, the type of fee would use a cents per mile charge. A basic per-mile charge can be adjusted to
account for a variety of conditions including time of day, congestion, and location. Most importantly, a PayGo
system can serve as a long-term replacement for a fuel tax by providing a fair and sustainable way to pay for
wear and tear on roadways, and a means for funding future maintenance and transportation needs. Much work
is still needed to better understand how best to implement this type of system, address concerns about impacts
to family budgets, and low-income and rural equity. The MTP/SCS calls for the region to migrate to this type of
system in roughly the next decade, but doing so will require leadership on near-term actions to address
remaining questions and concerns. Chapter 4 outlines actions to put our region in a place to drive a conversation
about how this type of mechanism might be deployed throughout the state in a way that benefits drivers and
infrastructure.
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Maintaining our transportation system is critical to our success.
In 2017, California instituted State Senate Bill 1 (SB 1) providing more than $100 million annually to the region
in a much-needed influx of funding to help fix and maintain the state’s road, highway, and transit systems.
This revenue patch was critical but does not fully address the long-term challenge of finding a replacement for
fuel-based taxes. This leaves cities, counties, transit operators, and the state facing an ever-increasing gap
between available funds and the cost to keep transportation infrastructure in a state of good repair.
In just the last decade, our local road conditions have declined significantly, contributing each year to a
growing backlog of maintenance projects. Between 2008 and today, our roadway conditions have dropped
from an average pavement condition index score of 70 to a score closer to 60. Pavement Condition Index is a
simple way to monitor the condition of the surface of roads and identify maintenance and rehabilitation
needs. A pavement score of 70 or above generally means that a road is in good condition and requires routine
maintenance and patching. Scores in the 60s are signs that road conditions are deteriorating at an increasing
pace and at risk of failing, resulting in much more expensive repairs if steps are not taken to intervene.
In addition to the more expensive repairs required as roads deteriorate into worse and worse conditions, poor
road quality has direct implications for the region's residents, commercial drivers, and tourists including wear
and tear on vehicles and reduced miles per gallon. Major reconstruction projects also cause more disruption
to the traveling public than routine maintenance projects.
The infusion of California’s SB 1 funding will help cities and counties curtail further deterioration of our
roadways, at least in the short term, but falls short of helping us climb out of the hole we’ve accumulated over
the past decades. To bring our roads to a state of good repair in the next decade, would require nearly $900
million annually, a far cry from the $350 to $400 million we’re spending today.
Our transit system is facing a similar crisis. In just the next five years, roughly half of our region’s more than
500 buses are due for replacement. Nearly 60 percent of the light rail vehicles still in operation are over 25
years old and in need of replacements or significant refurbishing. The cost of replacing all these vehicles likely
exceeds $400 million.
Presenting an additional challenge for transit operators is California’s Innovative Clean Transit regulation,
which sets out to transition the statewide fleet of buses to electric, hydrogen, or other zero-emission
technologies by 2040. Beginning in 2029, all new transit vehicle purchases will be zero-emission, but transit
agencies are already beginning the transition. The implications of this regulation are significant. At full
deployment, a statewide zero-emission transit fleet stands to reduce greenhouse gas emissions by 19 million
metric tons between 2020 and 2050 – the equivalent of taking 4 million cars off the road. However, this shift
comes with a price. At a premium of 30 to 40 percent more than a typical bus today, zero-emission buses are
not cheap. While prices are already starting to come down as technology improves and supply increases, these
vehicles will require a significant investment by transit operators and local governments around the state.
The 2020 MTP/SCS identifies long-term funding strategies including mileage-based user fees and tolling to
help make up much of the gap between our region’s needs and current sources of revenue. Already, cities and
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counties are looking to local option sales taxes, loans backed by future SB 1 funding, or allocations from
general funds as potential sources of funding to supplement transportation budgets.
BUILDING BLOCK: PAYING FOR TRANSPORTATION
Federal law requires that the transportation investments planned in the MTP/SCS are financially constrained by a
reasonable forecast of future revenues. To that end, SACOG developed a set of revenue projections for the
MTP/SCS that consider trends in the economy, policy and regulations, fuel price and consumption, and
development activity. For the 2020 MTP/SCS we are planning for $34.9 billion over the next 20 years.
The Sacramento region gets transportation funding from a variety of federal, state, and local sources. Fuel taxes
make up over half of all funding for transportation in the region today. Other revenues are generated through
transit fares, dedicated sales tax programs, developer fees, and other local sources as summarized in Figure 3.X.
Many agencies share responsibility for determining how this money is spent, but funding for transportation is
often restricted to certain uses. About three-quarters of all the funding forecast in the plan is committed to
specific purposes or projects such as transit capital and operations, road or highway capital improvements, or
system maintenance and operations. These limitations may be the result of federal or state policy, developer
agreements, or voter approved initiatives. SACOG has some discretion over about six percent of the total budget
that comes from a combination of federal and state sources. These more discretionary funds are an important
part of how the region can further the policy objectives of the MTP/SCS. However, because the funding available
to SACOG represents a small share of the total plan budget, implementing the plan will take the collective efforts
of many agencies. Table 3.3 summarizes the major sources of funding supporting investments in the MTP/SCS.
More details about the revenue forecast and specific funding sources in the plan is available in Appendix B:
Revenue Forecast. Chapter 4 provides a discussion on how the region intends to spend our transportation dollars
over the next two decades.
Table 3.3 Summary of MTP/SCS Revenue Sources
Revenue Source

Current year
(2020)
Dollars*

Federal (FTA Programs for Transit Capital, STP/CMAQ, Highway Bridge Program)

$4.3 Billion

State (SHOPP, Cap and Trade, STA, High Speed Rail, STIP**, ATP)

$8.7 Billion

Local (Sales taxes, fuel tax subventions, future variable mileage fees and tolls, development
impact fees)

$21.9 Billion

Total

$34.9 Billion

*The dollar figures described throughout the plan are expressed in current year dollars (the cost of a project or
amount of revenue as represented by the value of a dollar in today’s economy). Appendices A and B provide
these costs and revenues in both current year and year of expenditure dollars. Year of expenditure dollars
account for inflation and represent the value of a dollar in the future. For example, a project costing $1 million
today will cost more in the future as the result of inflation. Both the revenue forecast for this plan and the
estimated costs of the transportation investments account for this inflation.
** Under state law, SACOG receives a share of Regional Improvement Program (RIP) funds through the State
Transportation Improvement Program (STIP) every two years. During each two-year cycle, the California
Transportation Commission provides SACOG with a fund estimate for four years’ worth of funding comprised of
both state and federal fund sources that contribute to the program. Caltrans administers its own share of STIP
funds through the Interregional Transportation Improvement Program (ITIP). The MTP/SCS incorporates the
funding estimates and projects included in the RIP and ITIP programs as part of the revenue and expenditure
projections for the first four years of the plan.
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BUILDING BLOCK: High Frequency Transit Areas
The MTP/SCS provides increased transit coverage across the region but prioritizes corridors and station areas
with land uses that support productive transit services. Many of these higher density and higher demand
corridors are assumed to have 15-minute or less service by 2040. Providing high-frequency service of 15 minutes
or better in areas with more compact and mixed uses allows the MTP/SCS to provide cost-effective and
productive transit service.
High Frequency Transit Areas (HFTAs) are areas of the region within one-half mile of a major transit stop (existing
or planned light rail, streetcar, or train station) or an existing or planned high-quality transit corridor included in
the MTP/SCS. A high-quality transit corridor is a corridor with fixed route bus service with service intervals no
longer than 15 minutes during peak commute hours. SACOG uses this definition of HFTAs because it coincides
with the definition of Transit Priority Projects in SB 375. Under SB 375, Transit Priority Projects are eligible for
streamlined environmental review. See Appendix D: Land Use Documentation for more information on Transit
Priority Projects, HFTA’s, and environmental review streamlining.
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FIGURE 3.7. HIGH FREQUENCY TRANSIT AREAS

High Frequency Transit Areas in the MTP/SCS are different from Transit Priority Areas that are also available for
some environmental streamlining or exemption under Senate Bill 743. Appendix D includes more information on
the CEQA streamlining options available to projects consistent with the MTP/SCS and their transit service
requirements.
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FIGURE 3.8. TRANSIT PRIORITY AREAS
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We will have provided more transportation options and innovative mobility
solutions.
This plan invests in multiple modes of travel to get people to and from major job centers in the future as well
as ways to get around their communities. It provides more and new types of transit where development is
dense enough to serve with transit. For example, we’re planning for a doubling of transit service hours by
2040, increasing the proportion of the region’s residents living near a high frequency transit line from 15
percent today to more than 40 percent by 2040. More than 95% of this expanded transit service comes from
fixed route bus, bus rapid transit, and express bus service and frequency increases. Providing more transit
service allows for higher frequency service on corridors with lots of ridership potential, broader coverage
during weekdays (e.g., more evening service), and more service during weekend hours. We are projecting a
significant increase in the number of homes and jobs near high-frequency transit, with such jobs increasing by
19 percent and homes by 27 percent. Nearly half of all jobs in the region will be near high-frequency transit by
2040.
The plan shows that the share of commute trips by transit, bike or walking will rise from 10 percent in 2016 to
13.6 percent in 2040, with the share of all trips rising from 11.5 percent to 14.3 percent. It also invests in
technologies to give travelers information about the types of trips they can take to provide them convenient
choices, whether that be by walking, bicycling, scootering, driving, car-sharing, riding transit, or even some
future form of travel yet to be rolled out.
The key words here are choice and convenience. For the health of our communities and to reduce congestion,
we need to make it easier for people to make choices other than driving alone. Currently, 42 percent of the
region’s total trips and 70 percent of commute trips are by people driving alone. By investing in projects such
as complete streets, bikeshare, transit modernization, communications infrastructure, and new mobility, we
will make it safer, cheaper, and more convenient for people to choose other options.
Some of these choices are well-established and durable. We have been walking since our species first stood
up, bicycles have been with us for nearly two centuries, and the internal combustion engine ruled the 20th
century. Now we have many new mobility choices and they are proliferating so quickly that it is hard to
predict what will be the Not many people foresaw that shared electric scooters would prove popular in cities
around the world when they debuted in mid-2017, and now there are more than 1,000 on the streets of Davis,
Sacramento, and West Sacramento.
The current pace of change in the world of transportation is unprecedented and we can’t predict which new
modes of travel will prove popular. But we can test, plan for, and help cities and counties work out which new
mobility solutions work best for their communities to help all our residents access the places they want to go.
BUILDING BLOCK: WHAT IS VMT AND WHY DOES IT MATTER?
A vehicle mile traveled, or VMT, represents one vehicle traveling on a roadway for one mile. Regardless of how
many people are traveling in the vehicle, each vehicle traveling on a roadway generates one VMT for each mile it
travels.
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VMT is a primary (though not perfect) indicator used by policymakers and transportation professionals when
looking at the performance of our transportation system. In general, the prevalence of this measure is due to six
factors:
VMT is relatively straightforward to measure by counting traffic on roadways at different locations. As a result, it
is one of the few measures of transportation performance that is consistently documented over time using
traffic counts and monitoring programs.
VMT bears a direct relationship to vehicle emissions — more VMT generally equates to more vehicle emissions.
This relationship gets more complex as we start forecasting VMT into the future where we must account for
increasing prevalence of electric, hybrid, and other vehicle technologies that will change this relationship.
VMT has a strong correlation with the presence of traffic congestion — the more miles people are driving in their
vehicles, the more vehicles there are on the road at any given time. Higher numbers of vehicles eventually result
in congestion.
VMT correlates with frequency of traffic collisions. Although vehicle design and safety features, roadway facility
design, and traveler behavior affect the frequency and severity of accidents, a major factor in determining the
number of accidents that occur on our roadways is the amount of travel. Safety analysts and researchers rely on
measures of VMT to track and understand trends in traffic collisions.
VMT can be influenced by policy in several different ways. By providing attractive alternatives to driving alone,
we can reduce VMT by shifting from vehicle to non-vehicle modes (e.g., from a car trip to a bike or walk trip), or
from low occupancy to higher occupancy vehicles (e.g., from a single-occupant vehicle trip to a carpool or transit
trip).
VMT can be influenced by land use patterns. A better mix of residential, employment, education, and service
uses in an area can allow people to accomplish their daily activities with less driving, and consequently, less VMT.
Adding 620,000 new people to the region will increase overall VMT as new residents commute to their jobs, drop
their children off at school, head to the grocery store, or make any other number of daily trips. However, an
important goal of this plan is to reduce the rate of VMT growth. This rate, measured as VMT per capita, is a
critical indicator of the plan’s success. One outcome of this plan is a 10 percent reduction in VMT per capita in
the year 2040 compared to today. This means that a resident, who today drives an average of 20 miles on a
given weekday for work, trips to the store, or other errands, will shave an average of two miles off the distance
they drive in their car on a daily basis in 2040. While this may seem like a modest change, it has huge
implications when multiplied across the 3.1 million people that will live, work, and play in our region 20 years
from now.
Achieving even this 10 percent reduction in VMT per capita cannot be taken for granted and will require a
concerted effort by public and private sectors in the region. When VMT growth outpaces population growth,
congestion tends to increase, air quality gets poorer, and our transportation system becomes less reliable for all
roadway users. The outcomes of this plan depend on avoiding this trend over next 20 years.
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FIGURE 3.9. VEHICLE MILES TRAVELED IN THE SACOG REGION

A more compact land development pattern and providing alternatives to driving alone are critical strategies for
reducing the amount of driving we do in our daily lives. Location within the region is very likely the most
important variable in determining how much time people spend in their vehicles. Communities within existing
urban areas, and with a mix and density of uses, tend to produce less VMT per new resident than places that are
farther away and spread out. These “lower VMT” areas also tend to have the density and mix of uses to support
better transit service and are friendlier to biking and walking for some trips. Figure 3.10 shows the distribution of
VMT generation in the region based on our land use pattern in 2016 with blue and green areas representing
areas that tend to generate relatively low daily VMT per person and red and pink areas showing places that tend
to rely more on driving for daily activities.
For a closer look at the benefits and challenges of VMT as a transportation metric and a description of other
metrics and indicators that inform the MTP/SCS, see Appendix E: Plan Performance.
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FIGURE 3.10. 2016 VEHICLE MILES TRAVELED PER CAPITA

One of the Sacramento region’s greatest assets is the diversity of communities and neighborhoods that provide
people options for the type of lifestyle they want to lead. The MTP/SCS plans for a future that offers options
from dense, urban environments where residents may choose to forego owning a car completely, opting instead
to ride transit, walk, bike, or join a car- or ridesharing service — to suburban neighborhoods where one might
take a shorter car trips and occasional transit, walk or bike trips — to quiet, rural residential neighborhoods and
farming towns where owning a vehicle is commonplace and a near necessity for daily travel.
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Today, and in the future, most of our residents will live in suburban communities that vary greatly in the
amenities, proximity to jobs, and transportation options they offer. The plan does not call for all communities
everywhere to be built and look exactly the same. Rather, the plan calls for filling in our existing suburbs,
revitalizing aging commercial corridors, bringing a greater mix and intensity of uses to urban cores, and realizing
coordinated and phased expansion to new greenfield areas. A balanced approach to growth is an important part
of the land use and transportation strategy of the MTP/SCS.
This phased approach to development will help keep the rate of VMT growth below that of population growth in
a couple of ways. First, by filling in existing communities that already have a good mix of uses and transportation
options (the blue, green, and yellow areas on the map below) we can expand and improve the infrastructure and
services that are already in place today. Second, by building out newer communities or bringing more amenities
and services to where housing already exists or, inversely adding housing to areas rich in jobs and services
(generally the orange, pink, or red areas on the map) people will have more options to live, work and play in
closer proximity. This has the effect of reducing the need to choose a car for every trip and makes it easier to
walk, bike, or hop on a bus for at least some daily trips. Figure 3.11 shows the VMT generation across the region
in 2040.
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FIGURE 3.11. 2040 VEHICLE MILES TRAVELED PER CAPITA
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We will have become a test-bed for new mobility solutions and autonomous,
electric vehicles.
In order to discover how new mobility technologies will work in our communities, we need to test them.
Encouraging and designing such tests, collecting data, and then using those insights to help develop policies
and procedures are key roles for SACOG, in partnership with local communities. Our most significant effort in
this area has been through our innovation accelerator, Civic Lab. In 2018, its first year, Civic Lab focused on
innovative mobility solutions. Civic Lab convened eight cross-disciplinary teams from different jurisdictions
sector teams to tackle challenging issues related to transportation and land use, and to pilot innovative
solutions that can have local and regional impacts. Teams consisting of public agencies with non-profit and
private sector partners came together to test and innovate on planning, programs, and policy. Their hard work
paid off with the SACOG Board of Directors allocating $1 million in project funding which was then matched
with nearly $2 million in additional public and private dollars. As a result, many pilot programs launched
throughout the region in 2018-2019:
•

The region’s first passenger autonomous vehicle pilot put an electric, 3D-printed Olli shuttle on the
campus of Sacramento State to test how students, staff and the public staff would interact with it.
Additionally, the university held three courses on engineering, sociology, and design to create handson learning for students.

•

The Apple Hill project reduced traffic during peak tourist times by using wayfinding apps, increasing
signage, and improving transit between ranches in this popular agritourism center.

•

The First/Last Mile Suburban project launched multiple projects that include microtransit and travel
training programs.

•

The Davis Amtrak Station project works with qualified vendors to increase car occupancy rates with
mobile apps and to develop microtransit services.

•

The Franklin Boulevard Zero Emissions project operates microtransit and will also fund all-electric
shuttle buses through Electrify America.

•

The Rancho Cordova autonomous vehicle project implemented the region’s second Olli shuttle on the
White Rock Corporate Campus, a large business park that is home to 1,600 employees. It represented
the first time an Olli shuttle had been tested in a business environment.

In Civic Lab Year 2, teams focused on innovative solutions to transform commercial corridors throughout the
region. The success of Civic Lab has led to a stand-up program to support innovative mobility pilot tests.
Embracing the concept of our region becoming a test-bed for transportation innovation has been a core goal
for SACOG, but this is not our job alone. Recognizing the significant economic opportunity of establishing
ourselves as a test-bed, several other regional entities including SMUD, Los Rios Community College District,
California State University Sacramento, University of California Davis, the city of Sacramento, and the Greater
Sacramento Economic Council (GSEC) have committed to establishing the California Mobility Center. In
partnership with PEM Aachen's prototyping center in Germany, this center plans to leverage Sacramento’s
status as the regulatory center of the world’s fifth largest economy to attract investment and pilot projects
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from the electric vehicle industry. This will seed new business ventures, encourage new technology training
for the regional workforce, and make our region a center of the clean transportation industry.

"This center will support the community and it will create jobs," said GSEC Chief Executive Officer Barry
Broome. "It can solve some of the disparity of rich and poor in the community and at the same time, it can
improve our carbon footprint."

BUILDING BLOCK SB 375 AND THE 19 PERCENT GREENHOUSE GAS REDUCTION TARGET
What is SB 375?
Senate Bill 375 (Chapter 728, Statutes of 2008) is a California state law aimed at reducing greenhouse gases from
passenger vehicles by 2035 as compared to a 2005 baseline. This law was significantly influenced by the
Sacramento Region Blueprint and other smart growth scenario planning initiatives in San Diego, the Bay Area,
and Los Angeles. The law requires MPOs to integrate regional land use, housing, transportation, and climate
change planning in long range transportation plans like the MTP/SCS.
Under the law, CARB is responsible for setting performance targets for passenger vehicle emissions for each of
the state’s 18 MPOs. MPOs are responsible for demonstrating how these targets can be met through the
incorporation of a SCS into long-range transportation plans. SB 375 also amends the California Environmental
Quality Act (CEQA) to provide incentives for residential and residential mixed-use projects that help to
implement an MTP/SCS that meets the ARB targets.
SB 375 focuses on integrated planning processes and incentives rather than a traditional regulatory approach.
MPOs are not required to meet the greenhouse gas emission targets established by ARB if they conclude it is not
feasible to do so, but then they must prepare an Alternative Planning Scenario to demonstrate what further land
use and/or transportation actions would be required to meet the targets.
While the MTP/SCS is required to integrate land use and transportation planning, the plan recognizes and
protects local land use authority. Under SB 375 and the MTP/SCS, the region’s cities and counties retain local
land use authority over where future development occurs. The MTP/SCS land use and transportation
assumptions are built using local plans and in close coordination with planning and transportation staff around
the region. The plan does not mandate any changes to local zoning rules, general plans, or processes for
reviewing projects; nor can the plan act as a cap on development in any given jurisdiction.
Meeting our Greenhouse Gas Reduction Target
For the 2020 MTP/SCS, the ARB assigned SACOG a 19 percent greenhouse gas reduction target. Specifically, this
target is the percent reduction in passenger vehicle greenhouse gas emission per capita, compared to year 2005
(Figure 3.12). In actual emissions, this change represents a reduction from just over 23 pounds per capita on a
given weekday in 2005, to just under 19 pounds by 2035.
There are many factors that influence the amount people drive and the emissions their vehicles generate. Figure
3.X provides an accounting of the key factors that influence greenhouse gas emissions in the MTP/SCS.
Two of these factors are largely outside of the region’s control. First, changes in auto operating cost related to
the cost of owning and driving a vehicle (e.g., maintenance, tires, insurance) and second, demographic factors
like aging of the population.
Five primary factors are related to policies and actions of the MTP/SCS:
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1.

Shortened Vehicle Trips: Reducing the average trip length of the vehicle trips that residents take on a daily
basis. This is accomplished largely through a more compact development pattern with a greater density of
uses.

2.

Increased Transit, Bike, Walk Trips: Shifting trips from vehicle travel (which generate passenger vehicle
greenhouse gases) to non-vehicle modes such as transit, biking, and walking.

3.

Express lanes and Pay-as-you-go fees: Price signals are an important factor in predicting how people will
travel. Transitioning away from the California fuel tax, which will diminish on a per-mile-traveled basis over
time, to tolling and a pay-as-you-go or mileage-based fee, will not only help generate revenue to build and
maintain the system, but help to better manage demand on that system.

4.

ITS/TSM: Implementing intelligent transportation systems (ITS) and transportation system management
(TSM), will smooth traffic flows which have the benefits of making the system more reliable, making better
use of existing travel lanes, and reducing emissions from vehicles.

5.

Electric Vehicles: Locally funded and implemented programs that incentivize the use of electric vehicles and
accelerate the penetration of these vehicles into the regional market.
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FIGURE 3.12. MEETING THE REGIONAL GREENHOUSE GAS TARGET
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Chapter 4:
Policies and Implementation Actions
Ensuring a prosperous future with clean air, housing choice,
transportation options, and access to opportunity begins
with actions that we can take today.
The MTP/SCS is a 20-year plan for growth and transportation investment that facilitates vibrant, healthy
communities where residents have access to affordable homes, good jobs, clean air, and ready access to the
places and destinations that are part of everyday life. The performance outcomes of this plan are dependent
on forward-looking policies and strategies that can guide implementation activities over the next one to five
years. To achieve our collective vision for the region’s future will require a concerted effort by many agencies
and partners, working together to address obstacles and seize opportunities. The policies and strategies of this
plan are focused on those key actions that our region needs to take to support four priority policy areas:
1.

Build vibrant places for today’s and tomorrow’s residents

2.

Foster the next generation of mobility solutions

3.

Modernize the way we pay for transportation infrastructure

4.

Build and maintain a safe, reliable, and multimodal transportation system

1. Build vibrant places for today’s and tomorrow’s residents
“Vibrant places” can sound like the aspirational and vague language of a real estate ad. But the phrase is really
a shorthand to describe communities that provide the opportunities people desire as well as convenient ways
to get around so that people can access those opportunities. Exactly what those opportunities are and how
people will want to access them will depend on each individual community; there is no cookie-cutter template
and community choice is key.
Building vibrant places is not an optional afterthought. Our region is competing with similar mid-size regions
across the United States and globe to attract and retain talent, residents, businesses, and investment.
Businesses look for communities where workers want to live, and workers are looking for a wider range of
housing options, easier travel choices to get to work, more convenient trips to the facilities and services they
use, and access to nature and other recreational destinations.
The MTP/SCS forecasts robust housing and employment growth in the region. The plan’s housing forecast
assumes construction of, on average, 11,000 new homes annually — roughly a doubling of the region’s
average annual permit rate since the end of the Great Recession. As housing production doubles, it will be
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critical to maintain a balance of infill and greenfield growth over time to avoid the uncoordinated
development pattern of the early 2000s that led to worsening regional congestion and air quality.
The growth strategy of the MTP/SCS is built from local plans. Nearly two-thirds of the 260,000 new homes
we’re anticipating can be accommodated in existing centers, corridors, and established communities
throughout the region (e.g., existing suburbs, downtowns, corridors, and the buildout of today’s newer
suburbs). We anticipate the remaining third of new homes to be built in more than two-dozen new developing
areas (e.g., greenfield areas).
The plan’s growth strategy also assumes a reversal of historic building trends in that the majority of new
homes in the future will be built as either attached homes or single-family homes on smaller lots. This mix of
new housing products is critical for housing choice, affordability, walkability, transportation options, and
preserving open space and agricultural land.
The MTP/SCS relies on and supports a concerted effort on the part of cities and counties to foster a balance of
jobs and housing. Understanding that not all residents will choose to live and work in the same community,
more housing near job centers, and more jobs near major residential areas, will provide choice and reduce the
growth rate of vehicle miles traveled. The plan’s land use forecast assumes that housing-rich jurisdictions will
invest in, attract, and encourage job growth and that today’s jobs-rich jurisdictions will invest in, attract, and
encourage compact residential development.
Supporting Policies
Policy 1: Provide incentives, information, tools, technical assistance, and encouragement to support
implementation of the Sacramento region’s sustainable communities strategy:
•

Development in communities where services, amenities, and transportation infrastructure already
exist;

•

The economic viability of rural lands and conservation of open space and agricultural resources;

•

Revitalization of urban, suburban, and rural centers and corridors;

•

Coordinated and phased greenfield growth that prioritizes walking and bicycling in scale and design
while incorporating new urbanist design principles;

•

Higher density housing options such as small-lot or attached single-family products, accessory
dwelling units, and multi-family housing options where appropriate;

•

A diversity of housing to provide options for all residents;

•

Complete communities that include a balance of homes, jobs, services, amenities, and diverse
transportation options;

•

Transit-oriented development including more housing and jobs in high frequency transit areas;

•

Complete streets that provide safe, comfortable, and equitable facilities for people of all ages and
abilities to walk, bike, and ride transit.

Policy 2: Pursue funding opportunities that support the infrastructure improvements needed to support new
housing and employment opportunities in existing urban, suburban, and rural communities.
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Near-Term Actions
Action

Responsible Parties

Timeframe

Secure funding and implement the Green Means Go

SACOG, cities and counties,

1-4 years

Pilot Program to encourage infill development and

private, public and non-profit

revitalization of commercial corridors.

sector partners

Develop a Regional Housing Needs Plan with action

SACOG, cities and counties

Less than 1 year

Secure funding to allow the region’s jurisdictions and

SACOG, cities and counties,

2-4 years

stakeholders to revisit and update the Blueprint.

non-profit and private

steps and incentives that put member agencies in a
better position to accelerate infill and affordable
housing production.

organizations
Continue to provide tools and project support to

SACOG, private and non-

grow regional jobs and housing. Examples include the

profit sector partners

Ongoing

Rural-Urban Connections Strategy, Economic
Prosperity Strategy, Housing Policy Toolkit, SB 375
and SB 743 CEQA streamlining.
Continue to provide technical assistance to support

SACOG, cities and counties

Ongoing

SACOG, cities and counties

Ongoing

urban, suburban, and rural community revitalization.
Examples include Civic Lab Year 2, Rural Main Streets
Technical Assistance, Rural-Urban Connections
Strategy, and the Transit-Oriented Development
Action Plan.
Provide data, research, analysis, incentives, and other
support to housing-rich communities actively trying
to promote walkable, higher density job centers, and
jobs-rich communities to promote housing growth.

2. Foster the next generation of mobility solutions
Since the adoption of the last MTP/SCS in 2016, new technologies and mobility options have changed the way
the region thinks about transportation. Bike and scooter share, ride-hailing, and on-demand microtransit raise
opportunities and challenges for the 20-year scope of the MTP/SCS. How do new mobility options
simultaneously complement and compete with public transit? While many new mobility options are showing
up in urban parts of the region, how should these technologies and services be deployed in the more
suburban and rural parts of the region over the coming decades? And, how do cities and counties ensure
equitable access to low-income communities when the market doesn’t drive these private options to serve
them?
51

Better travel times, less congestion, improved air quality, and lower greenhouse gas emissions all depend on a
variety of mobility options becoming more widely available across all types of communities in the region.
These mobility options may include bike or car share, various ride-hailing options like Uber pooling, vanpools,
microtransit, or more traditional services like bus and light rail. A modernized public transit system with good
bus and rail service is the backbone of this plan’s shared mobility strategy. Bus and light rail service that offers
fast, reliable, and safe travel, and connects with new mobility services, can provide more travel choices to
residents throughout the region.
The transit strategy of this plan emphasizes increased frequencies on productive transit routes, supplemented
by lower cost, microtransit, or demand-sensitive options where ridership is not high enough to justify regular,
fixed-route service. Transit service in the plan is dependent on transit-supportive infrastructure and land uses
and is complemented by new mobility options that give riders more first/last mile options that increase their
opportunities to use transit for at least some portion of their daily travel. The numbers of homes and jobs near
high-frequency transit service, with vehicles coming every 15 minutes or more frequently, more than double
by 2040. This more frequent transit service, strategically serving higher densities of people, is an important
piece of the mobility services that will increase access to jobs by transit by more than 300 percent by 2040.
Supporting Policies
Policy 3: Implement pilot projects aimed at making microtransit and micromobility (such as bike and scooter
share) work for urban, suburban, rural, and low-income areas of the region.
Policy 4: Pursue flexibility in state and federal funding sources to enable testing and implementation of
innovative mobility solutions that are affordable, accessible, and reduce greenhouse gas emissions.
Policy 5: Support innovative education and transportation demand management programs covering all parts
of the region, to offer a variety of alternatives to driving alone.
Policy 6: Pursue new funding and planning opportunities to support electric vehicle infrastructure and
programs for both private vehicles and public transit fleets.
Policy 7: Support transit agencies and local governments looking to secure funds to improve the frequency,
hours of service, and coverage of productive bus service (including bus rapid transit, express bus, and more
frequent fixed-route service).
Policy 8: Support more seamless travel through better traveler information for trip planning, reliable service
and coordination between operators for transit, shared mobility and other first/last mile connections.
Near-Term Actions
Action

Responsible Parties

Timeframe

Continue to assist transit and local agencies in finding ways to

SACOG, transit

1-4 years

develop, test, and pilot new mobility services such as

agencies, non-profit

microtransit, bike share, and micromobility. Examples include

and private
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Civic Lab, bike share, and Smart Ride pilots in Citrus Heights,

organizations, cities

Franklin Blvd., and other locations.

and counties

Lead a collaborative effort to shape a vision of next generation

SACOG, transit

transit for the region that includes strategies to integrate

agencies, non-profit

traditional transit services with new mobility options.

and private

1-4 years

organizations, cities
and counties
Develop and implement new employer- and residential-based

SACOG, non-profit and

transportation demand management programs.

private organizations,

1-4 years

cities and counties
Partner with cities and transit operators to identify improvements

SACOG, transit

in service delivery, routing, and transit-oriented development.

agencies, cities and

Examples include SacRT Forward, Transit Asset Management

counties

Ongoing

Planning, and Transit-Oriented Development Action Plan.
Actively support transit agencies in securing funding to improve

SACOG, transit

transit stations and replace aging bus and light rail vehicles.

agencies

Ongoing

Examples include changes in 2018 to the SECAT program, which
in part funds zero-emission buses and transit funding awards
from state Senate Bill 1 competitive grant programs.

3. Modernize the way we pay for transportation infrastructure
Current funding sources for transportation infrastructure are not enough to pay for everything our region
wants to build. The gas tax as the primary source of paying for transportation is not sustainable in a future
where electric and hybrid vehicles are commonplace. The region must lead the state in finding innovative
ways to finance building and maintaining our transportation infrastructure in both the near- and long-term. To
meet this challenge, the region is pursuing two types of roadway pricing—facility-based tolling (e.g.
managed/express lanes) and pay-as-you go (PayGo) fees based on mileage driven as a replacement to the fuel
tax.
The roadway pricing mechanisms in the MTP/SCS are a critical component of the regional strategy to raise
enough revenue to fund our transportation infrastructure, provide mobility benefits to residents, manage
traffic and congestion, and help to achieve the region’s SB 375 greenhouse gas reduction target. As the fuel
tax diminishes in purchasing power and the state and federal governments look at pricing options to replace it,
our region will take a leadership role in figuring out how roadway pricing can replace fuel taxes as a primary
source of transportation funding.
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Supporting Policies
Policy 9: Pursue new and reformed transportation funding methods and sources to implement the MTP/SCS
that are stable, predictable, flexible, and adequate to operate, maintain, and expand the transportation
system.
Policy 10: Find solutions and reliable funding sources to meet the maintenance needs of roads that support
rural economies, natural resource-based industries, agriculture, farm-to-market routes, and freight corridors.
Policy 11: Initiate a leadership role in testing and piloting roadway pricing mechanisms, such as facility-based
tolling and mileage-based fees, in partnership with the state, federal, and local agencies and private sector
organizations.
Policy 12: Take steps to implement tolling or pricing of specific lanes on major facilities, such as freeways, to
improve traffic management, reliability, and operations of those facilities and to help raise funding for the cost
of building and maintaining large capital investments.
Policy 13: All new major expansion projects on the region’s freeways and expressways should be planned for
eventual deployment of pricing options to both manage demand and provide a financing mechanism for
capital costs.
Policy 14: Revenues generated from facility-based pricing should be used to build and maintain a regional
network of paid express lanes and, where surplus revenue is available, on strategic transit services (e.g.,
express buses) or other mobility solutions that can reduce vehicle miles traveled and provide multiple travel
options along priced corridors.
Policy 15: New taxes and fees, including mileage-based fees, intended to raise additional funding for
transportation purposes should prioritize closing the gap for system maintenance and state-of-good repair
needs before investing in system expansion.
Policy 16: When implementing pricing strategies, both paid express lanes and mileage fees, the region should
make every effort to avoid negatively impacting lower income and rural households.
Near-Term Actions
Action

Responsible Parties

Timeframe

Work with Caltrans and other local partners to identify options for

SACOG, Caltrans,

1-4 years

governance and administration of revenues from facility-based

cities and counties

pricing, in coordination with ongoing managed lane studies.
Work with regional partners to develop pilots focused on innovative

SACOG, Caltrans,

tolling and PayGo concepts.

cities and counties,

1-4 years

universities
Collaborate with the state agencies, metropolitan planning

SACOG, state,

organizations, and other organizations on efforts to study and

MPOs, universities

1-4 years
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advocate for a sustainable replacement to fuel taxes (e.g., PayGo
fees).
Support local agencies in pursuing options to implement new local

SACOG, cities and

fees and taxes dedicated to transportation improvements.

counties, transit

Ongoing

agencies, local
taxing authorities

4. Build and maintain a safe, resilient, and multimodal transportation system
This is a plan to spend nearly $35 billion over the next two decades to maintain, build, and modernize the
region’s transportation system. The plan prioritizes fixing and operating what we already have, with more than
half of total investments: around $21 billion going toward maintaining the existing system of roads and
highways, and operating transit services. Of this, $12.6 billion is going to road and highway maintenance and
$8.1 billion to transit operations and vehicle purchases.
Almost $9 billion of the $35 billion budget is anticipated to go to expanding the transportation system. Of this
capacity budget, $6.8 billion will go to road and highway expansion projects, including operational, safety, and
multi-modal elements as part of large capital projects. More than two-thirds of that road capacity investment
will be on existing streets and roads, with a focus on serving the areas of the region where growth is expected
and where congestion exists today or is likely to occur based on future growth patterns. The other $2 billion of
capacity increases will go to large transit capital expansion projects such as extending light rail to Natomas,
improving heavy rail service into Placer County, or other infrastructure investments to facilitate enhanced bus
service like Bus Rapid Transit.
To build a multimodal system that is safe and efficient for all users, $5.6 billion of the $35 billion budget goes
to dedicated bicycle and pedestrian infrastructure, safety programs and improvements, operational
improvements to get more out of existing infrastructure, and programs to connect residents with options and
services that will allow them to leave their cars at home and reduce the need for ever-expanding roads and
highways.
Even with new funding sources included in this plan, there is not enough funding to pay for everything. To
deliver on the priorities of this plan, the region must prioritize near-term investment decisions, align regional
and local funding programs with a set of common goals, and be creative and strategic in pursuing state and
federal grants. These efforts must be supported by performance measures, data, and strong partnerships
among public and private organizations throughout the region. Appendix A: Transportation Project List
describes all the near- and long-term transportation programs, infrastructure investments, and improvements
included in this plan.
Supporting Policies
Policy 17: Reduce the growing system maintenance funding gap by prioritizing spending flexible revenues on
state-of-good repair improvements before investing in system expansion.
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Policy 18: System expansion investments that are not directly paid for by new development should be focused
on fixing major bottlenecks that exist today, and/or incentivize development opportunities in infill areas.
Policy 19: Transit expansion, particularly light rail and other fixed infrastructure transit options, should be
targeted at communities with supportive land use policies and development patterns that will generate transit
ridership and improve the cost recovery rates for transit service.
Policy 20: Prioritize cost effective safety improvements that will help the region eliminate fatal transportation
related accidents.
Policy 21: Transportation infrastructure investments should be planned and built in a way that makes the
system more resilient to extreme weather events and natural disasters.
Policy 22: Invest in bicycle and pedestrian infrastructure to encourage healthy, active transportation trips and
provide recreational opportunities for residents and visitors.
Policy 23: Prioritize and incentivize transportation investments that benefit environmental justice
communities.
Policy 24: Invest in transportation improvements that improve access to major economic assets and job
centers.
Policy 25: Prioritize investments in transportation improvements that reduce greenhouse gas emissions and
vehicle miles traveled.
Near-Term Actions
Action

Responsible Parties

Timeframe

Participate as a regional partner in implementation of

SACOG, non-profit and private

Less than 1

an economic prosperity strategy.

organizations, business

year

organizations, cities and counties
Continue to improve project assessment tools that

SACOG

Ongoing

Work with the business community, equity groups, and

SACOG, business organizations,

1-4 years

other stakeholders to identify priority transportation

nonprofit organizations, Caltrans,

investments for economic prosperity.

cities and counties, transit

support data-informed decision-making.

operators
Continue to pursue grant funding to implement high-

SACOG, Caltrans, cities and

performing projects consistent with the performance

counties, transit operators

Ongoing

goals of the MTP/SCS.
Continue to pursue grant funding specified for

SACOG, Caltrans, cities and

disadvantaged communities to implement community

counties, transit operators

Ongoing

supportive projects.
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Tracking Implementation Progress
How will we know we’re on course to achieve the goals of the MTP/SCS? The following table describes
indicators that will help the region measure and monitor implementation of the MTP/SCS.
Build and
Build

Performance Tracking Indicator

maintain a

vibrant

Foster the

Modernize the

safe, reliable,

places for

next

way we pay

and

today’s and

generation

for

multimodal

tomorrow’s

of mobility

transportation

transportation

residents

solutions

infrastructure

system

Number of local housing policy and/or
ordinance changes that result from
planning work funded by Senate Bill 2 or
other state funding programs, the
Regional Housing Needs Plan, the
Housing Policy Toolkit, and locally led
efforts.
New housing starts in small lot and
attached products.
Increased production of housing in
existing communities, centers, and
commercial corridors.
Local plans and projects consistent with
the Blueprint and/or SCS.
Local land use changes such as infill
development, increased density, and
jobs/housing balance, that are intended
to be outcomes of transportation
investment programs or projects.
Successful new mobility pilot projects
and program get expanded or extended.
New pilots launched to test additional
new mobility solutions.
Case studies and lessons learned from
unsuccessful pilot projects.
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Federal and state grant funds captured
for transit vehicle replacement.
Transit fleet and facility plans to
prepare for zero emission vehicle
requirements.
Number of new and innovative
transportation demand management
programs including data and lessons
learned from pilots.
Implementation of new high-frequency
bus service, including the region’s first
bus rapid transit and zero-emission bus
shuttle between downtown Sacramento
and Sacramento International Airport.
Grant opportunities and successful
grant applications that align with the
goals of the MTP/SCS.
Transportation investments that
support economic development.
Data and analysis that can be used to
support future regional funding
programs and state and federal grant
opportunities.
Number of fatal collisions on the
region’s roadways
Improved travel time to employment
centers, education institutions, and
other regional destinations (e.g.,
Sacramento International Airport).
Data and lessons learned from pricing
pilot projects in our region.
Implementation of new locally-derived
transportation fees and/or taxes.
Amount of funding the region wins,
collectively, in federal and state grants.
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