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Item #16-1-5
I nf or m a t i o n

January 4, 2016

2016 Metropolitan Transportation Plan/Sustainable Communities Strategy Update:
Status of Draft Plan and Environmental Impact Report
Issue: What is the status of the 2016 Metropolitan Transportation Plan/Sustainable
Communities Strategy update?

Recommendation: None. This is for information only.
Discussion: The Draft 2016 Metropolitan Transportation Plan/Sustainable Communities
Strategy (MTP/SCS) and Environmental Impact Report (EIR) were circulated for a 60-day
public review period that concluded November 16, 2015. At the writing of this report, staff is
reviewing and drafting responses to public comments. All comments, responses and
recommended changes will be summarized into a written report and presented to the full Board
in January in preparation for final revisions to the plan. Final adoption of the plan is targeted for
February 2016. For reference, the schedule of Board actions on the plan update is included in
Attachment A. The received comments were posted to the MTP/SCS website
(http://sacog.org/mtpscs/2016-mtpscs-comments) and are included in Attachment B for
reference.
Staff will give the Strategic Planning Committee a verbal presentation on the status of the
responses to comments and potential revisions to the draft MTP/SCS and EIR. This written
report and the verbal presentation to the Strategic Planning Committee are intended to give
Committee members opportunity to ask questions about, and give reactions to, the comments
received during the public comment period. Staff will use questions and comments to prepare for
a board workshop at the January board meeting.
Background
The Board initiated the 2016 update of the MTP/SCS just over two years ago. The 2016
MTP/SCS update has focused on refinement of, and addressing implementation challenges to,
the current (2012) plan. To guide this update, the Board adopted five guiding policy themes:
land use forecast, transportation funding, investment strategy, investment timing, and plan
effects (Attachment C is the adopted framework). These five policy themes directed the
research, analysis, outreach and engagement of the plan update, and the learnings from these
efforts resulted in progressively detailed frameworks for the draft plan. Four sources of input
throughout the planning process included: direction from the Board, input from the public
through workshops and surveys, input from stakeholders through group meetings, coordination
with member and partner agencies on project list and land use assumptions, and supporting staff
research and technical analysis.
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A significant amount of time and effort of the plan update was focused on developing and vetting
of its land use and transportation assumptions. To do this, the board first directed the
development of three regional land use and transportation scenarios to define the range of
reasonably foreseeable transportation and land use futures that could occur in this region by the
year 2036. Scenario 1 had the most expanded development pattern and highest investment in
road expansion projects; Scenario 3 had the most compact development pattern and highest
investment in transit projects; Scenario 2 was the mid-point of these two scenarios and the land
use and transportation inputs of the 2012 plan.
In modeling the performance of these three scenarios the analysis showed that Scenario 2, the
current plan, fell short of achieving its SB 375 GHG target for the year 2035. Simultaneously,
SACOG gathered input on the public’s transportation investment priorities through live public
workshops, online surveys and a scientific phone poll; the main concern of respondents was road
maintenance and transit. After considering all of this information, the Board adopted a
framework for a preferred land use and transportation scenario for the plan that directed the
following: 1) develop a draft preferred scenario that meets federal air quality conformity
requirements and achieves state greenhouse gas targets, 2) develop a land use forecast that meets
federal and state requirements and supports those air quality objectives, and 3) shift budget to
system maintenance (Fix-it-First) investments and find new, reasonably foreseeable revenues to
put towards those investments, consistent with the Board’s adopted policy themes for this plan
update. In other words, a draft preferred scenario would have to show better transportation and
air quality performance than the prior plan (a.k.a., Scenario 2).
Pursuant to the Board’s preferred scenario framework and over multiple months staff worked
with the Board, member and partner agencies, and stakeholders to develop and vet a draft
preferred scenario. This vetting period included presentations of the scenario to meetings of city
and county elected officials in each of the six counties of the SACOG region. In April of this
year, the Board endorsed a preferred scenario, consisting of a transportation project list, budget,
and land use forecast. The preferred scenario achieved all statutorily defined air quality
objectives and the transportation investment and land use objectives set in the preferred scenario
framework. A draft plan based on these assumptions, and a draft environmental impact report,
was developed over the summer and released in September by the Board for public review.
Approved by:

Mike McKeever
Chief Executive Officer
MM:KL:ds
Attachment
Key Staff: Matt Carpenter, Director of Transportation Services, (916) 340-6276
Kacey Lizon, Planning Manager, (916) 340-6265

Attachment A

2016 MTP/SCS Update: Schedule of Board Actions Leading to Final Plan Adoption
(Updated September 18, 2015)
Board Action
Framework 1.0:
Policy Framework

Date of Action
Adopted December 2013

•
•

Framework 1.5:
Scenarios
Development
Framework

Adopted March 2014

•
•
•
•

Framework 2.0:
Draft Preferred
Scenario Framework

Adopted December 2014

•
•
•

Framework 3.0:
Preferred Scenario

Adopted April 2015

•

Draft Plan (2016
MTP/SCS)

Released September 2015

•

Final Plan (2016
MTP/SCS)

Targeted for February 2016

•

Contents/Direction
Set implementation-focused theme for plan update with
five policy themes: transportation funding, investment
strategy, investment timing, land use forecast, plan effects.
Set region-level growth projections of population,
employment and housing for the plan horizon year (2036).
Set overall schedule for the plan update.
Set parameters for three regional land use and
transportation scenarios for use in public workshops and
plan development.
Initiated phasing analysis of transportation investments in
current plan.
Initiated analysis of different levels and types of
transportation revenue sources.
Set schedule for creation of Framework 2.0.
Sets guidelines, task and process for developing a draft
preferred scenario (land use forecast, revenue forecast,
project list, performance outcomes).
Sets a minimum of six weeks for review and vetting of a
preliminary draft preferred scenario.
Sets details of Preferred Scenario for years 2020, 2035, and
2036 for use in development of Draft Plan and EIR:
o Land use forecast
o Revenue Forecast
o Budget and Project List
o Performance Outcomes
Release Draft 2016 MTP/SCS for public comment. Draft
Plan includes written discussion of the detailed land use
and transportation information above plus: policies and
strategies, an environmental justice analysis, discussion of
natural resources.
Adopt 2016 MTP/SCS, certify Final EIR, adopt air quality
conformity finding.
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Attachment B

From:
To:
Subject:
Date:

Robert B. Tanner

Clint Holtzen
Re: Public Comment Period Open: Metropolitan Transportation Plan/Sustainable Communities Strategy
Thursday, September 17, 2015 5:36:51 PM

Dear Members of SACOG:
I need to bring up an issue that brings up the issue of Sacramento's
continual growth upon the entire I-5 and SR99 corridors.
The entire area is becoming a choke point on the two corridors, with
rush hour traffic blocking progress of through truckers and other
through travelers whether on the I-5 corridor or the SR99 corridor.
There is now no viable bypasses to carry through traffic around the
area. This is a glaring omission by planners who apparently think
truckers and travelers want to contend with the worsening congestion
of getting through Sacramento's mess on a long trip from Southern
California to the Pacific Northwest on The I-5 or on the SR99 between
Chico and Modesto. Sorry, but I've got news for you. WE DON'T!
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We need to really rethink spending money on plans for more surface
'arterials' with too many traffic lights that increase air pollution
and GHGs and start on a bypass program that routes through traffic
well around Sacramento on real freeways. These circular bypass
freeways are a common sight on Interstates in other cities throughout
this country. They do this in Texas and they are leaving poor
California behind. These circular bypass freeways can also be a firm
growth boundary, stopping sprawl from taking any more of our valuable
farmland.
We are getting far too provincial in our highway planning and it is
making California's highway system a congested joke. The world doesn't
center around Sacramento or any other California city. People will
continue to drive and many of them, along with truckers, are from
somewhere else and want to get somewhere else and are not interested
in stopping in Sacramento. And, frankly, I don't want such through
traffic adding to our congestion within our urban core, either.
SACOG really needs to address this. I live in Live Oak and getting to
the SR 99 corridor in the Southern San Joaquin Valley is already a
headache. It will continue to get worse if we don't figure out some
way to get some money to actually build these bypasses. Otherwise, the
congestion is going to eventually hurt Sacramento's viability as a
place to do business.
Sincerely,
Robert B. Tanner
Live Oak

On Sep 17, 2015, at 10:28 AM, SACOG | Sacramento Area Council of
Governments wrote:

Yolo County: Jim Campbell, MTP/SCS Web Form Comment, 9/23/2015
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"There are 3 duplicate Yolo County project listings in the draft MTP/SCS Appendix A, YOL19354,
YOL19375, YOL 19248. See attached."
http://sacog.org/mtpscs/wp-content/uploads/gravity_forms/4f309bae3f9b71fbeaf12f3839d268e99/2015/09/Scanned-from-a-Xerox-Multifunction-Device.pdf
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Kacey Lizon
Sacramento Area Council of Governments
1415 L Street, Suite 300
Sacramento, CA 95814

COMMENTS TO REQUEST FOR REVIEW FOR THE DRAFT ENVIRONMENTAL IMPACT
REPORT, 2016 METROPOLITAN TRANSPORTATION PLAN/SUSTAINABLE
COMMUNITIES STRATEGY PROJECT, SCH# 2014062060, EL DORADO, PLACER,
SACRAMENTO, SUTTER, YOLO, AND YUBA COUNTIES
Pursuant to the State Clearinghouse's 18 September 2015 request, the Central Valley Regional
Water Quality Control Board (Central Valley Water Board) has reviewed the Request for Review
for the Draft Environment Impact Report for the 2016 Metropolitan Transportation
Plan/Sustainable Communities Strategy Project, located in El Dorado, Placer, Sacramento,
Sutter, Yolo, and Yuba Counties.
Our agency is delegated with the responsibility of protecting the quality of surface and
groundwaters of the state; therefore our comments will address concerns surrounding those
issues.

I.
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Regulatory Setting
Basin Plan
The Central Valley Water Board is required to formuiate and adopt Basin Plans for all areas
within the Central Valley region under Section 13240 of the Porter-Cologne Water Quality
Control Act. Each Basin Plan must contain water quality objectives to ensure the
reasonable protection of beneficial uses, as well as a program of implementation for
achieving water quality objectives with the Basin Plans. Federal regulations require each
state to adopt water quality standards to protect the public health or welfare, enhance the
quality of water and serve the purposes of the Clean Water Act. In California, the beneficial
uses, water quality objectives, and the Antidegradation Policy are the State's water quality
standards. Water quality standards are also contained in the National Toxics Rule, 40 CFR
Section 131.36, and the California Toxics Rule, 40 CFR Section 131.38.
The Basin Plan is subject to modification as necessary, considering applicable laws,
policies, technologies, water quality conditions and priorities. The original Basin Plans were
adopted in 1975, and have been updated and revised periodically as required, using Basin
Plan amendments. Once the Central Valley Water Board has adopted a Basin Plan
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amendment in noticed public hearings, it must be approved by the State Water Resources
Control Board (State Water Board), Office of Administrative Law (OAL) and in some cases,
the United States Environmental Protection Agency (USEPA). Basin Plan amendments
only become effective after they have been approved by the OAL and in some cases, the
USEPA. Every three (3) years, a review of the Basin Plan is completed that assesses the
appropriateness of existing standards and evaluates and prioritizes Basin Planning issues.

3-1
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For more information on the Water Quality Control Plan for the Sacramento and San
Joaquin River Basins, please visit our website:
http://www.waterboards.ca.gov/centralvalley/water_issues/basin_plans/.

Antidegradation Considerations
All wastewater discharges must comply with the Antidegradation Policy (State Water Board
Resolution 68-16) and the Antidegradation Implementation Policy contained in the Basin
Plan: The Antidegradation Policy is available on page IV-15.01 at:
http://www. waterboards. ca.gov/centralvalleywater_issues/basin_plans/sacsjr. pdf
In part it states:
Any discharge of waste to high quality waters must apply best practicable treatment or
control not only to prevent a condition of pollution or nuisance from occurring, but also to
maintain the highest water quality possible consistent with the maximum benefit to the
people of the State.
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This information must be presented as an analysis of the impacts and potential impacts
of the discharge on water quality, as measured by background concentrations and
applicable water quality objectives.
The antidegradation analysis is a mandatory element in the National Pollutant Discharge
Elimination System and land discharge Waste Discharge Requirements (WDRs) permitting
processes. The environmental review document should evaluate potential impacts to both
surface and groundwater quality.

II.
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Permitting Requirements
Construction Storm Water General Permit
Dischargers whose project disturb one or more acres of soil or where projects disturb less
than one acre but are part of a larger common plan of development that in total disturbs
one or more acres, are required to obtain coverage under the General Permit for Storm
Water Discharges Associated with Construction Activities (Construction General Permit),
Construction General Permit Order No. 2009-009-DWQ. Construction activity subject to
this permit includes clearing, grading, grubbing, disturbances to the ground, such as
stockpiling, or excavation: but does not include regular maintenance activities performed to
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restore the original line, grade, or capacity of the facility. The Construction General Permit
requires the development and implementation of a Storm Water Pollution Prevention Plan
(SWPPP).

3-3
cont'd.

For more information on the Construction General Permit, visit the State Water Resources
Control Board website at:
http://www.waterboards.ca.gov/water_issues/programs/stormwater/constpermits.shtml.

Phase I and II Municipal Separate Storm Sewer System (MS4) Permits 1
The Phase I and II MS4 permits require the Permittees reduce pollutants and runoff flows
from new development and redevelopment using Best Management Practices (BMPs) to
the maximum extent practicable (MEP). MS4 Permittees have their own development
standards, also known as Low Impact Development (LID)/post-construction standards that
include a hydromodification component. The MS4 permits also require specific design
concepts for LID/post-construction BMPs in the early stages of a project during the
entitlement and CEQA process and the development plan review process.
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For more information on which Phase I MS4 Permit this project applies to, visit the Central
Valley Water Board website at:
http://www.waterboards.ca.gov/centralvalley/water_issues/storm_water/municipal_permits/.
For more information on the Phase II MS4 permit and who it applies to, visit the State
Water Resources Control Board at:
http://www.waterboards.ca.gov/water_issues/programs/stormwater/phase_ii_municipal.sht
ml

Industrial Storm Water General Permit
Storm water discharges associated with industrial sites must comply with the regulations
contained in the Industrial Storm Water General Permit Order No. 2014-0057-DWQ.
For more information on the Industrial Storm Water General Permit, visit the Central Valley
Water Board website at:
http://www.waterboards.ca.gov/centralvalley/water_issues/storm_water/industrial_general_
permits/index.shtml.
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Clean Water Act Section 404 Permit
If the project will involve the discharge of dredged or fill material in navigable waters or
wetlands, a permit pursuant to Section 404 of the Clean Water Act may be needed from the
United States Army Corps of Engineers (USACOE). If a Section 404 permit is required by

3-6
1

=

Municipal Permits The Phase I Municipal Separate Storm Water System (MS4) Permit covers medium sized
Municipalities (serving between 100,000 and 250,000 people) and large sized municipalities (serving over
250,000 people). The Phase II MS4 provides coverage for small municipalities, including non-traditional Small
MS4s, which include military bases, public campuses, prisons and hospitals.
·
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the USACOE, the Central Valley Water Board will review the permit application to ensure
that discharge will not violate water quality standards. If the project requires surface water
drainage realignment, the applicant is advised to contact the Department of Fish and Game
for information on Streambed Alteration Permit requirements.
If you have any questions regarding the Clean Water Act Section 404 permits, please
contact the Regulatory Division of the Sacramento District of USACOE at (916) 557-5250.
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Clean Water Act Section 401 Permit - Water Quality Certification
If an USACOE permit (e.g., Non-Reporting Nationwide Permit, Nationwide Permit, Letter of
Permission, Individual Permit, Regional General Permit, Programmatic General Permit), or
any other federal permit (e.g., Section 10 of the Rivers and Harbors Act or Section 9 from
the United States Coast Guard), is required for this project due to the disturbance of waters
of the United States (such as streams and wetlands), then a Water Quality Certification
must be obtained from the Central Valley Water Board prior to initiation of project activities.
There are no waivers for 401 Water Quality Certifications.
Waste Discharge Requirements - Discharges to Waters of the State
If USACOE determines that only non-jurisdictional waters of the State (i.e. , "non-federal"
waters of the State) are present in the proposed project area, the proposed project may
require a Waste Discharge Requirement (WDR) permit to be issued by Central Valley
Water Board. Under the California Porter-Cologne Water Quality Control Act, discharges to
all waters of the State, including all wetlands and other waters of the State including , but
not limited to, isolated wetlands, are subject to State regulation.
For more information on the Water Quality Certification and \lVDR processes, visit the
Central Valley Water Board website at:
http://www.waterboards.ca.gov/centralvalley/help/business_help/permit2.shtml.

Regulatory Compliance for Commercially Irrigated Agriculture
If the property will be used for commercial irrigated agricultural, the discharger will be
required to obtain regulatory coverage under the Irrigated Lands Regulatory Program.
There are two options to comply:
1.
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Obtain Coverage Under a Coalition Group. Join the local Coalition Group that
supports land owners with the implementation of the Irrigated Lands Regulatory
Program. The Coalition Group conducts water quality monitoring and reporting to
the Central Valley Water Board on behalf of its growers. The Coalition Groups
charge an annual membership fee, which varies by Coalition Group. To find the
Coalition Group in your area, visit the Central Valley Water Board's website at:
http://www.waterboards.ca.gov/centralvalley/water_issues/irrigated_lands/app_appr
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oval/index.shtml; or contact water board staff at (916) 464-4611 or via email at
lrrlands@waterboards.ca.gov.

2.

3.9
cont'd.

Obtain Coverage Under the General Waste Discharge Requirements for
Individual Growers, General Order RS-2013-0100. Dischargers not participating
in a third-party group (Coalition) are regulated individually. Depending on the
specific site conditions, growers may be required to monitor runoff from their
property, install monitoring wells, and submit a notice of intent, farm plan, and other
action plans regarding their actions to comply with their General Order. Yearly
costs would include State administrative fees (for example, annual fees for farm
sizes from 10-100 acres are currently $1,084 + $6.70/Acre);· the cost to prepare
annual monitoring reports; and water quality monitoring costs. To enroll as an
Individual Discharger under the Irrigated Lands Regulatory Program, call the
Central Valley Water Board phone line at (916) 464-4611 or e-mail board staff at
lrrLands@waterboards.ca.gov.

Low or Limited Threat General NPDES Permit

3.10

If the proposed project includes construction dewatering and it is necessary to discharge
the groundwater to waters of the United States, the proposed project will require coverage
under a National Pollutant Discharge Elimination System (NPDES) permit. Dewatering
discharges are typically considered a low or limited threat to water quality and may be
covered under the General Order for Dewatering and Other Low Threat Discharges to
Surface Waters (Low Threat General Order) or the General Order for Limited Threat
Discharges of Treated/Untreated Groundwater from Cleanup Sites, Wastewater from
Superchlorination Projects, and Other Limited Threat Wastewaters to Surface Water
(Limited Threat General Order). A complete application must be submitted to the Central
Valley Water Board to obtain coverage under these General NPDES permits.
For more information regarding the Low Threat General Order and the application process,
visit the Central Valley Water Board website at:
http://www.waterboards.ca.gov/centralvalley/board_decisions/adopted_orders/general_ord
ers/rS-2013-007 4. pdf
For more information regarding the Limited Threat General Order and the application
process, visit the Central Valley Water Board website at:
http://www.waterboards.ca.gov/centralvalley/board_decisions/adopted_orders/general.._ord
ers/rS-2013-0073.pdf
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If you have questions regarding these comments, please contact me at (916) 464-4684 or
tcleak@waterboards.ca. gov.

St~~JJ,icl
Trevor Cleak-W-<
Environmental Scientist

cc:

State Clearinghouse unit, Governor's Office of Planning and Research, Sacramento

2016 Metropolitan Transportation Plan/Sustainable Communities Strategy Plan and
Environmental Impact Report Hearing #1
Folsom Community Center – Activity Room
52 Natoma Street, Folsom, 95630
Thursday, October 29
6:30-7:30 p.m
SACOG Staff: Planning Manager Kacey Lizon, Public Information and Media Affairs
Coordinator Monica Hernandez
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1. Open Public Hearing
2. SACOG Staff Presentation on the Draft 2016 MTP/SCS and EIR
3. Public Comment
Folsom Public Hearing Comments from October 29, 2015
Name
None
4. Close Public Hearing

Comment
None

Allen Green, MTP/SCS Web Form Comment, 11/4/2015
5-1

"The apartments in the Arden Arcade area are the most plentiful in the county, I believe. They need
better transporation services since many of them are single auto families and small incomes. See what
you can do about it. I think you should take a look at the Santa Rosa area and see how they are doing."

2016 Metropolitan Transportation Plan/Sustainable Communities Strategy Plan and
Environmental Impact Report Hearing #2

Lincoln City Council Chamber
600 6th Street, Lincoln, 95648
Wednesday, November 4
6:30-7:30 p.m.
SACOG Staff: Planning Manager Kacey Lizon, Public Information and Media Affairs Coordinator
Monica Hernandez
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1. Open Public Hearing
2. SACOG Staff Presentation on the Draft 2016 MTP/SCS and EIR
3. Public Comment
Lincoln Public Hearing Comments from November 4, 2015
Name
None
4. Close Public Hearing

Comment
None

2016 Metropolitan Transportation Plan/Sustainable Communities Strategy Plan and
Environmental Impact Report Hearing #3
Yolo County Board Chambers
625 Court Street, Room 206, Woodland, 95695
Thursday, November 5
6:30-7:30 p.m.
SACOG Staff: Planning Manager Kacey Lizon, Public Information and Media Affairs Coordinator
Monica Hernandez
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1. Open Public Hearing
2. SACOG Staff Presentation on the Draft 2016 MTP/SCS and EIR
3. Public Comment
Yolo County Public Hearing Comments from November 5, 2015
Name
None
4. Close Public Hearing

Comment
None

2016 Metropolitan Transportation Plan/Sustainable Communities Strategy Plan and
Environmental Impact Report Hearing #4
Sacramento Area Council of Governments
1415 L Street, 3rd Floor, Sacramento, 95814
Tuesday, November 10
6:30-7:30 p.m.
SACOG Staff: Planning Manager Kacey Lizon, Public Information and Media Affairs Coordinator
Monica Hernandez
1. Open Public Hearing
2. SACOG Staff Presentation on the Draft 2016 MTP/SCS and EIR
3. Public Comment
SACOG staff answered the following questions:
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•

How do transportation projects get on the MTIP list? What are their funding plans
and funding sources?

•

What definition of “housing units” is used in the Plan? Does it include all types of
housing options (e.g., attached, small/medium lot)?

•

What are underlying factors in the disparity of jobs in 2012?

•

Does the fast pace and high growth in Placer align with SCS?

•

What does the term “road capacity” refer to in the MTP/SCS?

•

Does transit include light rail and streetcar?

•

Why isn't there an increase in operations funding for the streetcar?

•

Does SACOG have transportation projects prioritized in the MTP?

•

How realistic is the forecast for jobs-housing fit and affordability?

•

Does SACOG have a map of investments since 2008? Is there a resource that shows
what funding has resulted from being included in plan?

•

How realistic is the complete streets policy for four to six lane conversions? How
closely is that followed by local governments?

•

Did the MTP/SCS forecast include an additional recession?

•

Why is SACOG investing in the downtown Streetcar?

•

Does the MTP/SCS indicate the types of jobs that are included in the projections?

•

Are there any charts on income restrictions and income profiles included in the Plan?

8-1
cont'd.

•

I didn't see streetcar listed explicitly in the plan − can SACOG make it more clear
that the streetcar is included in the Plan?

•

Can SACOG address in the issue that some streetcars and trams decrease greenhouse
gas (GHG) emissions and some don't and the Sacramento/West Sacramento streetcar
is one that is not likely to reduce GHG and won’t have ridership?

•

It seems to me that there should be special rationale to counter a public vote − can
SACOG address that the streetcar is not a regional piece, but a local piece (we had a
streetcar vote and residents said no) and that this is a big project not a small one?
Sacramento Public Hearing Comments from November 10, 2015
Name

None
4. Close Public Hearing

Comment
None

Gavin Baker, MTP/SCS Web Form Comment, 11/11/2015
"I encourage SACOG to make the following revisions to the draft plan:
9-1

1. Better integrate considerations for bikesharing. For instance, Strategy 20.1 (p. 135) should mention
bikesharing as a possible component of improving transit access: bikesharing co-located with transit
stations can be a ""last-mile"" solution for connecting riders to their destination. Bikeshare programs
should also be planned to integrate with the Connect Card universal fare system, bicycle infrastructure
such as bike lanes, etc.
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2. Promote youth education about transportation options. Policy 22 (p. 136) should specifically youth as a
key audience for education efforts. SACOG should partner with TMAs and local schools to develop
education programs so that the next generation grow up knowing how to use transit, bikes, walking, and
ridesharing as comfortably as driving. For instance, Washington, D.C., public schools recently began a
program to teach all second-graders how to ride a bike:
https://www.washingtonpost.com/local/education/all-dc-public-schools-students-will-learn-to-ride-abike-in-second-grade/2015/09/23/22a0b356-6203-11e5-b38e-06883aacba64_story.html
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3. Target new residents for education about transportation options. Policy 22 (p. 136) should specifically
new residents as a key audience for education efforts. SACOG should partner with TMAs to develop
education programs so that people who move to the region quickly learn how to use transit, bikes,
walking, and ridesharing as comfortably as driving. When I moved to the area, it was a challenge to learn
how to use the local systems, which differed from the ones I was accustomed to. If new residents
continue to bring their cars and drive everywhere, we'll never get ahead with GHG, VMT, and air quality
goals.
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4. Work with developers and property owners to encourage practices conducive to walking, biking, and
transit use. Policy 3 (pp. 127-128) or Policy 29 (pp. 139-140) should include strategies directing SACOG to
work with local agencies to encourage or require property managers and developers to take steps that
support transportation choices. For instance, local jurisdictions should require new buildings above a
certain size to include secure bike parking. Planning review should consider how the users of proposed
developments will access the walking, biking, and transit networks, and urge developers to provide
attractive and safe connections. Local agencies should reach out to major developers and property
managers to encourage them to adopt best practices, such as installing adequate bike parking, adding
wayfinding resources, providing new residents with information about transit choices, providing tenants
with carsharing memberships, etc. Developers and property managers play an important role in
addressing these ""last-mile"" issues. For instance, I considered (but decided against) moving into an
apartment that was on the third floor of a building, with no secure bike parking and no elevator, because I
didn't want to carry my bike up two flights of stairs. But for someone who already lives in that apartment,
even if they were interested in taking up biking, it would be very challenging for them to do so, because
there's no good options for storing a bike. SACOG can assist here by compiling a toolbox of options that
local agencies can employ, including requirements, optional incentives, and voluntary programs.
5. Include reference to Class IV bike lanes, alongside Classes 1 and 2, in Chapter 5C.
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6. Mention adequate and appropriate lighting as a component of safe and pleasant infrastructure for
walking, biking, and accessing transit services. For instance, Sacramento city's ""Grid 2.0"" effort includes
improving street lighting in order to encourage biking and walking. Being visible to other road users
makes walking or biking feel much more comfortable. Adequate lighting also adds to a sense of security.
Lighting is a crucial part of transportation infrastructure, and the fact that it is not mentioned at all in the
drafts of chapters 5C and 6 is a serious oversight. Keep in mind that during winter, it's dark by 5 pm, peak
commuting time.

9-7

7. Increase per-capita VMT reduction targets (Table 5B.2, p. 79). From 2008 to 2012, VMT per capita
declined by 1.1 percentage points. Yet from 2012 to 2036, the draft forecasts only a 0.9 percentage point
reduction in per-capita VMT. If four years of recession can reduce VMT by 1.1 percentage points, surely
we can do more with 20+ years of intentional effort.

9-8

8. Reassess proposed investments' compatibility with environmental and quality-of-life goals. Given the
goals to reduce VMT, GHG emissions, and air pollution, I don't understand how the draft plan can
propose to invest $5.8 billion in road capacity -- most of that in new roads and expanded lanes, which will
induce further demand for driving -- yet invest only $2.8 billion in bicycle and pedestrian projects (Table
4.1, p. 52). Low-priority investments in lane expansion and new roads should be reallocated to support
transit, bicycle, and pedestrian enhancements.

9-9

9. To encourage infill development consistent with the air quality, GHG, and VMT goals, the plan should
propose decommissioning the North Sacramento Freeway, the approximately 2.5 mile portion of SR 160
from the Capital City Freeway to N. 16th Street in Sacramento. Redesigning this road portion as a surface
road would enable infill development adjacent to the road. This development would be situated close to
downtown Sacramento and approximately 0.5 miles walking distance from several light rail stops. If the
draft plan can propose to spend around $5 billion on road building and expansion, surely some amount
should be available for road diets to enable infill development. The recent removal of the SR 275 freeway
in West Sacramento shows that this can be done to good effect.
Thank you for considering my comments."

Sacramento County: Judy Robinson, MTP/SCS Web Form Comment, 11/12/2015

10-1

"Sacramento County in conjunction with WALKSacramento and the cross sector team, Design 4 Active
Sacramento (D4AS) has been doing research and policy work for nearly 3 years on the topic of health
benefits associated with active design. (I will send separately since this submission was found to have a
problem with the attachment). While complete streets directly benefit improved health, the design is
critical to achieve the behaviors of the public to use them and benefit from them. Importance to including
shade trees along the complete street as well as selection is an integral part to achieving health benefits.
The MTP appendix document fell short in calling this out, as well as safety. Roadway speeds, lighting, the
presence of other people all play a role again in influencing behaviors of the public to choose to walk or
bike. This is critical information that should be included in the appendix document and complete street
policies to ensure that we get the design right! Additionally, land use and transportation planners and
engineers should be regularly consulting with their Public Health Department on these matters. Together
they can inform each other's work to achieve improved health outcomes (physical and mental).
Recommendation: engage Design 4 Active Sacramento for complete street designs that incorporate
active design in a way that will encourage and support more people walking and biking. Incorporate these
recommendations in the regional complete street work to be undertaken by SACOG.
Recommendation: convene Planning Directors and Public Health Officers across the region to meet with
each other and establish a relationship of working together around land use, transportation and health.
(Note: many of these same measures advance climate resiliency).
Recommendation: include in ALL grant solicitations questions on how the project will improve the public's
health and how the project contributes to climate resiliency. Also include the requirement for applicants
to consult with their Public Health Officer in answering these questions.
Thank you for the opportunity to comment on the draft MTP."

10-1 cont'd
(full
document)
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Active Design for a Healthy Sacramento County
Active Design Guidance: Purpose

T

Active design strategies are
identified by this icon.

he purpose of this chapter is to promote quality design that enhances
community aesthetics, reflects the community character and reinforces the
community’s and County General Plan goals of sustainable design. When
these guidelines are properly applied to projects, we achieve quality design and we
also improve the public’s health, safety and livability. There is a need to improve the
health of our communities. Application of the Active Design strategies will help to
achieve these goals, provide overall planning and design principles, and guidelines
for commercial districts.
Decisions on how and where to build homes, businesses, shopping centers, parks and schools all have
significant impacts on human health. Mixed land uses (job/housing/retail proximity), densities, community connectivity, and active transportation (walking and bicycling) choices can all promote and increase
walking and physical activity. By incorporating Active Design strategies into the built environment,
physical activity and improved health can be achieved.
Active Design is not only healthy, it is also sustainable design. While enhancing the public’s health, it also
reinforces the goals of environmental sustainability by reducing energy consumption and greenhouse gas
emissions, improving air and water quality, and preserving the natural environment. These strategies and
guidelines are grounded in the data that the design of the built environment can have a crucial and
positive influence on improving public health and is an essential tool in reversing the most pressing public
health problems of our time.
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The Chronic Disease and Obesity Epidemic: Health Issues
For the last few decades, environmental and public health professionals have made great strides in
helping to build and maintain a healthy society. Whereas infectious diseases were the gravest health
threats of an earlier era, the biggest killers of our time are non-infectious, chronic diseases such as heart
disease and stroke, cancer, chronic lung disease and diabetes, for which the leading risk factors are
obesity, physical inactivity, poor diets and smoking. , 
Over the last two decades, obesity has become epidemic in California and the United States. Overweight/obesity, defined by a Body Mass Index or BMI over 25, now affects two-thirds of the adult population in California and Sacramento County. About one in three California children (31%), ages 10-17, is
overweight or obese, and 43 percent of elementary school children in Sacramento County are overweight
or obese.  (BMI is a measure of body fat that classifies adults into four categories: underweight, normal
weight, overweight and obese.)
Obese children are ten times more likely to be obese adults than normal-weight children. The underlying
causes of obesity — physical inactivity and a surplus of dietary calories — are second only to tobacco as
the major causes of premature death.
Obesity increases the chances of developing type 2 diabetes,  which has more than doubled in recent
years and leads to complications such as blindness, limb amputations, cardiovascular disease, and kidney
failure. Type 2 diabetes is increasingly found among children, leading to medical complications in early
adulthood, with serious consequences for quality of life and health care costs.
 2010 California Obesity Prevention Plan: A Vision for Tomorrow, Strategic Actions for Today. Sacramento, CA. California Department of Public
Health, California Obesity Prevention Program, 2010.
 Mokdad AH, et al. Actual causes of death in the United States, 2000. Journal of the American Medical Association. 2004;291(10): p.
1238–1245.
 Babey SH, Wolstein J, Diamant AL, Bloom A, Goldstein H. A Patchwork of Progress: Changes in Overweight and Obesity Among California
5th, 7th-, and 9th-Graders, 2005-2010. UCLA Center for Health Policy Research and California Center for Public Health Advocacy, 2011.
 Narayan KM, et al. Lifetime risk for diabetes mellitus in the United States. Journal of the American Medical Association. 2003; 290(14): p.
1884–90.
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The California Health Interview Survey  showed that 63 percent of Sacramento County residents fail to
meet recommended guidelines for physical activity — 30 minutes a day, 5 days a week — putting them at
high risk for being overweight and obese. According to the CDC only about 20 percent of U.S. adults are
meeting both the aerobic and muscle strengthening components of the federal government’s physical
activity recommendations.
Chronic disease and obesity exact a toll not only on our health but also on our economy in the form of
rising health care and disability costs and declining productivity and workforce availability. In 2000, the
total direct and indirect health care costs attributable to obesity in the United States were estimated to be
$117 billion,  which is equal to each U.S. resident in the year 2000 paying $415 each. In 2006, the
California Center for Public Health Advocacy estimated that the health care costs related to obesity in
California were close to $41 billion.  More far-reaching economic consequences include fuel expenses
and costs from insurance, disability, absenteeism, and decreased productivity for the business sector. 
This economic burden is only anticipated to grow. If the current rate of increase in obesity continues, the
total health care costs attributable to obesity are anticipated to double every decade, reaching $860 to
$960 billion by 2030.

Lack of Physical Activity and a Supportive Built Environment:
Connecting Design and Health
Part of the reason for today’s lower rates of physical activity compared to the past is the changed built
environment. Over the past 60 years, development patterns have been focused on the ease and speed
of movement for automobiles and the dramatic separation of uses. Neighborhoods and communities
are built with large distances between homes, jobs, schools, and shopping centers, forcing people to use
vehicles for everyday trips. As a result, people use cars today for nearly every trip from home, even when
the distances they need to travel are short. In fact, according to the National Household Travel Survey 28%
of all trips today are less than one mile and yet 72% of those trips are taken by automobile.
5

California Health Interview Survey: http://healthpolicy.ucla.edu/chis/Pages/default.aspx

6 U .S. Department of Health and Human Services. The Surgeon General’s Call to Action to Prevent and Decrease Overweight and Obesity.
2001.
7 Chenoweth & Associates, Inc. The Economic Costs of Overweight, Obesity, and Physical Inactivity Among California Adults. 2006. California
Center for Public Health Advocacy. 2009.
8 Thompson D, et al. Estimated economic costs of obesity to U.S. business. American Journal of Health Promotion.1998;13(2): p. 120–127.
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The design of our communities encourages this dependence on cars, which in turn leads to a number of
health hazards in the built environment. Increased auto use contributes to elevated pollution levels, and
fast-moving vehicles make the roads hazardous for the pedestrians and bicyclists that choose active
transportation.
In recent years, physical activity levels at work, at home, and from transportation have decreased. The
design of our buildings, streets, neighborhoods, and communities often makes physical activity difficult to
achieve. Physical activity, once part of our normal lives, has been designed out of daily routines. 
Sedentary jobs have taken the place of manual labor, cars have replaced walking or bicycling, elevators
and escalators have supplanted stair climbing, and televisions, computers, social media and video games
have displaced active leisure pursuits, especially among children.
The biggest opportunity for improving public health may lie in changing these daily lifestyle norms.
Community design that encourages the replacement of automobile use with walking and bicycling not
only increases physical activity and ensures pedestrian safety, but also addresses numerous other health
issues. The less we drive, the fewer collisions we have, resulting in fewer traffic injuries and deaths. As
automobile use decreases, vehicle emissions decline, resulting in cleaner air. Chance interactions on the
street lead to stronger social connections and mental wellness. 10
Well-designed public transit systems and access to transit can also help to increase physical activity levels
and community health. Americans who use transit spend an average of 19 minutes a day walking
between transit stops and destinations; and 29% meet the U.S. Surgeon General’s recommendation of at
least 30 minutes of physical activity per day by walking to and from transit. 11, 12

 Brownson RC, Boehmer TK, Luke DA. Declining rates of physical activity in the United States: what are the contributors? Annual Review of
Public Health. 2005;26:p. 421–443.
10 Leyden, K. M. Social capital and the built environment: the importance of walkable neighborhoods. American Journal of Public Health.
2003; 93(9): p. 1546-51
11 Besser LM, Dannenberg AL. Walking to Public Transit: Steps to Help Meet Physical Activity Requirements. American Journal of Preventive
Medicine 2005; 29(4) 273-280.
12 Wener, RE and Evans GW. A morning stroll: levels of physical activity in car and mass transit commuting. Environment and Behavior. 2007;
39: p. 1–13.
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Community design can also address concerns over public safety and fear of assault, which are reasons
given by people for choosing not to walk, use public transit, use recreational facilities or allow their
children to play outside or walk to school. While many variables influence violence and crime in
communities, aspects of the physical, built environment can also be designed to discourage crime.
Appropriately placed landscaping, lighting, windows, porches, signs and more all contribute to a safer
built environment. Crime Prevention Through Environmental Design (CPTED) provides additional design
guidance to create safer communities.

Creating an Active Sacramento: The Key Issue
The design of a neighborhood influences how its residents will live. Planners, designers and architects can
foster physical activity by designing spaces and streets that encourage walking, bicycling, and other forms
of active transportation and recreation. A diverse mix of land uses, co-location of food markets and other
retail, green belts and parks, along with a well-connected street system, and a good public transit system
all facilitate increasing physical activity among residents. Narrow, quiet, well-shaded streets can encourage walking and bicycling among young and old alike. Streets that are safe for all will encourage more
active use.
It is important to recognize that Sacramento County is very diverse and that the planning and design
techniques that follow may apply differently depending on the context. In general, the more urban the
context, the easier it will be to create these active communities since urban areas typically provide a wellconnected network of streets with sidewalks and nearby destination. However, many of these concepts
can also work well in suburban areas if careful attention is given to the layout of streets, parks, trails and
commercial areas. In rural parts of the County, attention needs to be paid to providing places for people
to walk or ride a bicycle either on the shoulder of roads or on separated trail networks.
It is also important to note that the design criteria that support active lifestyles discussed below depend on
one another to have the most impact. Creating a compact, mixed use community that lacks good connectivity or a neighborhood with great streets but no nearby destinations will not support active lifestyles as
well as a community that brings together all these key elements.
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Uses can be mixed vertically or horizontally. The first photo
shows a mixed use project in Davis, CA, with apartments
over a restaurant. The second shows a shopping center in
Salinas, CA, where housing has been built next to a supermarket. (Photos: Local Government Commission)

Active Design Strategies
Compact, Mixed-Use Communities
People are more likely to meet recommended levels of moderate physical activity if they
can incorporate such activity into their daily routines. This means people are choosing to
walk, bike or take transit to reach daily destinations (i.e., work, school, and home) rather
than driving. Therefore, creating environments where walking and biking is the easy
choice means providing a greater mix of destinations located closer together. As a
general rule of thumb, people are reasonably willing to walk 5 – 15 minutes (approximately ¼ to ¾ mile) and are more likely to consider riding a bike for trips between 1/2
to 3 miles. Research has shown that residents living in mixed-use, compact communities
are four times more likely to walk for trips under 1 mile in length. 13
Compact, mixed-use communities also increase the accessibility of transit by placing
more “customers” within proximity of transit stops. It is important to note that not all
areas in Sacramento County are currently served by bus or light rail. Therefore, building
“transit-ready” communities that are compact, walkable, and have a mix of uses will help
ensure the success of future transit expansion. Access to public transportation is linked
to increased physical activity, since transit use typically involves walking or bicycling to a
bus or light rail stop. 14 Transit riders tend to walk 19 minutes a day, which is three times
the amount of the average American. Commuting by transit rather than the automobile
has been shown to increase as residential density increases, especially in neighborhoods
designed around transit stations. 15
13 L. Frank et al., Linking Objectively Measured Physical Activity with Measured Urban Form: Findings From SMARTRAQ,
American Journal of Preventive Medicine, at 117-1255 (February 2005).
14 Ewing R. Pedestrian- and Transit-Friendly Design. Washington, DC : Urban Land Institute/American Planning
Association; 2009.
15 2010 California Obesity Prevention Plan: A Vision for Tomorrow, Strategic Actions for Today, Sacramento (CA):
California Department of Public Health, California Obesity Prevention Program, 2010.
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Communities designed to provide greater opportunity for transit use, walking or bicycling can also help
improve opportunities for physical activity among low-income people. Access to fitness facilities is more
prevalent among certain groups in the population — typically, individuals with higher levels of education
and income. However, when walking and cycling as part of transportation are considered, socioeconomic
discrepancies in physical activity are reduced. 16 In addition, those that live in compact, mixed-use
communities are found to drive less or not own a car at all, which are significant benefits to those with
restricted incomes.
Compact, mixed-use communities are especially important for the health and vitality of seniors.
Currently, one out of five seniors does not drive. Research has found that individuals aged 65 and over
who live closer to shops and services are more likely to walk and use public transportation, and take more
total trips outside the home. 17, 18 By 2030, it is projected that 25% of the adult population in the greater
Sacramento region will be over the age of 65. The land use patterns, housing options, and mobility
options we currently have, and will be developing in the coming years, will play a significant role in
affecting — for better or for worse — the growing senior population’s ability to remain active, independent, and engaged with family, friends, and community.
Choosing to walk or bike depends on more than just distance and proximity but also sense of safety,
comfort, topography, and overall aesthetics.
Connectivity
A roadway network should be designed with pedestrians and bicyclists in mind. An average person walks
about 3 miles per hour and on a bicycle, can travel up to 8 – 10 miles per hour. Therefore, a key
component of creating healthy communities and neighborhoods is ensuring a well-connected network of
roadways and trails that provide residents short, direct routes to destinations.
16 Berrigan D, Troiano RP , McNeel T,DiSogra C, Ballard-Barbash R. Active transportation increases adherence to activity
recommendations. American Journal of Preventive Medicine. 2006;31(3): p. 210–216.
17 Jana Lynott, et al. Planning Complete Streets for an Aging America. Washington, DC: AARP Public Policy Institute; 2009.
18 Bailey L. Aging Americans: Stranded without Options. Washington DC : Surface Transportation Policy Project; April 2004.

S ACRA MENTO C OUNT Y WIDE D ESIGN G UIDELINES

257

Appendix D: Active Design

The term connectivity is often used to describe how a roadway
network is laid out and connected. In general, a roadway network
with high connectivity will have short street blocks, numerous
intersections, and minimal dead-ends (cul-de-sac). This type of
roadway configuration will help reduce travel distance, increase
route options, and allow for direct travel routes to destinations.
All of these measures make walking and bicycling more feasible.
Recent studies have underscored this point by demonstrating the
association between increased pedestrianism and high street
connectivity. 19, 20

In a traditional, well-connected street system it is possible for a child to walk to
school from the neighborhood since there is a direct route on slow, local streets.
On the right, with disconnected streets, kids are typically driven to school. This
means more traffic on the arterials. The trip home requires three left turns, which
often creates the need for traffic lights. This, in turn, causes more congestion and
wider streets, as virtually all trips must be made on arterial streets. On the left, even
if people drive, they are less reliant on the arterial system, as they have more access
points. (Graphics: Courtesy of Federal Highway Administration “Design for
Pedestrian Safety” course)

In comparison, a neighborhood with low connectivity will deter
walking or biking. A poorly connected roadway often looks like a
configuration of “loops and lollipops” that creates more circuitous
trips and longer distance trips. This type of roadway layout funnels
traffic onto a few arterial roadways resulting in wider roads that
carry more cars travelling at higher speeds. This creates a hostile
and dangerous environment for everyone, including motorists,
cyclists and pedestrians. A study of 24 California cities in 2009
found a higher risk of fatal or severe crashes in cities with very low
street network density. 21 In addition, homes and businesses
located next to these high-volume roadways usually require
soundwalls, which can create additional physical barriers to
pedestrian connectivity and decrease the overall visual appeal
of the pedestrian environment.
19 Hess PM, Moudon AV , Snyder MC, Stanilov K. Site design and pedestrian travel.
Transportation Research Record.2001;1674: p. 9–19.
20 Baran PK, Rodriguez DA , Khattak AJ.Space syntax and walking in a new urbanist and
suburban neighborhood. Journal of Urban Design. 2008;13(1):p. 5–28.
21 Study by Wesley E. Marshall and Norman W. Garrick, “Street Network Types and Road
Safety: A Study of 24 California Cities,” August 2009
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A roadway network that works for bicycles and pedestrians also works for other modes of travel. Transit
use is improved in communities with high connectivity. Recent research has indicated that transit stops
in areas with well-connected street grids are used more heavily than those in areas with less connected
streets. 22 Transit service can include light rail, bus rapid transit, regular bus service and local or neighborhood shuttles. Creating a more connected street network that includes shorter route options also has a
positive impact on overall performance of the network since it provides more redundancy and route
choices. A system with low levels of connectivity will typically require several large arterial roadways and
longer signal cycles at intersections while a well-connected street system relies on smaller streets, shorter
blocks, slower speeds, fewer stops and signals and shorter signal cycles when signals are required.
A highly connected roadway network also improves the delivery of key local government services, such as
emergency response. This type of network offers far more links and approaches for fire trucks and police
rushing to an emergency. This is especially important when one route may be blocked. Research has also
shown that a fire station is able to serve three times as much area with a connected roadway network as in
an area with unconnected streets. 23 Other benefits include increases in the efficiency of services such as
garbage collection and street sweeping.
In terms of crime and safety, it is important to note that connectivity should be considered and applied
differently based on the settings (i.e. urban, suburban, and rural). For example, high connectivity might
best deter personal crime in a more urban area with heavier foot traffic and “eyes on the street.” However,
a lower level of connectivity might better serve a suburban area with less foot traffic and concern centered
on property crime prevention. 24 Regardless of community type, good pedestrian connectivity using street
networks, separate pathways and trails are key elements in providing active transportation choices.

22 Lund H, Wilson RW, Cervero R. A reevaluation of travel behavior in California TODs.
Journal of Architectural and Planning Research. 2006;23(3): p. 247–263.
23 Susan Handy, Robert G. Paterson and Kent Butler (2004), Planning for Street Connectivity: Getting From Here to There, Planning Advisory
Service Report 515, American Planning Association.
24 Paulsen, Derek J. “Crime and Planning” CRC Press, 2013.
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Plazas, or public places, can come in all shapes and sizes. This small plaza in Monterey, CA, (on the left) takes space that
might otherwise be used for the street and creates a seating area for a coffee shop and other local businesses. In a
residential setting, the plaza in the Doe Mill neighborhood in Chico, CA, (on the right) is organized around residents’
mailboxes. (Photos: Local Government Commission)

Site and Street Design that Foster Health
The measures discussed above — density and connectivity — are general tools used to characterize
physical environments that foster active living. There are additional measures, which are subtler and speak
to how people perceive and interact with their physical environment. The urban design qualities discussed
below refer to how people feel when they walk, bike, or drive along a street, and are good measures of
site and street design that facilitate healthy lifestyles:
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The photo at the top is from a small town in California and captures urban design
qualities that can create a great environment for walking. The buildings and trees
enclose the street but the store windows allow for transparency. Architectural details,
awnings and benches give the street a human scale and the different materials and
textures make the street imageable and complex. The photo on the bottom, Michigan
Avenue in Chicago, IL, shows how these qualities can also apply to a dense urban
environment. Although the buildings fronting this street are high-rise, the awnings,
doorways and landscaping help to create a human scale setting in which pedestrians
feel comfortable. (Photos: Local Government Commission and Dan Burden)

Imageability is the quality of a place that makes it distinct, recognizable and
memorable. A place with high imageability is unique; it contains physical
elements arranged in a way that captures attention, evokes positive feelings,
and creates lasting impressions. Public plazas illustrate the potential health
benefits of imageability. A public plaza is a publicly accessible space that
excludes cars and promotes walking by providing pedestrians with a safe,
comfortable space to gather, play, or simply watch things go by. Plazas often
constitute welcome “interruptions” or places of respite from the urban grind,
and provide destinations for those engaged in active transport. 25
Enclosure describes the degree to which urban design elements visually
define streets and other public spaces. Adding tree canopies, on-street
parking and placing buildings closer to the street to create a sense of enclosure, or an “outdoor room,” slows cars and improves pedestrian comfort. 26

25 Ewing R. Pedestrian- and Transit-Friendly Design. Washington, DC : Urban Land Institute/American
Planning Association; 2009.
26 Dan Burden, et al. “Street Design Guidelines for Healthy Neighborhoods” 1999.
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Human Scale refers to size, texture and articulation of physical elements that
match the size and proportion of humans, and correspond to the speed at which
humans walk. Elements such as building detail, pavement texture, street trees,
and street lights and furniture contribute to the human scale of a space.
Transparency describes the degree to which people can see or perceive what lies
beyond the edge of a street or other public space. Windows and entrances along
the street create an interesting and engaging environment that draws pedestrians
along the sidewalk. Being able to see beyond the edge of buildings and being
seen creates a safer environment for people on the street and inside buildings.

As streets get wider and faster, the tendency is to set buildings further back
from the street and locate parking between the buildings and the street.
This creates an automobile-dominated environment in which buildings
are surrounded by a sea of parking and walking is discouraged. However,
more communities are redesigning their shopping centers as shown above
with parking located behind and alongside the buildings to create more of
a main street environment. (Photo and Graphic: Dan Burden)

Complexity refers to the visual richness of a place. Complexity can be achieved
in a number of ways. For example, the incorporation of temporary and
permanent public art installations into the streetscape provides for a more
attractive and engaging environment. Artistic bike racks are available that can
incorporate art with functionality. Increasing the number of outdoor cafes
enhances street activity. These examples contribute to the attractiveness of urban
places, which in turn can encourage their use by pedestrians and bicyclists. 27
SITE DESIGN
Several site design features can be integrated into a community in order to help
achieve imageability, enclosure, human scale, transparency, and complexity—
and, in turn, encourage walking and biking trips:
Shorter Building Setbacks
When buildings are set back far from the street edge, the roadway appears to be
very wide. This may result in excessive vehicle speeds, creating an unsafe
environment for pedestrians, bicyclists, and drivers. Conversely, buildings set
closer to the street edge foster a sense of enclosure. The addition of buildings and
27 Identifying and Measuring Urban Design Qualities Related to Walkability (Ewing R, Clemente O,
Handy S, Winston E, Brownson RC. Active Living Research, 2005.)
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trees that are adjacent to the sidewalk create a “street wall” that frames the street and narrows a driver’s
field of vision. Taller buildings placed close together create a solid street wall and add to the sense of enclosure. People tend to feel more comfortable walking on streets with a sense of enclosure. 28 People also
tend to drive slower and more safely.
Street-Facing Building Entrances
Crime Prevention Through Environmental Design (CPTED) utilizes strategies to deter criminal behavior
and increase peoples’ sense of safety through the design of the built environment. Utilizing CPTED
strategies as part of active design standards can reduce crime and increase community safety. These
principles including natural surveillance, natural access control, and territorial reinforcement relate to
building entrances.
Good site design utilizes natural surveillance. Building entrances designed to face the street helps
maximize visibility and natural surveillance. Providing easily identifiable store and building entrances
helps foster positive social interaction among legitimate users of private and public space. Creating an
atmosphere that does not encourage or invite unlawful activity can help reduce opportunities for
criminals. Other physical elements can support natural surveillance including well-designed and placed
landscaping, and lighting that provides for nighttime illumination of parking areas, walkways, entrances
and exits.
Good site design also utilizes natural access control. The placement of exits, fencing, lighting and
landscaping and the clear differentiation between public and private space is used to limit or control
access and reduce the opportunity for crime. This can be achieved by providing sidewalks, pathways,
pavement, lighting, landscaping and signage that clearly guide the public to and from entrances and exits.
By clearly delineating private space, a sense of ownership among residents is established, and creates an
environment where “intruders” are more easily identified. Buildings, low fences, landscaping and other
features can be used to express ownership and define public, semi-public and private spaces. Territorial
reinforcement can be achieved with pavement treatments, landscaping, elevated porches, steps, signage,
screening and fences that define and outline ownership of property.

28 Streets and Sidewalks, People and Cars: The Citizens Guide to Traffic Calming.
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Parking Design that Considers Active Transport
In general, when parking is available, people use it. Research in California indicates that increased
parking supply may result in reduced active transportation and public transit use. 29 An oversupply of
parking increases the walking distances between business and other destinations, and reduces land available for other uses. Furthermore, parking lots increase heat island effect. This effect occurs when on hot,
sunny days the sun heats dry, exposed surfaces, such as roofs and pavement, to temperatures hotter than
the air, while shaded or moist surfaces — often in more rural surroundings — remain close to air temperatures. Heat island effect can compromise human health, contributing to respiratory difficulties, heat
cramps and exhaustion, non-fatal heat stroke, and heat-related mortality. 30 Heat island effect can also
increase air pollution and impacts to water quality. Well-designed car parking will reduce unnecessary
automobile travel, particularly when walking, bicycling, and public transit are convenient alternatives.
Pedestrian and bicycle access points should be well identified. Parking should be provided for people
with disabilities to support their needs for access and physical activity.
In multifamily and commercial settings:
• Parking located behind or on the side of buildings, with adequate lighting and security provided for
safety will provide access to buildings but will not dominate the frontage along a street. If parking must
be placed next to sidewalks it should be buffered with landscaping or low walls.
• Well-designed pedestrian access and connectivity from transit stops through parking lots to retail and
businesses is important in providing safe passage and encouraging people to walk and utilize transit for
their shopping trips.
Sustainable Landscaping
Native, water-efficient, and climate-appropriate landscaping is a site design feature that offers numerous
health benefits. Sustainable landscaping practices lower heat island temperatures and improve air and
water quality. In various settings, views that include landscaping have a positive impact on health:
College students with more natural views from their dorm windows score higher on attention tests; 31
workers with a view of nature from their desks claimed 23% fewer sick days than workers without views
29 Lund H, Wilson RW, Cervero R. A reevaluation of travel behavior in California TODs. Journal of Architectural and Planning Research.
2006;23(3): p. 247–263.
30 US EPA. “Heat Island Effect: Basic Information” http://www.epa.gov/hiri/about/index.htm
31 Tennessen, Carolyn M., and Bernadine Cimprich. “Views to Nature: Effects on Attention.” Journal of Environmental Psychology 15.1 (1995):
77-85.
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of nature; 32 patients recovering from surgery in hospital rooms with window views of natural scenes had
shorter postoperative hospital stays, received fewer negative evaluations in nurses’ notes, and took fewer
potent painkillers than matched patients in similar rooms with windows facing a brick wall. 33
Trees can play an important role in reducing crime rates and domestic violence, and can also increase
social ties. In a study of Chicago public housing residents, University of Illinois researchers found that
buildings with high levels of greenery had 52% fewer property and violent crimes than apartment
buildings with little or no vegetation. Green spaces draw people outdoors, increasing surveillance and
discouraging illegal activity. The green and groomed appearance of an apartment building is a signal that
owners and residents care about a property, and watch over it and each other. Greener common areas
also facilitated stronger social ties. The more trees and landscaping in the common spaces, the more
those spaces were used by residents. Those individuals living closer to green spaces enjoyed more
social activities, had more visitors, knew more of their neighbors, and reported committing fewer acts
of aggression toward household members than those living near barren spaces. 34
STREET DESIGN
Poor street design results in physical environments that are dangerous to pedestrians and bicyclists. When
people do venture out to walk on poorly designed streets, they often face high-speed traffic and dangerous
situations that result in high rates of pedestrian injuries and fatalities. These conditions further discourage
people from walking and bicycling.
Walkable streets form the backbone of friendly, interactive, safe and secure neighborhoods. Along these
streets, people know their neighbors. Walkable streets allow responsible motorists who live in or travel
through the neighborhood to feel most comfortable at lower rather than higher speeds. Motorists traveling
too fast for the neighborhood feel uncomfortable on curves, at intersection turns, and with the short length
of blocks. Motorists who go the correct speed feel relaxed and in tune with the neighborhood. Neighbors, in turn, feel comfortable and safe walking, riding a bicycle, or chatting with neighbors along such
streets. 35
32 
33
34
35

Kaplan, Rachel, and Stephen Kaplan. The Experience of Nature: a Psychological Perspective. Cambridge: Cambridge UP, 1989. Web. \.
Ulrich, R. S. “View through a Window May Influence Recovery from Surgery.” Science 224.4647 (1984): 420-21.
Human – Environment Research Laboratory, University of Illinois at Urbana Champaign.
Dan Burden, et al. “Street Design Guidelines for Healthy Neighborhoods” 1999.
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In residential neighborhoods where traffic volumes are low, streets should be designed to be
narrow and slow to create an environment where pedestrians and cyclists can fit in. Ideally,
the design of the street should establish that motorists will feel most comfortable at about
25 mph. The wide residential street shown on the top allows motorists to feel comfortable
traveling at much higher speeds. By contrast, the narrow street shown on the bottom will
allow cars to move more slowly and calmly through the neighborhood and will also work
well for people walking or riding a bicycle. (Photos: Local Government Commission)

Healthy streets are walkable streets, best measured by how pedestrians act and
feel when walking along them. Strolling along healthy streets, pedestrians feel
relaxed. They enjoy the experience of walking in this environment and feel
connected to their surroundings. Pedestrians in healthy street environments
feel confident and in control, and do not feel threatened when encountering
strangers.
Another measure of successful streets is the number of people walking along
them. Streets are working especially well when pedestrians are using them and
when people stop and talk with others. Walkable streets also foster a sense of
ownership by everyone who uses them. People who feel comfortable on welldesigned streets have the desire to protect and look after them. When a healthy
street gets “sick,” the people who live on it want to nurture it back to health
rather than move away. The health of a community can often be measured by
the health of its streets. 36
Complete Streets
The Complete Streets approach ensures that roads are designed and operated to
enable safe access for all users: pedestrians, bicyclists, motorists, and
36 Dan Burden, et al. “Street Design Guidelines for Healthy Neighborhoods” 1999.
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public transportation users of all ages and abilities. Sacramento County requires complete streets as part
of its adopted improvement standards. This approach encourages communities to begin retrofitting poorly
designed roads by adding sidewalks, trees, and bicycle lanes. Additional features that include reducing
crossing distances, installing crosswalks and better bus stops all make walking and bicycling safer and
more inviting for users of all ages and abilities. Good redesigns help reduce speed and conflict points,
two big causes of crashes. 37 Safe environments for pedestrians and bicyclists maintain visual and sensory
attention; streets are calm, narrow, and complex.
Traffic calming is a way to retrofit existing streets that are often too wide and that encourage motorists to
travel at higher speeds than are desirable. It is a way to reduce the negative effects of automobile use,
alter driver behavior and improve conditions for the property owner, retailer, walker and bicyclist. Maintaining slower speeds allows drivers to be more aware of their surroundings. 38 Traffic calming treatments
affect the driver’s perception of the street, and cause a change in his or her behavior. 39 Traffic calming
treatments make use of horizontal and vertical deflection to slow motorists. Horizontal deflection treatments include curb extensions, medians, mini-circles and roundabouts. Vertical deflection refers to the
use of speed humps or raised intersections or crossings. 40
Roads designed with the minimum width and minimum number of lanes practicable reduce traffic speeds
and pedestrian crossing distances. 41 Continuous medians or short median islands on multilane streets
simplify the crossing and reduce pedestrian crashes by up to 40%. Shorter crossing distances are
especially beneficial to the elderly and people with disabilities, who may require more time to cross the
street.
Complete streets support physical activity among people with disabilities by making streets and paths
accessible to them. A number of environmental design factors have been shown to increase leisure-time
activity among people with disabilities, including the quality of the walking path, the provision of targeted
37 National Complete Streets Coalition and Local Government Commission. “It’s a Safe Decision: Complete Streets in California.” 2012.
38 Local Government Commission and Center for Livable Communities. “Streets and Sidewalks, People and Cars: The Citizens Guide to Traffic
Calming.” 2007.
39 Local Government Commission and Center for Livable Communities. “Streets and Sidewalks, People and Cars: The Citizens Guide to Traffic
Calming.” 2007.
40 Huang HF, Stewart JR, Zegeer CV .Evaluation of lane reduction “road diet” measures and their effects on crashes and injuries. Transportation
Research Record. 2002;1784: p. 80–90.
41  Ewing R. Pedestrian- and Transit-Friendly Design. Washington, DC : Urban Land Institute/American Planning Association; 2009.
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Traffic calming comes in many shapes and sizes. The simplest tool is the speed bump, which can be effective on lowvolume local streets but can be a challenge for emergency responders. Less severe treatments that use horizontal instead
of vertical deflection tend to be equally effective and can also provide additional benefits. For example, the curb
extension shown above not only slows vehicles entering and exiting the street but reduces the crossing distance for
pedestrians and improves visibility. The mini-circle show above can be used at intersections to slow vehicle speeds on
all approaching streets and with attractive landscaping or public art can beautify the neighborhood and create a
gateway. (Photos: Local Government Commission)

signage, and the accessibility of destinations and transportation along the path. 42, 43, 44 Specific measures
include: smooth, sufficiently wide paths that can accommodate a wheelchair or walker; paths with
auditory crossing signals, adequate crossing times, clear signage, visible access ramps, and connections
to walking, bicycling, and public transit routes.
42 Spivok M, Gauvin L, Brodeur J. Neighborhood-level active living buoys for individuals with physical disabilities. American Journal of
Preventive Medicine. 2007;32(3): p. 224–230
43 Spivok M, Gauvin L, Riva M, Brodeur J.Promoting active living among people with physical disabilities: evidence for neighborhood-level
buoys. American Journal of Preventive Medicine. 2008;34(4):p. 291–298.
44 Spivok M, Gauvin L, Brodeur J. Neighborhood-level active living buoys for individuals with physical disabilities. American Journal of
Preventive Medicine. 2007;32(3): p. 224–230
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Street intersections also need to be designed with all users in mind. In urban areas, that means building
compact intersections that slow turning vehicles and shorten the crossing distance for pedestrians.
Intersections of streets with on-street parking provide an opportunity to add curb extensions on the
corners where vehicles are not allowed to park to shorten the crossing distance, improve visibility and
slow vehicles making turns. Pedestrian crossings, especially at uncontrolled intersections, should include
high-visibility crosswalk markings and signs alerting motorists to the crossing. At higher speed locations,
additional tools including rapid flash beacons should be considered.
In healthy neighborhoods, people should feel comfortable walking at all hours. Street lighting helps
pedestrians feel safer at night. Many neighborhoods prefer more numerous, smaller street lamps to the
larger, more widely spaced, high-intensity lights often found in conventional neighborhoods. Low-angle,
pedestrian scale lamps that emit full-spectrum light allow for more realistic colors at night, and they also
reduce glare, letting people see the night sky. 45
Appropriately-Sized Sidewalks, Buffered from the Street
Good sidewalk design recognizes that sidewalks have many functions beyond providing a place for people
to walk. Sidewalks need to provide space for all the “stuff” that we need on our streets including hydrants,
lampposts, signs, trash receptacles, transit shelters, landscaping, trees, etc. Sidewalks also provide direct
access to stores and businesses, and have become extensions for outdoor dining, shopping, and
socializing. Pedestrians feel safer when separated from parking flows and parking spaces. Because of
these different functions, it is important to design sidewalks that include the following zones: a curb zone
that creates a vertical separation between the street and sidewalk; a furniture zone for all the “stuff” discussed above; a pedestrian zone for walking; and a frontage zone adjacent to buildings, doors and fences.
The furniture zone provides an important buffer between moving automobiles and pedestrian spaces;
landscaping and trees may be incorporated into this zone, as well as the frontage zone.
The incorporation of sustainable landscaping and trees into street design provides numerous health
benefits. Trees make streets more attractive for active transport by providing a sense of enclosure. The

45 Dan Burden, et al. “Street Design Guidelines for Healthy Neighborhoods” 1999.
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The design of sidewalks in residential neighborhoods affect the pedestrian environment.
The top photo shows the problems with an attached sidewalk with a rolled curb: cars will
tend to park on the sidewalk and create a hostile environment for people walking. This
design fails to recognize that a comfortable sidewalk needs to have a well-defined curb
zone, typically with a vertical curb that separates the street from the sidewalk. It also
needs a “furniture zone” to provide a buffer to the street and space for trees, landscaping,
hydrants, benches, etc. By contrast, the bottom image shows a well-designed sidewalk
with a good furniture zone, ample and unobstructed space for walking, and a buffer for
buildings and private spaces. (Photos: Local Government Commission and Dan Burden)

presence of trees on streets has been associated with higher rates of walking
to school among children. 46 Trees also improve air and water quality and can
reduce asthma rates in children by sequestering particulates, carbon and other
emissions. 47 Trees reduce exposure to ultraviolet light from the sun, lowering
the risk of skin cancer and cataracts. Noise can reach unhealthy levels in
urban areas – trees reduce noise pollution by acting as a buffer and absorbing
urban noise, especially high-frequency sounds that are the most distressing to
people. 48
Trees calm traffic and, in turn, encourage walking. A treeless street can
encourage higher speeds, increasing the frequency and severity of accidents.
Street trees provide both visual interest and obstacles near the road edge, which
encourage safer speeds and quieter neighborhoods. Closely spaced trees help
46 Larsen K, et al. The influence of the physical environment and sociodemographic characteristics on
children’s mode of travel to and from school. American Journal of Public Health.2009;99(3): p. 520–526.
47 American Lung Association (ALA). 1997. Childhood Asthma: A Matter of Control. Pamphlet.
48 McPherson, Gregory, James Simpson, Paula Peper, Qingfu Xiao, Dennis Pettinger, and Donald Hodel.
Tree Guidelines for Inland Empire Communities. Rep. Western Center for Urban Forest Research and
Education, USDA Forest Service, Pacific Southwest Research Station, 2001.
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motorists gauge and control their speeds. Narrower streets combined with street trees also slow drivers
down, while maximizing shading of heat-absorbing asphalt. Trees planted between the curb and sidewalk
improve safety by adding a buffer between moving vehicles and pedestrians.
The provision of seating, drinking fountains, restrooms, and other infrastructure supports increased
frequency and duration of walking. 49, 50, 51 In focus groups, seniors reported that benches and restrooms
would support them in walking more, while tripping and traffic hazards were deterrents.
Sidewalk width, an important aspect of good sidewalk design, is best when consistent with its use. 52, 53
Sidewalks should be at least 5 feet wide to allow two adults to walk side by side. In front of schools or in
commercial areas they should be wider to accommodate higher pedestrian volumes. In general,
sidewalks should be wide enough to accommodate a range of pedestrian users safely, while not as wide
as to feel empty. The needs of people with strollers, wheelchairs, or luggage should be considered.
MAINTENANCE
Good maintenance should follow good site and street design, and arguably impacts all of the urban design
qualities discussed above. Maintaining public and private spaces helps reinforce ownership, pride and a
sense of order. Poor maintenance or deterioration signals greater tolerance of disorder. Many law
enforcement agencies subscribe to the “Broken Window Theory,” which emphasizes that the sooner
broken windows are fixed or graffiti is removed or trash is collected, the less likely it is that vandalism will
occur in the future. Design features that can facilitate better maintenance of a space include lowmaintenance landscaping and lighting treatments, as well as signage indicating who to call when
maintenance is required, for such issues as light bulb replacement and plant overgrowth.
49 Ewing R. Pedestrian- and Transit-Friendly Design. Washington, DC : Urban Land Institute/American Planning Association; 2009.
50 Whyte WH. The Social Life of Small Urban Spaces. Washington, DC : The Conservation Foundation; 1980.
51 Lockett D, Willis A, Edwards N. Through seniors’ eyes: an exploratory qualitative study to identify environmental barriers to and facilitators
of walking. Canadian Journal of Nursing Research. 2005;37(3):p. 48–65.
52  Cervero R, Kockelman K. Travel demand and the 3Ds: density, diversity, and design. Transportation Research Part D.1997;2(3): p. 199–219.
53 Rodriguez DA , Joo J. The relationship between non-motorized mode choice and the local physical environment. Transportation Research
Part D. 2004;9(2):p. 151–173.
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stringent CALGreen standards, the County will consider requiring Tier 1
compliance in 2014. (Modification of Existing Program 60(e))
•

Advertise certified green buildings on the “Green Sacramento County” website.
(Modification of Existing Program HE-60(c))

•

Develop and implement a Property Assessed Clean Energy (PACE) program for
commercial, industrial and multifamily (four or more units) properties and will
consider a similar program for residential properties of less than four units.
PACE allows property owners to voluntarily agree to a special tax assessment to
finance the installation of energy efficiency and/or renewable energy generation
improvements that are permanently fixed to their property. Property owners
repay these assessments through their property tax billing system. If the
property owner sells the property, the assessment balance may be transferred to
the next owner. (New Program)
Implements Which Policy(ies): HE 6.1.2, HE 6.1.3
Responsible Department: Community Development - Building Permits and
Inspection Division, Planning and Environmental Review Division
Funding: Building Permit Fees, County General Fund
Objective: Increase energy efficiency in existing and new residences.
Target Date: June 2014 for mandatory Tier 1 compliance in 2014. June 2021
for PACE program. Ongoing 2013-2021 for advertising certified green
buildings.

Notes: Basic CalGreen requirements only include compliance with current Title 24
energy efficiency standards. Implementation of more stringent requirements above
Cal Green minimum (Tier 1 or 2) would result in energy savings of 15% to 30%
beyond current Title 24 energy efficiency requirements.
Currently (2012), federal guidance may impede local governments’ ability to provide
PACE financing for owners of single family homes. However, there are programs
such as the CHF Residential Energy Retrofit Program that provides loans and
grants to assist homeowners with making energy efficiency improvements to their
homes.

STRATEGY HE 7: PROMOTE THE HEALTH AND SAFETY OF RESIDENTS
Goal
Improve the health and safety of residents in Sacramento County’s neighborhoods.

Introduction
Statistics indicate that 53 percent of Californians fail to meet recommended
guidelines for physical activity, putting them at high risk for illness and premature
death. Limited physical activity is a primary risk factor for heart disease, cancer,
stroke, diabetes, and Alzheimer’s disease – five of the top ten causes of death in
California. It is also a primary risk factor for being overweight, which now affects
two-thirds of the adult population in California. Obesity, an advanced state of
overweight, has reached epidemic proportions, now affecting more than 20 percent
of adults in California. Medical experts agree that overweight and obesity increases
the risk for a number of health hazards, including heart disease, stroke, Type 2
diabetes, and some cancers. The economic impact of overweight and obesity,
including their influence on chronic disease prevalence, reaches $21.68 billion a
year in California, including $10.2 billion in medical care, $11.2 billion in lost
employee productivity, and $338 million in worker’s compensation costs.
Housing Action Plan
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The economic impact of obesity is also reflected in County General Fund
expenditures. For example, in calendar year 2007, visits to County health clinics by
County residents with diabetes and no health insurance cost the County $367,470,
not including the cost of inpatient care, specialty services, overhead, or treatment
for conditions that resulted from diabetes. More than 90 percent of diabetes in
County residents is Type 2, which is generally linked to overweight.
In regards to public safety, fear of assault is a major reason people choose not to
walk, use public transit, use recreational facilities, or allow their children to play
outside. While many variables influence violence and crime in communities,
aspects of the physical environment can be designed to discourage street crime.
The County is responsible for protecting the public health, safety, and welfare of its
citizens, and has the ability to do so through implementation of land use and
transportation plans, policies, and programs to meet the needs of its communities.
The built environment and land use decisions play an important role in shaping the
pattern of community development and in either promoting or discouraging
physical activity, nutritious food choices, and street safety.
Sub-Strategy 7.1: Promote Public Health, Safety and Livability through Community
Design and the Built Environment
Objective: Master plans, residential developments, mixed use, commercial, office
and retail developments, in existing and new communities; that are designed, built
and maintained so as to promote the health, safety and livability of residents,
employees, visitors and the community.
Policies
HE 7.1.1

Advance a built environment that promotes and supports physical
activity.

HE 7.1.2

Advance a built environment that promotes and supports improved air
quality and multiple transportation modes.

HE 7.1.3

Advance a built environment that promotes and supports access to
locally-grown fresh food, parks, schools, shopping, jobs, health care and
community services.

HE 7.1.4

The County will continue to support walking, bicycling and transit use,
reducing auto dependency in order improve the health of its citizens
and improve the region’s air quality.

HE 7.1.5

The County will continue to support walking and bicycling by requiring
complete streets (bike lanes, and sidewalks separated from the
roadway with tree planted landscaping) in transit priority areas and in
new communities and developments wherever practicable.

HE 7.1.6

The County will endeavor to protect homes from major sources of
outdoor air pollution and will mitigate for impacts by improving indoor
3-39
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air quality in residences, planting trees that help to filter particulates
and other measures.
HE 7.1.7

The County will encourage the provision of safe, convenient
opportunities to purchase local fresh fruits and vegetables by ensuring
that sources of healthy foods are accessible to neighborhoods. In
urbanized communities access should be within a half-mile of transit
priority areas.

HE 7.1.8

The County will advance residential subdivision and commercial
building design that supports crime prevention by utilizing Crime
Prevention through Environmental Design (CPTED) principles.

HE 7.1.9

The County will participate in the Healthy Sacramento Coalition, whose
goal is to reduce tobacco use, obesity, death and disability due to
chronic disease, reduce health disparities, build a safe and healthy
physical environment, and improve the social and emotional well-being
of Sacramento County residents.

STRATEGY HE 7: IMPLEMENTATION PROGRAMS
Sub-Strategy HE-7.1: Promote Public Health, Safety and Livability through
Community Design and the Built Environment
G1.

The County will evaluate Healthy Sacramento Communities measures promoting
physical activity, access to services and healthy foods and creating safer
communities and reducing crime through environmental design measures for
inclusion into the County’s Design Review Guidelines. The Healthy Communities
measures will be those recommended by the Healthy Sacramento Coalition
Community Action Plan. (New Program)
Implements Which Policy(ies): HE 7.1.1, HE 7.1.3, HE 7.1.7, HE 7.1.8
Responsible Department: Community Development – Planning &
Environmental Review Division, with support from the County’s Public Health
Officer
Funding: Strategic Growth Council Sustainable Communities Grant, Safe
Routes to School Grants, Healthy Sacramento/Communities Grants, County
General Fund
Objective: Incorporate Healthy Communities and crime reduction measures
into the County’s Design Review Guidelines.
Target Date: June 2016

G2.

The County will continue to provide and promote the use of bicycle and
pedestrian trails, lanes and sidewalks, through: master planning walk-ability
principles and connectivity in project planning, capital projects and strategic
partnerships. Within existing communities, efforts shall be made to reduce
driveways, promote cross access agreements, shared parking and identify new
pedestrian access/easements that reduce block length, provide sidewalks and
bike lanes where absent, promote connectivity and advance smart growth streets
where appropriate.
New residential and residential mixed use infill development should help promote
walk-ability, physical activity and create bicycle and pedestrian connectivity
through:

Housing Action Plan

3-40

PC ATTACHMENT A
Page 65 of 432

Sac r am en t o Co u n t y Ho u s i n g El em en t 2013–2021

.

•

Creating and providing open space connections for multiple residential
projects utilizing stormwater quality, utility easements and other
opportunities to integrate trails within urban development.

•

Invest in transit-oriented and non-motorized residential and residential
mixed use development projects that promote urban density, economic
vitality, street connectivity and attractive public transportation choices.

•

Trail system linkages to roads and park-and-ride facilities, sidewalk projects
that create more walkable residential communities and safe bicycle lanes.

•

Allow neighborhood retail, service and public facilities within walking
distance of residential areas, where residents will be able to walk to meet
their daily needs, whenever appropriate.

•

Consider services that reduce the need for residents to drive to meet their
daily needs. Such services might include: grocery and fresh food access
within walking distance, mobile or virtual health clinics, retail near
residential,

•

Supporting shorter block lengths.

(Existing Program HE-55(a)

Implements Which Policy(ies): HE 7.1.1, HE 7.1.2, HE 7.1.3, HE 7.1.4,
Responsible Department: Community Development – Planning &
Environmental Review Division
Funding: Planning Entitlement Fees, Master Plan Developer Funds, County
General Fund
Objectives: Provide and encourage walking, bicycling and use of transit in
residential communities. Diminish auto dependency. Improve air quality and
minimize environmental impacts.
Target Date: Ongoing, 2013-2021

G3.

The County through the Planning and Environmental Review Division will increase
opportunities for locating providers of fresh produce (grocery stores, farmers
markets, produce stands) near existing neighborhoods, particularly low income
neighborhoods, and also in new master plan areas. For example, the Department of
Community Development is proposing to increase the number of land use zones
that allow grocery stores. (Modification of Existing Program HE-57(b).
Implements Which Policy(ies): HE 7.1.3, HE 7.1.7
Responsible Department: Community Development – Planning &
Environmental Review Division
Funding: Planning Entitlement Fees, County General Fund
Objective: Encourage providers of fresh produce to locate near existing and
new neighborhoods.
Target Date: June 2016

G4.

The Planning and Environmental Review Division through the updated Zoning Code
will allow community gardens as an amenity in required open space areas of new
multifamily projects. (Existing Program HE-57(c).
Implements Which Policy(ies): HE 7.1.3, HE 7.1.7
Responsible Department: Community Development - Planning &
Environmental Review Division
Funding: County General Fund
Objective: Amend the Zoning Code to include community gardens in
multifamily projects.
Target Date: June 2016
3-41
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G5.

The County will participate in the Healthy Sacramento Coalition, whose goal is to
reduce tobacco use, obesity, death and disability due to chronic disease, reduce
health disparities, build a safe and healthy physical environment, and improve the
social and emotional well-being of Sacramento County residents. (New Program)
Implements Which Policy(ies): HE 7.1.1, HE 7.1.3
Responsible Department: Community Development - Planning &
Environmental Review Division
Funding: County General Fund
Objective: Participate in the Healthy Sacramento Coalition.
Target Date: Ongoing, 2013-2021

G6.

When the opportunity arises, the Planning and Environmental Review Division will
ensure that some of its staff members take classes in reducing crime through
environmental design. ((Existing Program HE-58(b))
Implements Which Policy(ies): HE 7.2.1
Responsible Department: Community Development – Planning &
Environmental Review Division
Funding: County General Fund
Objective: Review of development plans to discourage crime.
Target Date: June 2014

G7.

The County will incorporate reducing crime through environmental design (CPTED)
measures into the County’s Design Review Guidelines to discourage crime, and
encourage compatible uses. (New Program)
Implements Which Policy(ies): HE 7.2.1
Responsible Department: Community Development – Planning &
Environmental Review Division
Funding: HUD Grants, SGC Grant, County General Fund
Objective: Review of development plans and uses to discourage crime and
increase safety.
Target Date: June 2016

SUMMARY OF QUANTIFIED OBJECTIVES
As required by State law governing Housing Elements, Table 3-1 lays out the
County’s quantified objectives for the development, improvement, maintenance,
preservation of housing, and other housing activities for the period 2013-2021.
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Sacramento County is one of the pioneering regions to have successfully
introduced Active Design into a comprehensive array of building and
planning policies, most notably the updated zoning code that was
adopted in July 2015. This two-year effort was spearheaded by a small
but enthusiastic cross-sector team known as “Design 4 Active
Sacramento” (D4AS). D4AS convened a wide range of unique expertise,
mobilized local networks, and leveraged the timing of new policies to
create the framework for a healthier future for the county and region. The
team successfully codified Active Design strategies within housing,
zoning, and design regulations, ensuring that health is a primary
component for development in the county.
The work began when the original members of D4AS came together in
Atlanta in January 2013 to participate in a yearlong national public health
leadership program sponsored by the CDC. Inspired by the Active
Design Guidelines, they returned to Sacramento and selected four Active
Design tenets for emphasis in Sacramento: 1. Walkable and bikeable
streets for connectivity and accessibility; 2. Mixed land uses with
walkable destinations; 3. Increasing landscape and urban forest; and 4.
Safety. Over a two-year period, the team looked for opportunities to
integrate these Active Design tenets into policies and codes.

D4AS reviewed Sacramento County’s Design
Guidelines and identified which existing policies
promoted Active Design and health.

D4AS found an opportunity to review Sacramento County’s Design
Guidelines and identify which existing policies promoted Active Design
and health. Identified policies were highlighted with an icon to bring
attention to the breadth of guidelines that directly impact healthy
communities, even without specifically mentioning the word “health.” At
the same time the County was also updating its Housing Element, a
primary component of its General Plan that sets forth a plan for meeting
upcoming housing needs. D4AS used this opportunity to have Public
Health, Safety, and Livability adopted as a core objective for all new
housing in the region. The team also helped strengthen the language of
Active Design and health-relevant policies in the Housing Element.
Most crucially, for the first time in over 30 years, the County was also
updating its Zoning Code, which arguably wields the most influence over
the building and planning landscape. D4AS jumped on this opportunity to
write new zoning language that codified the work they had done with
Housing Element Policies and added new Active Design guidelines. They
encouraged like-minded stakeholders across the county to write letters of
support to the Board of Supervisors, stating the importance of healthy
communities and requesting adoption of the Design Guidelines with the
use of the Active Design icon. Ultimately, the Sacramento County Board
of Supervisors adopted the Zoning Code and Design Guidelines that
includes Active Design, on July 22, 2015.

10 Parks for Staying Active
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D4AS worked with stakeholders across the county to
help the new Design Guidelines become adopted into
the County's Zoning Code, which was updated for the
first time in over 30 years.

Sacramento Codifies Healthy Design at All Scales
Year-Round
Designing for Workplace
Wellbeing
Considering the Health
Impacts of Climate
Change
NPR - One Step to
Combat Obesity: Make
Stairs More Attractive
A Prescription for Physical
Activity
FitLondon Builds Upon the
Global Conversation on
Active Design
The Steady Increase in
Obesity Worldwide
The Food Trust's Fresh
Food Initiative
Walkability and
Neighborhood Wealth
Health-Promoting Stair Bill
Passes in NYC
Vision Zero: Learning from
Sweden’s Successes
U.S. Obesity Rates
Decline in Young Children
Collaboration with the
Urban Land Institute
NYS Prioritizes Bike and
Pedestrian Paths

The eclectic D4AS represented a range of perspectives and talents.
Members included the County’s public health officer, a county planner, a
regional planner, a transportation engineer, the executive director of the
non-profit WALKSacramento, a neurosurgeon, and a landscape
architect. In January 2014 D4AS moved under the umbrella of
WALKSacramento, and has grown to 11 members, bringing even more
expertise, diverse talents, and a shared passion for healthy built
environments. The organization plans to continue its work across the
region and state, continuing to transform the future landscape of
California. For more information, please contact Judy Robinson,
Sacramento County, Robinsonju@saccounty.net; 916.874.4551.

D4AS MEMBERS

Judy Robinson, Principal Planner at Sacramento County
Dr. Olivia Kasirye MD , Public Health Officer at Sacramento County
Teri Duarte, MPH, former Executive Director of WALKSacramento
Adrian Engel, Civil Engineer at Echelon Transportation Group
Monica Hernández, Associate Public Information Coordinator - SACOG
Dr. Mark Horton MD, NLAPH Coach – Health Consultant
Dr. Edie Zusman MD, Neurosurgeon – Medical Director, Sutter Health
East Bay Neuroscience Institute, Eden Medical Center
Dr. Sara Jensen Carr, PhD – Professor, Landscape Architecture at Univ
of Hawaii
Dr. Charlene Hauser, MD, Family Medicine – Sutter Health
Dr. Glennah Trochet, MD, Public Health Consultant, former Public Health
Officer
Dr. Caroline Peck, MD, Chronic Disease Control Chief, Ca Dept of Pubic
Health
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Center for Active Design

Judy Robinson is a Principal Planner and the

A Policy Win for Active
Transportation

County. She has over 25 years of experience

From Melbourne to Oslo,
Global conversations on
Active Design

and development. She is the Team Leader

Sustainability Manager for Sacramento
with local government, community planning,
for “Design 4 Active Sacramento”, which
does focused work on using the built

Research Review: How
Neighborhood Design
Affects Walking Patterns
Success stories from the
NYC Health Department
Community Workshops
Mayor Bloomberg's
Announcement

environment to improve the public’s health,
and was instrumental in the adoption of
Healthy Communities policies and zoning
codes for Sacramento County. She also is an
Executive Committee Member of California’s
Health Planning Leadership Committee and
the Capital Region Climate Readiness
Collaborative.

Sara Jensen Carr is an Assistant Professor at
the University of Hawaii Manoa with a joint
appointment in the Schools of Architecture
and Public Health. Her primary research
interests include the connection between
landscape and wellness, urban ecology, and
the role of data in design. Sara holds an
M.Arch. from Tulane University, and an MLA
and PhD in Environmental Planning from UC
Berkeley. Her work has been exhibited at SF
Planning and Urban Research (SPUR)
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gallery, the National Building Museum in
Washington D.C., and the SF Museum of
Modern Art. She is a licensed architect and
has practiced professionally in New Orleans
and the SF Bay Area. She has guest lectured
and taught at UC Berkeley and Columbia
University. Sara is a member of “Design 4
Active Sacramento”.
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Sally Lorber, MTP/SCS Web Form Comment, 11/12/2015
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“As a downtown Sacramento resident I am concerned about many aspects of the proposed streetcar. Not
only have the downtown voters turned down the streetcar when the City of Sacramento put it on the
ballot in 2015, streetcars have proven to be unsuccessful in most of the cities which have them and
continually operate at a deficit. These deficits are generally taken from the operating budgets of lines
with greater ridership. Not only will the 3-mile circulator streetcar cost more than the proposed $150
million to construct (see SACOG YCT 18198 and YCT 18199), proponents have not shown operating costs
such as employee and employee benefits, maintenance yard, or costs of repair parts. It will attract few
new riders and have little or no impact on development. Streetcars generally move riders around at less
than half the speed of buses (5-6 mph vs. 12-14mph). To construct this streetcar line to West
Sacramento, the Tower bridge would need its own signal, bringing automobile traffic to a halt in all
directions before the streetcar get its signal. It will change the dynamics of neighborhoods by eliminating
existing driving lanes, reducing highly driven streets by one lane. The presence of the streetcar will also
make it more difficult for bicyclists, either following behind or going around the streetcar. The ruts can
also cause bicycle and pedestrian accidents or injuries, and since downtown has always been promoted
as a pedestrian and bike-friendly area, this would not be of benefit for this purpose. There is also great
risk in taking on a project of this magnitude. If the streetcar should fail, the $150 contributed by the
federal government would have to be refunded. Traffic will NOT be reduced by implementation of a
streetcar. Riders will still have to drive and park somewhere to ride the streetcar. Buses can accomplish
transportation far cheaper and quicker.”

From:
To:
Subject:
Date:

Karen Jacques
Clint Holtzen
Comments on Streetcar portion of MTP Plan
Sunday, November 15, 2015 11:47:30 PM

Please find my comments below:
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The Sacramento region desperately needs a better transit system. In deciding what transit projects to recommend for
funding, SACOG should make sure that it selects projects that are socially equitable and serve the greatest number
of people. Unfortunately, the Yolo/Sacramento circulator streetcar project does not meet these criteria and may
damage our already inadequate RT system. What follows is my list of specific objections:
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__The circulator streetcar does little or nothing to add to the transit system that already exists. Currently, commuters
from West Sacramento can take the Yolo bus into Sacramento's Central Business District. For them, the streetcar is
redundant. It will do nothing to increase ridership to and from the CBD and it may result in Yolo bus riders who can
currently take the bus from West Sacramento directly to the Central Business District having to transfer from bus to
streetcar. The inconvenience of such transfers may result in a reduction rather than the hoped for increase in transit
ridership.
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__The circulator streetcar adds very little to transit mobility within Sacramento's Central City. It will never be able
to cross the railroad tracks that divide the eastern half of the Central City from the western half and, thus, will not
provide a transit option for Central City residents who live on one side of the railroad tracks and work on the other.
A Central City bus that could cross the tracks and serve these residents would be a much less costly and more
effective way increasing transit ridership.
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__Circulator street cars move very slowly (5-5 mph at best vs. 12-14 mph for buses.) The proposed circulator
streetcar may be even slower because it will be moving on streets that are already heavily congested. Potential riders
may decide that it's faster and cheaper to walk to their destinations rather than taking the streetcar.
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__The slow speed of the streetcar is likely to worsen traffic congestion in an already very congested area. Added
congestion will make an area that is already dangerous for bicyclists and pedestrians even more dangerous.
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__Other cities including Seattle, Little Rock and Tacoma have found that circulator streetcars attract few riders.
There is no reason to think that a Sacramento streetcar will be more successful, especially given the problems listed
above. It is hard to find any realistic basis for the rosy ridership projections given for Sacramento's streetcar.
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__The $75 million in FTA money may look like free money, but it isn't. If the streetcar were to fail, Sacramento and
Yolo would be required to refund their pro-rata shares of the FTA grant. RT is responsible for operating the
streetcar and, because of this, would be under tremendous pressure to continue operating it no matter what the losses
and cuts to other parts of the system. Riders who depend on RT could be left without service and the possibility of
expanding services to neighborhood currently not served by RT and/or of increasing the frequency of RT service
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would be lost.
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__The circulator streetcar does nothing to increase the existing transit options for people who currently drive to the
Central City for work or any other reason. Before they can use the streetcar, should they choose to do so, they will
have to drive to it and find a place to park. Their trips will assure that the Central City remains just as congested (or
even more congested) than it is today and that greenhouse gas levels remain just as high.

12-9

__The circulator streetcar does nothing to increase transit options for the many low income people in the
Sacramento region who currently have no access to public transportation.
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__Finally, Sacramento residents living within three blocks of the circulator streetcar route were given the
opportunity to vote on the circulator streetcar. A majority of them voted 'no', probably for many of the reasons that I
have stated in this letter. Now their vote is being ignored and the plan is to identify another group of people who are
more likely to vote 'yes' and have them vote. This sends a terrible message about democracy in the City of
Sacramento. No wonder so few people bother to vote. They have learned that it is pointless.

Sincerely,

Karen Jacques, Central City Resident

Comments from SacEV on
METROPOLITAN TRANSPORTATION PLAN/SUSTAINABILITY
COMMUNITIES STRATEGY
Plan for 2036
Background:
The acknowledged increased risk to the region and beyond as the understanding of
climate change impact has developed creates an urgent need for response. Reaction
by federal and state governments have increased the efforts to change the trajectory
of carbon usage. It is not business as usual.
EV assumptions were made before the recognition that we have to accelerate their
adoption to meet climate change goals. Prior planning assume technology and
market improvements were sufficient. We now know that they are not enough to
get us there. Not business as usual. State government has responded to this with a
sense of urgency with Governor's EV targets and action plan, and the state
legislature's new bills including AB 350, AB 1236.
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The MTP must be updated to align with and support the goals set forth by the state,
including meeting or exceeding it's share of the one million EVs by 2020 and two
million by 2025. There are several actions that can be undertaken and highlighted
in the SACOG plan to achieve these goals. In general, not only are these actions
are relatively inexpensive, but the transition of fueling from oil to locally produced
clean energy has a strong positive effect on the economy. Keep in mind:
•
•
•
•

The average gas station sells about $6M in fuel each year.
According to the U.S. Energy Information Administration, over 80% of the
cost of a gallon of gas immediately leaves the local economy.
On average, a dollar saved at the gas pump and spent on the other goods and
services that households want creates 16 times more jobs.
Shifting vehicles to clean fuel sources will feed dollars directly into our local
economy, creating jobs. The average driver converting to an EV shifts
approximately $1,600 annually into locally produced fuel (eg. electricity)
and other goods and services.

Actions to accelerate EV adoption will have positive economic impacts on the
regional economy.
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Relationship to VMT goals:

Concerns that increasing EV adoption will necessitate an increase in VMT, another
measure of local impact to our climate. This is not necessarily true. Many actions
to shift from gas based vehicles to alternative fueled vehicles would not necessarily
affect VMT negatively. Examples of regional actions are:
13-2
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•
•
•
•
•

EV charging (Level 1 and Fast Charging) at Light Rail, bus, car pool pick up
points
Accelerate planning departments requirements for EV infrastructure in new
commercial, multi-unit, residential construction
Support for the conversion of local public and private fleets to cleaner fuels
Pilot clean transportation with EV Bus's
Creation of an EV charging structure at the Sacramento International Airport
to allow EV transit to and from the airport

Timing and Urgency
In dealing with climate change, it needs to be understood that each year action is
deferred, the cost and magnitude of change becomes greater. Not meeting carbon
reduction goals in one year means that the following years will have tougher
change requirements, by necessity exceeding the original goals.
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Measures
To ensure the region is on track with supporting actions, appropriate measures
need to be added to the metrics section. The following should be added to the
section on Key Transportation Performance Measures:
•
•
•

Number of EVs in region
Number of chargers
Ratio of EV miles to ICEV miles

Related State and Federal Planning Initiatives
This update must align with some of the new high priority initiatives in the state.
•
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•
•

•

Governors' 1M EVs by 2020, 1.5M by 2025.
AB 350
AB 1236 - Support approval by planning agencies for the installation of
charging infrastructure. Local agencies can adopt these requirement more
quickly than legislatively required.
Change in Building Codes. It needs to be noted that the Building Code
changes define requirement s, plus optional extensions that can be picked up

and required by local governments, at a negligible cost and are quite
impactful.
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Sacramento International Airport
The current plan provides minimal improvements for regional access to the airport.
•
•

Green Line Light Rail to the Sacramento International Airport by 2036
Improving highway access for all cars (Interstate 5: Hood-Franklin to
Sacramento International Airport)
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There is no urgency in the existing plan to provide low carbon transportation
access to the airport. However, adoption of a supporting infrastructure allowing
EVs transit to and from the airport, would show measurable improvement, at very
low costs.
In Chapter 6: Policies and Strategies, there are a number of policies and
strategies to pursue, but no highlighted clean fuel policy.
Summary
The plan contains a number of positive proposals and actions that will change our
community for the better. However, few of these will matter if we fail with respect
to controlling climate change. In our region the majority of Climate Change and
Pollution sources are vehicles. Initiatives to reduce VMT are important, but
insufficient. We need to accelerate the shift to carbon free or low carbon in
regional transportation.
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If the MTP/SCS plan is to provide the necessary vision for our environment is to
succeed, we must act now with a strong sense of urgency.
Leaders from around the world, including our US President and California
Governor and concluded business as usual is insufficient and are meeting in Paris
to accelerate changes constraining climate change. We should do no less.
We can work with the SACOG staff to provide further detail to be incorporated
into the plan.

Comments on the Draft 2016 Metropolitan Transportation Plan
November 16, 2015
Below are my comments on the Draft 2016 MTP/SCS:
(1) Downtown/Riverfront Streetcar Project: Construct Cost Error
The Streetcar project (Phase 1), as listed on page 20 of Appendix A, has construction
costs estimates that are incorrect. The $150 million for both the 2015 cost and the
year-of-expenditure cost is wrong. First, since the Streetcar Project has a “completion
timing” of year 2020, future construction costs four years out will obviously be higher
than the year 2015 estimate.
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This estimated future cost for the project was clearly outlined in the federal report,
“Annual Report on Funding Recommendations Fiscal Year 2016,” published by the
Federal Transit Administration. That report outlines the project’s construction
allocations as follows:
 Federal Govt.:
$77.99 Million (Small Starts, Congestion Mitigation)
 State of CA:
$ 6.44 Million (Propositions 1A, 1B)
 West Sacramento: $25.00 Million (Sales Taxes)
 City of Sacto:
$40.00 Million (Tax Assessment District)
 City of Sacto:
$14.49 Million (Bonds, Developer Fees)
 Total:
$165.92 Million
Why is SACOG’s cost estimate much lower than that of the FTA? Since that agency is
providing the bulk of the construction funding, wouldn’t their numbers be as accurate as
SACOG’s if not more so? Also, the FTA cost calculations do not include the $3 million
construction funding expected from Sacramento County. Accordingly, SACOG should
correct the Streetcar Project’s construction cost in the MTP/SCS upward to $168.92
million.

14-2

(2) Bus Rapid Transit (BRT) Instead of Downtown/Riverfront Streetcar
On page 111, the MTP/SCS provides sound arguments for greater use of Bus Rapid
Transit rather than the costly construction of a limited, circular, slow-moving
streetcar system. To quote: “BRT…relies on technology to help speed up service
and enhance passenger convenience and comfort…A BRT line combines
intelligent transportation systems technology, priority for transit, rapid and
convenient fare collection, and integration with land use policy in order to upgrade
bus system performance substantially.”
Such a quote clearly points out that fine-tuning the existing Regional Transit bus
service, without the $168+ million for the streetcar project construction, is an
obviously more prudent and operationally efficient approach to providing improved
transit services for the Sacramento region.
Eugene, Oregon has a BRT line that starts in downtown Eugene, heads east past the
University of Oregon campus, travels under Interstate 5 on to the city of Springfield.
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It then returns back on the same route to downtown Eugene. Approximately half of
its route is on a single, dedicated lane where east and west bound buses drivers
synchronize their use of this dedicated lane. Weekdays the buses arrive every eight
(8) minutes. On Saturdays the arrival times are 15-minutes apart. Sundays: 30minutes. It is an excellent example of efficient, timely bus transportation without the
burdensome costs of constructing a streetcar track system.
Respectfully submitted,
Dennis Neufeld
Treasurer
Eye on Sacramento
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Kacey Lizon
Sacramento Area Council of Governments
1415 L Street, Suite 300
Sacramento, CA 95814

Chair
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Gloria Gray
Phil Isenberg
Patrick Johnston
Larry Ruhstaller
Susan Tatayon
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Jessica R. Pearson

Web submittal link: http://sacog.org/mtpscs/2016-mtpscs-comments/
Dear Ms. Lizon:
Thank you for the opportunity to comment on the Sacramento Area Council of Governments’
(SACOG) Draft 2016 Metropolitan Transportation Plan/Sustainable Communities Strategy
(MTP/SCS) and draft environmental impact report (EIR). We welcome the opportunity to
provide input regarding how to ensure the consistency of the MTP/SCS with the Delta Plan, as
required by the Delta Reform Act (Water Code Section 85212).
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The Delta Reform Act establishes specific criteria and categories for exempting actions from
the Council’s regulatory authority. One of these exclusions is for actions within the secondary
zone of the Delta that a metropolitan planning organization determines are consistent with its
SCS. Such proposed actions are not “covered actions” regulated by the Council (Water Code
Section 85057.5(b)(4)). Therefore, as we have discussed, coordinating our plans’ consistency
is particularly important to achieving our common goals.
Council staff enjoyed a collaborative relationship with SACOG staff during the scoping and
review periods for SACOG’s first MTP/SCS and its environmental documents, which were
approved in 2012, while the Delta Plan was still in draft form. The 2016 MTP/SCS Update
provides an opportunity to further improve consistency now that the Delta Plan and its
regulations are effective. We look forward to continued coordination between our agencies to
further our related efforts.
MTP/SCS Consistency with the Delta Plan
Based on the Delta Plan, our review of the Draft MTP/SCS identified the following areas to
consider in order to ensure consistency:
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Locating new development wisely. The areas identified for development in the
MTP/SCS should be consistent with those of the Delta Plan. The areas are described in
Delta Plan Policy DP P1 (23 CCR Section 5010), with reference to maps in Appendix 7

"Coequal goals" means the two goals of providing a more reliable water supply for California and protecting, restoring,
and enhancing the Delta ecosystem. The coequal goals shall be achieved in a manner that protects and enhances the unique cultural,
recreational, natural resource, and agricultural values of the Delta as an evolving place.”
– CA Water Code §85054

Kacey Lizon
Sacramento Area Council of Governments
November 16, 2015
Page 2
of Delta Plan regulations. This policy is intended to strengthen existing Delta
communities while protecting farmland and open space, providing land for ecosystem
restoration needs, and reducing flood risk. DP P1 is based on city general plan land use
designations within cities and their spheres of influence effective as of May 16, 2013,
the date of the Delta Plan’s adoption.1
We appreciate the work that SACOG has done to demonstrate consistency with Delta
Plan Policy DP P1 by preparing a map showing the MTP/SCS growth areas and the
Delta Plan urban boundaries (Draft EIR, Figure 12.3). The draft EIR states, “The
proposed MTP/SCS assumes that new growth will occur within the defined Delta Legacy
Communities and does not project development within areas planned for agriculture, open
space and recreation, or natural preserve and marsh in the Delta Plan (see Figure 12.3
above). Therefore, SACOG has considered and supported the coequal goals of the Act in
developing the proposed MTP/SCS related to land use, consistent with the Delta Plan.”
The City of West Sacramento is currently updating its general plan and has proposed to
change the land use designation of certain areas in the southwest portion of the city
from agriculture to urban uses. The City may request an evaluation of the general plan
update’s consistency with SACOG’s MTP/SCS, and, if SACOG determines that it is
consistent, the general plan update would be exempt from the Council’s covered action
process (Water Code Section 85057.5(b)(4)). Therefore, Council staff is particularly
interested in confirming that the MTP/SCS is consistent with the Delta Plan with respect
to development within the City of West Sacramento.
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The Delta Plan regulations include a map of the City of West Sacramento (Appendix 7,
Figure 7-8) that designates the southwest portion of the city as agriculture. This area
roughly corresponds to the area described as “the Southwest Village” in the West
Sacramento section of the MTP/SCS Land Use Forecast (Appendix E-3, p. 149). The
MTP/SCS Land Use Forecast states, “The two remaining villages known as the
Southeast Village and a portion of the Southwest Village are not identified for
development by 2036 in the MTP/SCS.” Furthermore, these two areas are not listed
among West Sacramento’s “Developing Communities”, which are identified in the Draft
Preferred Scenario (Appendix E-3, p. 164). Therefore, we conclude that the MTP/SCS
and the Delta Plan are consistent with respect to land use.
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1

Habitat restoration areas. The Delta Reform Act states that lands set aside for natural
resource protection should be sufficient to meet the Delta’s ecosystem needs (Water
Code section 85212), including protection of priority habitat restoration areas. Delta
Plan Policy ER P3 (23 CCR Section 5007) calls for protecting opportunities to restore
habitat in these areas, which are depicted in Appendix 5 of the Delta Plan regulations.

Council staff has identified and City of Sacramento staff has confirmed an error in the Delta Plan map of land
use designations in the City of Sacramento. The Delta Plan map is based on 2008 data, but it should have been
based on the General Plan map that was adopted in 2009, the last update that occurred before the Delta Plan
was adopted in 2013. Council staff intends to recommend correcting this error as part of the next amendment of
the Delta Plan and its regulations. Once the correction is made, the map will show the Delta Shores development
to be consistent with the Delta Plan.

Kacey Lizon
Sacramento Area Council of Governments
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Based on our review of the map showing the MTP/SCS growth areas (Draft EIR, Figure
12.3), we do not see any overlap between MTP/SCS growth areas and the Delta Plan’s
priority habitat restoration areas. Therefore, the MTP/SCS is consistent with the Delta
Plan with respect to protecting opportunities to restore habitat.
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Flood risk reduction. Land use planning for the MTP/SCS should reduce flood risk.
As mentioned above, flood risk reduction is one of the goals of Policy DP P1 and
should be included as a factor when evaluating various land use scenarios. We
appreciate the extensive discussion of flood risk associated with each city provided in
the Sacramento Region Floodplain Status Report included in Appendix E-3. The
Floodplain Status Report describes the aggressive levee improvement program that the
City of West Sacramento has undertaken, but notes that if FEMA were to remap this
area, it would designate multiple flood zones within the city. Therefore, until flood
protection goals are achieved as intended by 2020, Council staff concurs with SACOG’s
decision to exclude the southern part of West Sacramento, which is designated as
agriculture in the Delta Plan, from the areas identified for development in the MTP/SCS.



General. On a more general note, Council staff offers these additional comments
regarding ways in which the MTP/SCS can help to achieve the Delta Plan’s coequal
goals of water supply reliability and ecosystem restoration, while protecting and
enhancing the Delta as an evolving place.
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o Water supply reliability. The Delta Plan’s legally binding policies and most of its
recommendations related to water supply reliability are directed primarily at water
suppliers and state and federal agencies. However, there is strong evidence that
compact growth reduces per capita water demand, as well as water supply
infrastructure costs.2 We appreciate that SACOG has analyzed this issue. As
stated in the plan, “the MTP/SCS land use forecast includes more compact
growth with roughly 70 percent of the new homes being small-lot single-family or
attached. During the Blueprint process, SACOG estimated that new growth in the
Blueprint would consume 30 percent less water than the Base Case scenario.
These results suggest that compact growth will reduce demand for water and
impacts on water treatment systems.”
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o Protecting the Delta as Place. Several recommendations in the Delta Plan
provide guidance regarding protecting and enhancing the unique cultural,
recreational, natural resource, and agricultural values of the Delta. DP R5
recommends providing adequate infrastructure to meet development needs,
consistent with sustainable communities strategies and other relevant plans. We
are pleased to note the groundbreaking work that SACOG has done to analyze
agricultural land use patterns and their implications. As the MTP/SCS states,
“Agriculture has unique needs for goods movement to local markets and
distribution hubs. SACOG is continuing to study the implications of local food
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2

U.S. Environmental Protection Agency. 2006. Growing Toward More Efficient Water Use: Linking Development,
Infrastructure, and Drinking Water Policies. EPA 230‐R‐06‐001. Downloaded on March 5, 2013 from
http://www.epa.gov/smartgrowth/pdf/growing_water_use_efficiency.pdf.
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production and distribution systems for land supply and transportation needs.”
DP R8 and DP R9 call for promoting value-added crop processing and
agritourism, respectively. DP R17 calls for enhancing opportunities for visitorserving businesses. SACOG has also been active in these areas. The MTP/SCS
states, “Working with stakeholders throughout the region, SACOG has identified
promising opportunities to expand agriculture in the region through strategies
such as: creation of a branded marketing campaign for farm products produced
in the region to foster greater local demand; expansion of retail stores and
restaurants featuring local foods; increased capacity to handle local foods within
the existing consolidation and distribution systems; development of more local
distribution, consolidation, and value-added facilities for food that is currently
produced in the region but shipped out and returned in a processed form; and
increasing local production of foods that are currently brought in from outside the
region. SACOG’s Sacramento Region Food Hub Feasibility analysis provides
detailed economic data and business tools to support infrastructure investments
in the local food system.”
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Comments on the Draft EIR
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In addition to ensuring consistency of the MTP/SCS with the Delta Plan, we recommend that
SACOG staff discuss or include the following matters in the EIR:


Regulatory Setting. We appreciate that the draft EIR acknowledges the Delta Plan
regulations and recommendations in the regulatory setting sections of the land use and
planning, biological resources, agricultural resources, and hydrology and water quality
chapters.



Land Use and Planning. As discussed above, Council staff has concluded that the two
plans are consistent with respect to land use.



Agriculture and Forestry Resources: The draft EIR concludes that “Together, land use
changes and transportation projects have the potential to impact 2,466 acres of prime
farmland, 746 acres of unique farmland, and 2,243 acres of farmland of statewide
importance for a combined potential impact to 5,454 acres of [Farmland Mapping and
Monitoring Program] designated farmland.” The impact is considered potentially
significant. The draft EIR contains Mitigation Measure AG-1 through AG-5, which are
equivalent to Agriculture and Forestry Resources Mitigation Measures 7-1 and 7-2 in the
Delta Plan’s Mitigation and Monitoring Reporting Plan (MMRP)
(http://deltacouncil.ca.gov/sites/default/files/documents/files/Agenda%20Item%206a_attac
h%202.pdf). We appreciate your inclusion of these mitigation measures.



Biological Resources: The draft EIR states that “Combined, the land use and
transportation changes in the proposed plan could convert 42,398 acres, or
approximately 1.5 percent, of potential habitat for sensitive species and agricultural
cover in the proposed MTP/SCS plan area.” Other potentially significant impacts to
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biological resources include loss of oak woodland; impacts to wildland habitats that
overlap Essential Connectivity Areas (ECAs) that could disrupt natural wildlife
movement or dispersal corridors, or disturb native nursery areas; and conversion of
habitats within ECAs that could have effects on migration corridors and genetic
exchange between populations.
ER P3, mentioned above, calls for protecting opportunities to restore habitat in the
priority habitat restoration areas. More specifically, the policy states that “significant
adverse impacts to the opportunity to restore as described in section 5006 must be
avoided or mitigated.” Potential mitigation measures could include elevating facilities so
that water can flow underneath to allow for future restoration of habitats dependent on
tides or periodic flooding, or locating facilities at the edge of the restoration area, rather
than in the middle, to improve opportunities for restoring habitat connectivity. The
mitigation shall be determined, in consultation with the California Department of Fish and
Wildlife, considering the size of the project area and the type and value of habitat that
could be restored in that area. Please add these mitigation measures to the final EIR.

15-10
cont'd.

The Delta Plan’s MMRP also contains several biological resources mitigation measures
(4-1 through 4-5). Please ensure that MTP/SCS final EIR contains mitigation measures
that are equally or more effective than those in the MMRP. For example, the draft EIR
does not contain any mitigation measures equivalent to the sixth bullet point under Delta
Plan Mitigation Measure 4-1, which calls for developing and implementing an invasive
species management plan for projects that may introduce or facilitate establishment of
invasive species, and the first bullet point under Delta Plan Mitigation Measure 4-4, which
calls for protecting habitat for migratory waterfowl and shorebirds by expanding existing
wildlife refuges and management areas.


Hazards and Hazardous Materials. Flood risk is a major hazard identified in the Delta
Plan. We appreciate your inclusion of Mitigation Measure HAZ-3, calling for
implementation of state and local requirements for ongoing emergency evacuation
planning. This is consistent with Delta Plan Recommendation RR R-1, Implement
Emergency Preparedness and Response.



Hydrology and Water Quality. The Delta Plan contains three policies that are most
relevant to SACOG’s consideration of flood risk reduction: Policy RR P2 (23 CCR
Section 5013) requires flood protection for residential development in rural areas,
Policy RR P3 (23 CCR Section 5014) restricts encroachment in floodways, and Policy
RR P4 (23 CCR Section 5014) restricts encroachments in floodplains, including the
Cosumnes River-Mokelumne River Confluence. In addition, the Delta Plan contains a
recommendation (RR R7) encouraging the Central Valley Flood Protection Board to
evaluate designating additional floodways. Mitigation Measure HYD-4, which requires
conducting studies that identify project design features or measures that reduce impacts to
either floodplains or flood flows to a less than significant level, supports the implementation
of RR P4.

15-11
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Mitigation Measure HYD-6 states, “In areas of existing or potential future land subsidence
due to groundwater pumping, establish cooperative regional relationships to define and
manage sustainable yield.” It is consistent with Delta Plan Recommendation WR R11,
Recover and Manage Critically Over-drafted Groundwater Basins.

15-12
cont'd.
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In conclusion, the only area of inconsistency we have identified is the biological resources
mitigation measures. We look forward to continuing to work with you to ensure consistency
between the MTP/SCS and the Delta Plan, so that the two plans are complementary and serve
to protect the Delta while promoting sustainable growth and economic vitality in the broader
region.
For the 2020 MTP/SCS, we understand that SACOG has initiated an inventory of the most
environmentally significant areas within its jurisdiction. We encourage SACOG to use this
process as a basis for identifying priority conservation areas that can provide benefits to both
terrestrial and aquatic species, as well as ecosystem services such as flood protection,
groundwater recharge, agricultural production, and carbon sequestration. Such a process
could serve as a model for the creation of a more holistic “greenprint” to address a broader
spectrum of the Delta’s ecosystem needs.
If you have any questions, please contact Jessica Davenport at
jdavenport@deltacouncil.ca.gov or (916) 445-2168.
Sincerely,

Cindy Messer
Deputy Executive Officer, Delta Plan
cc:

Erik Vink, Delta Protection Commission
Carl Wilcox, Department of Fish and Wildlife
Leslie Gallagher, Central Valley Flood Protection Board

November 16, 2015
Dear SACOG:

I concur with the importance of reducing VMT and GHG by taking
people out of their cars. I support streetcars, rail, busses and public
transportation, but I do have reservations about the Sacramento
Downtown Streetcar Project, YCT18198.
A major goal of the MTP is to show that the region will be able to limit
growth in vehicle miles traveled (VMT) over the next 20 years or so,
in order to meet GHG reduction targets and other air quality goals. It
does not appear that the streetcar would be a positive contributor to
that goal.
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The main issue with the Downtown Project is that it will have low
ridership. It does not connect enough origins and destinations to
generate significant ridership, it has a convoluted route that would
further depress ridership, and it is not given priority over auto use,
which makes it very slow and unattractive to just about everyone,
including motorists. Any streetcar line that is stuck in traffic cannot
lure motorists out of their cars, let alone cause densification of the city.
To attract motorists, Portland built parking garages along the
streetcar line. Few if any of those motorists bothered to ride the
streetcar, which is slower than walking, but they came to park and
shop. Sacramento has not built parking garages along the streetcar
route.
One of the best ways to test the reliability of projections for a
proposed streetcar system is peer comparison.

16-2

There are seven streetcar systems in the U.S. comparable the
Sacramento YCT18198 that report data to the Federal Transit
Administration (FTA) National Transit Database (NTD):
Kenosha, Little Rock, Memphis, Portland, Seattle, Tacoma, and
Tampa. Their data from the NTD could provide peer
comparisons.

1
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Have Sacramento’s ridership projections been compared with data
from the comparable U. S. Streetcar systems? What are the
findings? What are the explanations for the results?
Are SACOG’s forecasts for the Streetcar of 8,900 weekday
boardings outside the range of experience of other existing
circulator streetcars? If so, what is the explanation?
Please explain the ridership projections. Who is going to ride the
streetcar? Pedestrians? Motorists? Do you have breakouts?
By stations? Or counties?

16-3

Please show evidence including logic and math that the downtown
streetcar project would have a measurable impact on VMT or
greenhouse gases and help SACOG achieve environmental targets.
The actual carrying capacity of the streetcar is small given the cost of
construction, and the actual ridership is smaller still. Are
environmental benefits proportional to costs?
What about compatibility problems with LRT service if trolley and LRT
run on the same tracks downtown? Are scheduling flexibility
problems with the LRT system expected to the extent that the
individual LRT lines are only single tracked over much of its
route? What about the impact of auto congestion during the peak
commuter hours and pre-event arena? And the impact on these railtrolley episodes on the ability to keep the Light Rail system on
schedule?

16-4

Frequency of service is important to riders. How many streetcars will
be on hand to provide an attractive frequency of service? What is the
anticipated headway? Will the cars be one ended or two ended, i.e.
with operator at one end or both?
Yolobus makes about 200 trips/day over the Tower Bridge. The
streetcar would add 144 trips/day over the Tower Bridge between
Sacramento and West Sacramento. With so much redundancy over
the Tower Bridge, is it likely that the implementation of the streetcar
will result in shortstopping existing lines? Shortstopping bus lines to
the streetcar would depress ridership because it would require rider
to transfer from a faster mode to a slower one.
2
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What will operating costs be for the streetcar and how will they be
covered? Given the uncertainties of the project, a range of estimates
is expected.
In the absence of evidence showing how the streetcar will
significantly decrease VMT and GHG to meet air quality goals, in the
absence of quality information about ridership, operating expenses
and deficit, and the streetcar’s effect on overall regional transit
services and capacities, the Downtown Streetcar Project YCT18198
should not be included in the MTP.
Yours truly,

Delphine Cathcart

3

From:
To:
Subject:
Date:

Willie Anderson
Clint Holtzen
Fw: 2016 MTP Comments
Monday, November 16, 2015 3:30:02 PM

On Monday, November 16, 2015 3:20 PM, Anderson Environmental wrote:

HOW PEOPLE GET TO AND FROM WORK:
2005           
    County
Mode           
Sacramento    El Dorado         Placer             Yolo  
Car/Truck/Van            88.8%            88.9%            89.5%            83.3%
Transit
2.6         
1.3
0.7
2.9
2.3
1.2
1.5
2.2
Walk
Bicycle
1.0
0.6
0.5
6.5
2014           
     County
Mode           
Sacramento      El Dorado       Placer             Yolo  
Car/Truck/Van             87.7%            87.0%            88.4%            76.4%
Transit
3.0
1.9          
1.4         
3.7
Walk
1.8
1.9
1.4
4.4
Bicycle
1.1
0.5
0.4
10.0           
Source: American Community Survey, U.S. Census Bureau           
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In the past ten years, there has been little change in the way that individuals get to
and from work. During the same ten-year period, road conditions have deteriorated
and the level of deferred maintenance has sharply increased, due to neglect and
inflation. The level of transit ridership has increased slightly, and the walk/bicycle
modes have actually decreased, except for Yolo County.
In the same time period, massive amounts of SACOG MTP funding has been directed
toward transit, walking, and bicycling.
The current MTP calls for spending (in billions) of
Roads (includes maintenance & capital expenditures)            $ 18.4
Transit (operating subsidy and capital expenditures)
10.6
Bicycle/Pedestrian           
2.8
Other           
3.2
TOTAL           
35.0
Source: Draft 2016 MTP, Table 4.1, page 52
It makes NO SENSE WHATSOEVER to budget over 30% of available funding for a

mode that serves 3% of commuters.
Roads get shorted on funding. Only 52.6% of available funding is spent on the mode
used by over 86% of commuters.
17-1
cont'd.

RECOMMENDATIONS:
Sharply increase funding for roads to match the mode share used for commuting.
Eliminate the subsidy for operating costs for Transit. The fare box pays for less than
30% of the cost to operate the systems. Make the riders pay for the full cost of
operating the system. Transit is a MONEY LOSER that robs taxpayers for little
benefit. Run transit for commute hours only to reduce costs. Operating hours
outside commute time must full pay for themselves at the fare box.

IN ADDITION:
VMT per capita is a completely BOGUS statistic. The only components that matter
are VMT and lane miles (one lane of a road one mile long). When VMT increases
and the number of lane miles remains constant, congestion increases regardless of
what the general population number is. The SACOG region has a long long history
of not adding unrestricted freeway lane miles, resulting in increased congestion and
a reduction in quality of life for Sacramento area residents.   BUILD MORE
UNRESTRICTED FREEWAY LANE MILES TO REDUCE CONGESTION.

17-2

"Building roads increases air pollution" is an urban myth promoted by the radical
environmentalists and is COMPLETELY FALSE. The latest Emissions Inventory
published by the California Air Resources Board shows that levels of the major
components of air pollution (smog) have all declined significantly in recent years,
even with increases in VMT. The amount of each of the pollutants caused by cars
and light trucks, including the dreaded SUV, makes up only a small portion of the
totals for each pollutant.
Pollutant (Tons per Day)           
Reactive Organic Gases           
Oxides of Nitrogen           
Carbon Monoxide           
PM 2.5           

Cars/Trucks/SUV           
20.01           
18.77           
192.81           
1.25           

Total
158.25
187.42
698.21
45.41

The vast majority of smog producing gases comes from stationary sources and other
types of mobile sources, not cars and light trucks. “Spare the Air” days should
address all sources of pollutants, not just cars and light trucks.
Willie Anderson
Anderson Environmental Consulting

STATE OFCALIFORNIA--CALIFORNJA STATE TRANSPORTATION AGENCY

EDMUND G. BROWN Jr.. Governor

DEPARTMENT OF TRANSPORTATION
DISTRICT 3-SACRAMENTO AREA OFFICE
703 B STREET
MARYSVILLE, CA 95901
PHONE (530) 741-4337
FAX (530) 741 -5346
lTY 71 1

Serious drought.
Help save water!

November 16, 2015
032015-SAC-0146
03-SAC-VAR
SCH#2014062060

Mr. Mike McKeever
Chief Executive Officer
Sacramento Area Council of Governments
1415 L Street, Suite 300
Sacramento, CA 95814

Sacramento Area Council of Governments - Draft 2016 MTP/SCS and DEIR
Dear Mr. McKeever:
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Thank you for including the California Department of Transportation (Caltrans) in the review
process for Sacramento Area Council of Governments' (SACOG) Draft 2016 Metropolitan
Transportation Plan (MTP)/Sustainable Communities Strategy (SCS) and the Draft
Environmental Impact Report (DEIR) for the Draft 2016 MTP/SCS. Caltrans' new mission,
vision, and goals signal a modernization of our approach to California's transportation system.
We review these documents for impacts to the State Highway System (SHS) in keeping with our
mission, vision and goals for sustainability/livability/economy, and safety/health. We provide
these comments consistent with the State's smart mobility goals that support a vibrant economy,
and build communities, not sprawl. Caltrans offers the following comments:

RTP CHECKLIST COMMENTS
For future MTP/SCS updates, we request SACOG provide specific page references for each RTP
Checklist item.

DRAFT SA COG MTP/SCS EIR - CEQA STREAMLINING COMMENTS

Safety Analysis
18-2

Caltrans is concerned with Senate Bill (SB) 375 provisions regarding CEQA streamlining and
consistency with the SACOG MTP/SCS. Public Resource Code 21159.28 allows residential and
mixed-use residential projects to forego any analysis of the SHS during the environmental review
"Provide a safe, sustainable, integrated, and efficient transportation
System to enhance California 's economy and livability "

Mr. Mike McKeever
November 16, 2015
Page j 2
process provided they are consistent with the use, designation, density, building intensity, and
applicable policies in a SCS and incorporate mitigation measures required by an applicable prior
environmental document. Some projects, including many of the greenfield development projects
identified in Appendix E-3, may attempt to utilize the traffic analysis exemption and could create
operational issues on the SHS that increases the likelihood of future collisions (Operational
Impacts). In most cases, Caltrans cannot evaluate project impacts to the SHS without a traffic
analysis provided by a project proponent or lead agency because of the unique factors,
assumptions, and travel patterns for each individual development.

18-2
cont'd.

As we stated in our comment letter, dated July 18, 2014, for the MTP/SCS Notice of Preparation
(NOP), Caltrans requests the MTP/SCS EIR to identify and mitigate potential Operational
Impacts on the SHS for projects that wish to utilize CEQA streamlining. This could be done by
either developing policies within the SCS or requiring mitigation in the EIR so that projects could
still utilize the CEQA streamlining provisions while addressing the Operational Impacts.
If the SACOG MTP/SCS EIR does not address the potential Operational Impacts, we recommend
SACOG, at a minimum, include a policy in the SCS that requires a safety analysis of the regional
transportation network for projects that want to utilize CEQA streamlining provisions.

In addition, if SACOG chooses to continue to require lead agencies to fill out an MTP/SCS
consistency checklist, Caltrans suggests the checklist incorporate questions that address how the
project ensures the safety of the traveling public. An example could be how the project impacts
and mitigates for queuing of freeway off-ramps onto free-flow freeway mainline travel lanes.

Public Availability of Data to Parcel Level

18-3

Caltrans recommends including a map that depicts, at parcel level, the parcels that fall within
Transit Priority Areas and one of the five Community Types discussed in Chapter 2 of the Draft
MTP/SCS EIR. This type of map would be helpful for interested parties to determine which
parcels are eligible for CEQA streamlining benefits.

Public Noticing of Projects Utilizing CEQA Streamlining

18-4

Caltrans recommends that SACOG add a policy to its SCS that would require projects planning to
utilize any type of MTP/SCS-related CEQA streamlining provisions be stated in the project's
NOP. Notice should be given to a reviewing agency as early as possible so that the data can be
analyzed, especially if a development is tiering the impact analysis from the SACOG MTP/SCS
EIR.

"Provide a safe, sustainable, integrated, and efficient transportation
system to enhance California 's economy and livability"

Mr. Mike McKeever
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DRAFT SACOG MTP!SCS - TRANSPORTATION PLANNING COMMENTS

Chapter 1 - Building a Sustainable System
•

18-5

On pgs. 6-7, we suggest including additional language regarding SB 391. An example could
be: Senate Bill 391 (SB 391, 2009) requires the California Department of Transportation to
prepare the California Transportation Plan (CTP), the long-range transportation plan, by
December 2015, to reduce greenhouse gas (GHG) emissions. GHG emissions must be
reduced to 1990 levels from current levels by 2020, and 80 percent below the 1990 levels by
2050 as described by AB 32 and Executive Order S-03-05. The upcoming CTP 2040 will
demonstrate how major metropolitan areas, rural areas, and state agencies can coordinate
planning efforts to achieve critical statewide goals.

Chapter 2 - Planning Process
•

18-6

•

18-7
•

18-8

Consider adding stronger language defining the CTP. This language could be: The California
Transportation Plan (CTP) provides a long-range policy framework to meet our future
mobility needs and reduce greenhouse gas emissions. The CTP defines goals, performancebased policies, and strategies to achieve our collective vision for California's future statewide,
integrated, multimodal transportation system. The plan envisions a sustainable system that
improves mobility and enhances our quality of life.
In order to strengthen the discussion on "fix-it-first," we suggest citing or adding language
from the Preservation Section in the California Transportation Agency's Infrastructure
Priorities - Vision and Interim Recommendations:
http://www.calsta.ca.gov/res/docs/pdfs/2013/CTIP%20Vision%20and%20Interim%20Recom
mendations.pdf
On page 16, Native American Tribal Government Outreach, it states, SACOG reached out to
representatives of the Yocha Dehe Wintun Nation (YDWN), United Auburn Indian
Community (UAIC), Shingle Springs Band of Miwok Indians, and Wilton Rancheria (WR)
regularly beginning in early 2014. But only the tribal governments from UAIC and WR
elected to engage. However, there appears to be a discrepancy between that statement and the
Sounding Board Meeting Summaries (SBMS) in Appendix G-5 where the YDWN is listed as
attendees at two meetings, and the UAIC and WR are not listed as attendees. We request
clarification regarding tribal participation.

Chapter 4 -Summary of Budget and Investments
•

18-9

Per the State Transportation Improvement Program (STIP) Guidelines, Section 19, we
recommend the MTP/SCS contain a statement that the first 4 years of the fund estimate and the
4-year STIP fund estimate are consistent with one another. We also recommend the MTP/SCS
contain a statement that the projects in the MTP/SCS and the projects in the Interregional
"Provide a safe, sustainable, integrated, and efficient transportation
system to enhance California 's economy and livability"
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Transportation Improvement Program (!TIP) are consistent with one another. It appears that
these consistency statements are not clearly stated. We suggest inserting these statements in the
Implementing the MTP/SCS Transportation Projects: From Planning to Programming section
in Chapter 4 of the draft MTP/SCS.
Per Title 23, Code of Federal Regulations (CFR), Part 450.322(f)(10)(i), the MTP must be a
financially constrained document, and it needs to include estimates of costs and revenue sources
that are reasonably expected to be available to operate and maintain the freeways, highways,
and transit operations within the region. We recommend inserting revenue tables in the body
of the MTP/SCS (currently only in Appendix B-1 - Financial Plan) so the reader can
conveniently compare expenditures to revenues.

18-9
cont'd.
•

18-10

Chapter SC - Transit, Bicycling, and Walking Trends and Performance

18-11

•

We suggest mentioning the recent results from the 2013 California Household Travel Survey
that showed a significant increase in the percentage of California residents walking, biking or
using public transportation in their daily activities at the statewide level. Since 2000, the
percentage of these trips has increased from 11 percent to nearly 23 percent. Please see the
attached press release: http:ijwww.dot.ca.gov/hq/paffairs/news/pressrel/14pr021.htm

Chapter 9 - Economic Vitality (Goods Movement Section)
•

We suggest this chapter mention CARB' s Sustainable Freight Transport Initiative and
Executive Order B-32-15 which directs the Secretary of the California State Transportation
Agency, the Secretary of the California Environmental Protection Agency, and the Secretary
of the Natural Resources Agency to lead other relevant State departments including CARB,
Caltrans, the California Energy Commission, and the Governor's Office of Business and
Economic Development to improve freight efficiency, transition to zero-emission
technologies, and increase competitiveness of California's freight system. More information
can be found at the following website: https://www.gov.ca.gov/news.php?id=19046

18-12

Appendix A-1

•

18-13

•
•
•

•
•

CAL18824 Yuba - Feather River Expressway: Please change project description to "Build a
2-lane bypass west of the City of Marysville with connections to 5th and l01h street bridge,
with later phases linking to SR 70 north of Marysville and SR 20 east of Marysville."
CAL20458 El Dorado - Sly Park Rd. UC: This project has been completed.
CAL20459 Placer - Rattlesnake Bar Rd Turn Pocket: This project has been completed.
CAL20585 Yuba - Marysville UPRR Underpass: Please change the project description to
state " Widen 17th street UPRR underpass to 4 lanes with sidewalks and shoulders, provide
standard vertical clearance."
CAL20649 EL Dorado - US50 WB Auxiliary Lane: Total Cost should be listed as $20M
ELD19188 El Dorado -Pleasant Valley Rd (SR49)/Patterson - Signal: This project has been
"Provide a safe, sustainable, integrated, and efficient transportation
system to enhance California 's economy and livability"
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completed.

•

ELD19495 El Dorado - SR49 Shoulder Widening: Although this project is proposed to be

•

removed from the County' CIP, it should remain in order 1) to address the numerous
complaints regarding the lack of pedestrian and bicycle facilities in this area, and 2) to be
consistent with the guiding principles of the proposed MTP/SCS of providing alternatives to
driving alone, and creating pleasant, high quality pedestrian environments to encourage
residents to make more trips by walking.
YVB15360 Yuba - SR 70/Feather River Blvd. Interchange: This project is all but complete.

18-13
cont'd.

Appendix G-4

18-14

•

We suggest that the questions, comments, and concerns in the Sounding Board Meeting
Summaries be broken out to identify which attendees spoke. This will help to determine if the
concerns were addressed and provide greater context for the reader.

DRAFT SACOG MTP!SCS -AERONAUTICS COMMENTS
•

•

•

18-15
•

•

•

Per GC 65080(a), the RTP shall be directed at achieving a coordinated and balanced regional
transportation system, including, but not limited to, aviation facilities and services. However,
it appears that regional aviation is not discussed in the body of the MTP (air cargo is
discussed as related to goods movement in Chapter 9). Aviation is discussed in Appendix Cl; however, it appears that the appendix is not referenced in the MTP. We suggest inserting a
discussion of regional aviation and facilities in the final MTP/SCS and tie it to Appendix C-1
- Aviation.
We recommended that SACOG provide a map of all public use airports in the region, identify
the airports by the Division of Aeronautics Functional Class, and define what those functional
classes are in the MTP/SCS.
Because aviation by its nature is interregional, interstate, and international, we recommend
including a discussion of how SACOG is working with other Regional Transportation
Planning Agencies, Metropolitan Planning Organizations, and Councils of Government at the
edges of SACOG's boundaries to address their interregional air travel needs in the MTP/SCS.
We recommend a discussion on airport land use compatibility because land use
incompatibility is the single most pressing problem airports face in many regions. As SACOG
works to create more high density housing near transit centers, the land use incompatibility
issue could intensify with future projects near airports. We recommend a discussion on the
importance between high density developments and safety when projects are located near
airports. This discussion could appear in Chapter 3 or in Chapter SA.
Mather Airport acts as the largest air cargo airport for the SACOG region. We recommend a
more detailed discussion in Chapter 9 of existing and future access needs to the airport. We
also recommend a discussion of the Mather Airport's long-term impact on the US 50 corridor.
In addition, a discussion of the economic benefit airports provide to the local and regional
economies would be beneficial to the MTP/SCS, possibly in Chapter 9. One source that could
"Provide a safe, sustainable, integrated, and efficient transporJation
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be helpful in this discussion is the Caltrans Airport Forecasting Study, completed in February,
2014:
o http://www.dot.ca.gov/hq/planning/aeronaut/documents/planning/CaltransAirportFore
castingStudy.pdf
o http://www.dot.ca.gov/hq/planning/aeronaut/documents/planning/CaltransAirportFore
castingStudy_Appendices.pdf

18-15
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Please provide our office with copies of any further actions regarding this project. We would
appreciate the opportunity to review and comment on any changes related to these documents.

If you have any questions regarding these comments or require additional information, please
contact Jeffrey Morneau, Office of Transportation Planning- South at (916) 274-0638 or by
email at: jeffrey.momeau@dot.ca.gov.
Sincerely,

MARLON FLOURNO
Deputy District Director
Planning & Local Assistance
c: Scott Morgan, State Clearinghouse

'Pro1•ide a safe. sustainable, integrated, and efficient transporiation
system to enliance Califo rnia 's eco110111y and li1•ability"

Sacramento
Clean Cicies Coallcion
President
Keith Leech

November 16, 2014

Vice President
Tim Taylor

Comment Letter
Sacramento Metropolitan Transportation Plan (MTP) for 2036

Secretary/Treasurer
Robert Summersett

To whom it may concern :

Board Members
Freya Arick
Lisa Chiladakis
Greg Gilbert
Paul Gruber
Guy Hall
Dave Head
Edward Huestis
Brent Jamison
Brian Pepper
Suzette Villanueva
Craig Weckman
Interns
Amanda Meroux
Ryan Nowshiravan
Kasey Thomas
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The draft MTP contains a number of positive proposals and actions that will
change our community for the better over the next two decades. Initiatives to
reduce VMT are important for regional sustainability and greenhouse gas
(GHG) reductions. But VMT reductions alone are only a part of the solution.
SACOG has been a leader in championing VMT, GHG and sustainability goals
in the Sacramento Region. SACOG took the lead in organizing the regional
Plug-in Electric Vehicle Readiness Plan, is a current participant in the 'Take
Charge Sacramento County" effort to identify ways to accelerate electric
vehicles and electric vehicle charging and has recently worked to make the
significant GHG reductions in renewable diesel available to public agency fleets.
Leaders from around the world, including our mayor, our governor and our
president are pressing us to accelerate programs to constrain climate change.
Funding to accomplish these goals, especially funding for encouraging electric
vehicle adoption and electric vehicle charging, is critical if we want to continue
to make progress.
The Sacramento Clean Cities Coalition encourages SACOG to include multiple
strategies for improving regional sustainability and reducing greenhouse gas
emissions in the MTP for 2036.

Sincerely,

Tim Taylor
Vice President and Co-coordinator
Sacramento Clean Cities Coalition
(916) 874-4814

www.cl eancitiessacramento.org
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  Governments	
  (SACOG)	
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  L	
  Street	
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  CA	
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Re:	
  Draft	
  Metropolitan	
  Transportation	
  Plan/Sustainable	
  Communities	
  Strategy	
  
(2016	
  MTP/SCS	
  Update,	
  and	
  corresponding	
  DEIR)	
  
	
  
Honorable	
  Members	
  of	
  the	
  SACOG	
  Board	
  of	
  Directors	
  and	
  Executive	
  Director	
  Mike	
  McKeever,	
  
	
  
These	
  comments	
  are	
  submitted	
  by	
  the	
  Environmental	
  Council	
  of	
  Sacramento	
  (ECOS)	
  and	
  Habitat	
  
2020,	
  a	
  coalition	
  of	
  grassroots	
  organizations	
  working	
  for	
  social	
  equity,	
  public	
  health	
  and	
  
environmental	
  sustainability	
  in	
  the	
  Sacramento	
  region,	
  through	
  land	
  use	
  planning,	
  
transportation	
  planning,	
  and	
  habitat	
  and	
  agricultural	
  preservation.	
  ECOS's	
  members	
  include:	
  
350	
  Sacramento,	
  Breathe	
  California	
  of	
  Sacramento-‐Emigrant	
  Trails,	
  International	
  Dark-‐Sky	
  
Association,	
  Los	
  Rios	
  College	
  Federation	
  of	
  Teachers,	
  Mutual	
  Housing	
  California,	
  Physicians	
  for	
  
Social	
  Responsibility	
  Sacramento	
  Chapter,	
  Preservation	
  Sacramento,	
  Resources	
  for	
  Independent	
  
Living,	
  Inc.	
  (RIL),	
  Sacramento	
  Housing	
  Alliance	
  (SHA),	
  Sacramento	
  Natural	
  Foods	
  Co-‐op,	
  	
  
Sacramento	
  Vegetarian	
  Society,	
  SEIU	
  Local	
  1000	
  (Environmental	
  Committee),	
  The	
  Green	
  
Democratic	
  Club	
  of	
  Sacramento,	
  and	
  the	
  Wellstone	
  Progressive	
  Democrats	
  of	
  Sacramento.	
  
Habitat	
  2020	
  (H2020)	
  is	
  a	
  coalition	
  of	
  environmental	
  organizations	
  that	
  acts	
  as	
  the	
  Conservation	
  
Committee	
  of	
  ECOS,	
  with	
  members	
  including	
  the	
  Sacramento	
  Audubon	
  Society,	
  California	
  
Native	
  Plant	
  Society,	
  Friends	
  of	
  the	
  Swainson’s	
  Hawk,	
  Save	
  the	
  American	
  River	
  Association,	
  Save	
  
Our	
  Sandhill	
  Cranes,	
  Sierra	
  Club	
  –	
  Sacramento	
  group,	
  Friends	
  of	
  Stone	
  Lakes	
  National	
  Wildlife	
  
Refuge,	
  and	
  the	
  Sacramento	
  Area	
  Creeks	
  Council.	
  
	
  
ECOS	
  has	
  many	
  years	
  of	
  experience	
  participating	
  in	
  SACOG's	
  regional	
  planning	
  process,	
  as	
  well	
  
as	
  in	
  issues	
  related	
  to	
  SB	
  375	
  implementation.	
  In	
  this	
  work,	
  ECOS	
  coordinates	
  with	
  many	
  
regional	
  and	
  state-‐wide	
  partners,	
  some	
  of	
  which	
  have	
  chosen	
  to	
  sign	
  on	
  in	
  support	
  of	
  the	
  
comments	
  below.	
  	
  	
  	
  
	
  
	
  

	
  
	
  

Summary	
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Successful	
  implementation	
  of	
  the	
  Sustainable	
  Communities	
  and	
  Climate	
  Protection	
  Act	
  of	
  2008	
  
(SB	
  375)	
  is	
  one	
  of	
  the	
  most	
  crucially	
  important	
  challenges	
  of	
  our	
  time.	
  	
  SB	
  375’s	
  framework	
  for	
  
implementation	
  of	
  Sustainable	
  Communities	
  Strategies	
  presents	
  the	
  State	
  of	
  California	
  and	
  the	
  
Sacramento	
  Region	
  with	
  a	
  path	
  to	
  healthy,	
  socially	
  equitable,	
  economically	
  thriving,	
  and	
  
environmentally	
  sustainable	
  communities.	
  
	
  
ECOS	
  applauds	
  the	
  Sacramento	
  Area	
  Council	
  of	
  Governments	
  (SACOG)	
  for	
  its	
  leadership	
  and	
  
innovation	
  in	
  Sustainable	
  Communities	
  Strategy	
  development,	
  and	
  believes	
  that	
  the	
  Draft	
  2016	
  
Metropolitan	
  Transportation	
  Plan/Sustainable	
  Communities	
  Strategy	
  Update	
  (MTP/SCS)	
  offers	
  
an	
  ambitious	
  and	
  potentially	
  viable	
  growth	
  scenario	
  that	
  would	
  provide	
  more	
  equitable	
  choices	
  
for	
  housing	
  and	
  transportation,	
  better	
  protection	
  of	
  biodiversity	
  and	
  agricultural	
  resources,	
  and	
  
a	
  reduction	
  of	
  vehicle	
  miles	
  traveled	
  (VMT)	
  in	
  accordance	
  with	
  the	
  greenhouse	
  gas	
  (GHG)	
  
reduction	
  targets	
  imposed	
  on	
  the	
  SACOG	
  region	
  by	
  SB	
  375.	
  
	
  
There	
  are,	
  however,	
  tremendous	
  disparities	
  between	
  the	
  regional	
  MTP/SCS	
  being	
  proposed	
  by	
  
SACOG	
  and	
  the	
  actual	
  adopted	
  growth	
  plans	
  of	
  the	
  region's	
  individual	
  jurisdictions.	
  	
  Given	
  
current	
  planning	
  behavior,	
  the	
  region’s	
  jurisdictions	
  appear	
  unwilling	
  to	
  implement	
  the	
  strategy	
  
proposed	
  by	
  SACOG.	
  	
  Without	
  specific	
  commitments	
  from	
  the	
  region’s	
  individual	
  jurisdictions	
  to	
  
drastically	
  reframe	
  their	
  growth	
  plans	
  in	
  accordance	
  with	
  the	
  MTP/SCS,	
  the	
  transportation	
  
system	
  and	
  the	
  many	
  co-‐benefits	
  envisioned	
  in	
  the	
  regional	
  plan	
  developed	
  by	
  SACOG	
  for	
  2036	
  
will	
  never	
  be	
  realized.	
  
	
  
The	
  intent	
  of	
  the	
  following	
  comment	
  on	
  the	
  state	
  or	
  the	
  region	
  is	
  to	
  motivate	
  the	
  region's	
  28	
  
jurisdictions	
  to	
  make	
  this	
  commitment.	
  
	
  
The	
  intent	
  of	
  the	
  following	
  second	
  comment	
  is	
  to	
  provide	
  suggestions	
  for	
  how	
  SACOG	
  can	
  better	
  
capacitate	
  the	
  region's	
  ability	
  to	
  meet	
  these	
  commitments.	
  
	
  
	
  

	
  
Comment	
  on	
  the	
  state	
  of	
  the	
  region	
  with	
  respect	
  to	
  the	
  proposed	
  MTP/SCS	
  
	
  

20-2

What	
  SACOG	
  is	
  doing	
  well	
  
	
  
There	
  are	
  many	
  innovative	
  aspects	
  of	
  SACOG's	
  operations,	
  programs,	
  analyses,	
  and	
  decision-‐
making	
  tool	
  development	
  that	
  distinguish	
  SACOG	
  as	
  a	
  leader	
  in	
  the	
  state,	
  and	
  the	
  nation,	
  in	
  
their	
  approach	
  to	
  better	
  integrate	
  land	
  use	
  and	
  transportation	
  planning.	
  To	
  highlight	
  a	
  few:	
  	
  
	
  
• Travel	
  Demand	
  Forecast	
  Modeling:	
  SACOG’s	
  cutting	
  edge	
  modeling	
  has	
  allowed	
  for	
  
more	
  accurate	
  forecasting	
  based	
  on	
  activities	
  and	
  series	
  of	
  trips.	
  The	
  nature	
  of	
  this	
  
model	
  allows	
  for	
  equity	
  and	
  environmental	
  justice	
  analysis	
  as	
  well	
  as	
  smart	
  growth	
  
analysis.	
  We	
  encourage	
  SACOG	
  to	
  continue	
  sharing	
  this	
  tool	
  to	
  help	
  local	
  jurisdictions	
  
evaluate	
  their	
  plans	
  and	
  development	
  projects	
  to	
  determine	
  the	
  best	
  smart	
  growth	
  
scenarios.	
  
	
  

•
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•

Project	
  Performance	
  Assessment:	
  SACOG's	
  progress	
  in	
  research	
  and	
  development	
  of	
  a	
  
sophisticated	
  phasing	
  and	
  cost-‐benefit	
  analysis	
  protocol	
  for	
  review	
  of	
  projects	
  is	
  a	
  
significant	
  achievement	
  in	
  the	
  2016	
  Update.	
  ECOS	
  applauds	
  SACOG	
  board	
  members	
  and	
  
their	
  respective	
  jurisdictions	
  that	
  participated	
  in	
  negotiations	
  to	
  identify,	
  delay	
  or	
  cut	
  
poorly	
  performing	
  projects	
  to	
  bring	
  the	
  plan	
  into	
  conformity	
  with	
  the	
  GHG	
  reduction	
  
targets.	
  We	
  applaud	
  SACOG	
  staff	
  for	
  providing	
  the	
  capability	
  to	
  make	
  these	
  negotiations	
  
possible,	
  and	
  find	
  this	
  to	
  be	
  a	
  great	
  step	
  toward	
  the	
  prospect	
  of	
  successful	
  MTP/SCS	
  
implementation.	
  
	
  
RUCS:	
  SACOG's	
  Rural	
  Urban	
  Connections	
  Strategy	
  continues	
  to	
  make	
  important	
  progress	
  
in	
  its	
  sophistication,	
  producing	
  extremely	
  valuable	
  analysis	
  for	
  the	
  betterment	
  of	
  the	
  
region's	
  rural	
  communities,	
  and	
  the	
  complex	
  dynamics	
  of	
  our	
  agricultural	
  economy	
  and	
  
operations.	
  

	
  
Climate	
  Adaptation	
  Plan:	
  The	
  development	
  and	
  inclusion	
  of	
  SACOG's	
  first	
  climate	
  
adaptation	
  analysis	
  is	
  a	
  significant	
  step	
  toward	
  anticipating	
  the	
  challenges	
  posed	
  to	
  our	
  
infrastructure.	
  This	
  nascent	
  analysis	
  should	
  serve	
  as	
  a	
  model	
  for	
  our	
  jurisdictions	
  and	
  
other	
  regions	
  in	
  planning	
  for	
  community	
  resilience	
  to	
  changing	
  climatic	
  conditions.	
  
	
  
	
  
All	
  of	
  these	
  programs	
  can	
  and	
  should	
  continue	
  to	
  be	
  improved	
  with	
  further	
  development,	
  but	
  
we	
  recognize	
  and	
  commend	
  SACOG	
  on	
  the	
  progress	
  in	
  these	
  areas.	
  
	
  
There	
  are	
  also	
  multiple	
  achievements	
  and	
  progress	
  to	
  commend	
  in	
  the	
  2016	
  MTP/SCS	
  itself.	
  
Again,	
  to	
  highlight	
  a	
  few:	
  
	
  
• Substantial	
  projected	
  increases	
  in	
  transit	
  service,	
  ridership	
  and	
  access	
  	
  
	
  
• Improved	
  access	
  to	
  transit	
  in	
  disadvantaged	
  communities	
  specifically	
  
	
  
• A	
  strong	
  proportion	
  of	
  funding	
  to	
  active	
  transportation	
  infrastructure	
  
	
  
• A	
  commendable	
  "fix-‐it-‐first"	
  initiative	
  to	
  reallocate	
  more	
  funding	
  towards	
  road	
  
	
  
maintenance,	
  largely	
  from	
  new	
  road	
  construction	
  	
  
	
  
	
  	
  
What	
  the	
  region	
  could	
  be	
  doing	
  better	
  
	
  
ECOS	
  generally	
  commends	
  SACOG's	
  development	
  of	
  a	
  plan	
  that	
  meets	
  the	
  state	
  GHG	
  reduction	
  
goals	
  from	
  the	
  transportation-‐land	
  use	
  sector.	
  SACOG's	
  plan	
  proposes	
  a	
  growth	
  scenario	
  that	
  
projects	
  VMT	
  reduction	
  performance	
  through	
  true	
  land	
  use	
  and	
  transportation	
  behavior	
  change	
  
to	
  a	
  degree	
  that	
  is	
  perhaps	
  greater	
  than	
  any	
  MTP/SCS	
  put	
  forth	
  in	
  the	
  state	
  thus	
  far.	
  	
  
	
  
Considering	
  the	
  political	
  and	
  fiscal	
  realities	
  within	
  which	
  SACOG	
  must	
  operate,	
  and	
  given	
  the	
  
general	
  plans	
  that	
  the	
  regional	
  agency	
  must	
  start	
  with,	
  ECOS	
  believes	
  that	
  SACOG's	
  preferred	
  
scenario	
  represents	
  perhaps	
  the	
  most	
  viable	
  compromise	
  between	
  what	
  could	
  ideally	
  be	
  done	
  
and	
  what	
  the	
  jurisdictions	
  are	
  actually	
  planning	
  to	
  do,	
  and	
  still	
  meet	
  regional	
  goals	
  and	
  the	
  SB	
  
375	
  reduction	
  targets.	
  
	
  
•
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That	
  being	
  said,	
  if	
  the	
  political	
  will	
  did	
  exist,	
  the	
  plan	
  could	
  be	
  much	
  stronger.	
  However,	
  given	
  
the	
  current	
  political	
  realities	
  within	
  the	
  region,	
  ECOS	
  fears	
  the	
  viable	
  compromise	
  that	
  the	
  
MTP/SCS	
  preferred	
  scenario	
  presents	
  will	
  not	
  be	
  achievable.	
  
	
  
Land	
  use	
  
	
  
The	
  alternative	
  Scenarios	
  1	
  and	
  3	
  of	
  the	
  MTP	
  provide	
  a	
  reasonable	
  analysis	
  of	
  what	
  could	
  
"feasibly"	
  be	
  altered	
  from	
  Scenario	
  2	
  (the	
  "no	
  build"	
  2012	
  plan),	
  but	
  they	
  do	
  not	
  adequately	
  
represent	
  the	
  full	
  range	
  of	
  possibilities	
  for	
  the	
  region	
  at	
  either	
  end	
  of	
  the	
  spectrum.	
  The	
  
performance	
  outcomes	
  for	
  Scenario	
  3	
  clearly	
  show	
  the	
  greatest	
  long-‐term	
  positive	
  returns	
  for	
  
the	
  region,	
  in	
  terms	
  of	
  access	
  to	
  jobs,	
  economic	
  growth,	
  enhanced	
  equity,	
  improved	
  public	
  
safety,	
  improved	
  public	
  health,	
  preservation	
  of	
  agriculture	
  and	
  biodiversity,	
  and	
  air	
  quality.	
  Yet,	
  
Scenario	
  3	
  was	
  deemed	
  infeasible,	
  largely	
  due	
  to	
  the	
  extremely	
  high	
  rate	
  of	
  transit	
  fare	
  box	
  
recovery	
  (51%)	
  that	
  the	
  scenario	
  relied	
  on	
  (EIR,	
  pg18-‐35).	
  	
  ECOS	
  agrees	
  that	
  this	
  fare	
  recovery	
  
rate	
  seems	
  infeasible	
  given	
  current	
  conditions	
  at	
  the	
  local	
  level,	
  but	
  if	
  there	
  was	
  political	
  will	
  to	
  
make	
  much	
  different	
  choices	
  about	
  how	
  we	
  assemble	
  and	
  invest	
  public	
  resources	
  to	
  achieve	
  
regional	
  goals,	
  we	
  think	
  the	
  region	
  could	
  do	
  much	
  better	
  than	
  Scenario	
  3.	
  
	
  
ECOS	
  would	
  like	
  to	
  see	
  a	
  VMT/GHG	
  performance	
  comparison	
  between	
  the	
  preferred	
  scenario	
  
and	
  a	
  "business-‐as-‐usual"	
  scenario	
  that	
  fully	
  represents	
  the	
  currently	
  adopted	
  growth	
  plans	
  of	
  
the	
  region's	
  cumulative	
  general	
  plans.	
  On	
  the	
  other	
  end	
  of	
  the	
  spectrum,	
  ECOS	
  would	
  also	
  like	
  
to	
  see	
  what	
  VMT/GHG	
  performance	
  could	
  be	
  achieved	
  by	
  a	
  land	
  use	
  scenario	
  in	
  which	
  twenty-‐
year	
  growth	
  was	
  constrained	
  solely	
  to	
  existing	
  "Established	
  Communities"	
  (with	
  the	
  same	
  fiscal	
  
constraints	
  presumed	
  by	
  the	
  current	
  preferred	
  scenario).	
  Even	
  if	
  hypothetical,	
  these	
  alternative	
  
analyses	
  could	
  provide	
  powerful	
  reference	
  points	
  to	
  guide	
  decision	
  making	
  in	
  the	
  region.	
  
	
  
This	
  later	
  all-‐infill	
  scenario	
  warrants	
  consideration	
  because	
  of	
  the	
  current	
  very	
  low	
  density	
  of	
  the	
  
existing	
  urbanized	
  area	
  of	
  the	
  Sacramento	
  region.	
  Referring	
  to	
  MTP	
  Table	
  3.10,	
  roughly	
  75%	
  of	
  
the	
  total	
  1,287,421	
  acres	
  of	
  the	
  Established	
  Communities	
  category	
  in	
  the	
  MTP	
  is	
  not	
  currently	
  
developed.	
  The	
  existing	
  developed	
  area	
  of	
  the	
  Established	
  Communities	
  is	
  264,242	
  gross	
  acres,	
  
with	
  16,619	
  allocated	
  for	
  development.	
  	
  "Center/Corridor	
  Communities"	
  have	
  36,821	
  gross	
  
acres,	
  with	
  26,684	
  currently	
  developed	
  and	
  3,825	
  designated	
  for	
  development	
  in	
  the	
  MTP.	
  
Current	
  residential	
  density	
  in	
  the	
  developed	
  portion	
  of	
  Established	
  Communities	
  is	
  quite	
  low:	
  
2.6	
  dwelling	
  units	
  (DUs)	
  per	
  gross	
  acre	
  (GA)	
  and	
  4.1	
  DUs	
  per	
  net	
  residential	
  acre	
  (NRA).	
  	
  The	
  
numbers	
  are	
  slightly	
  better	
  in	
  the	
  Center/Corridor	
  Communities:	
  4.0	
  DU/GA	
  and	
  10.5	
  DU/NRA	
  
respectively,	
  (DU/GA,	
  MTP	
  Tables	
  3.2	
  and	
  3.10;	
  DU/NRA,	
  MTP	
  Table	
  5A.3).	
  By	
  comparison,	
  the	
  
average	
  density	
  in	
  all	
  of	
  San	
  Francisco	
  is	
  12	
  DU/GA,	
  and	
  one	
  million	
  people	
  in	
  the	
  densest	
  33	
  ZIP	
  
codes	
  of	
  Los	
  Angeles	
  live	
  at	
  a	
  similarly	
  high	
  average	
  density	
  (2010	
  U.S.	
  census).	
  
	
  
Political	
  constraints,	
  not	
  physical	
  constrains,	
  inhibit	
  the	
  increase	
  of	
  housing	
  density	
  in	
  these	
  
existing	
  developed	
  areas.	
  	
  To	
  demonstrate,	
  we	
  can	
  make	
  rough	
  numerical	
  estimates	
  of	
  the	
  
densities	
  that	
  could	
  be	
  achieved	
  by	
  a	
  "what-‐if"	
  strategy	
  of	
  directing	
  growth	
  solely	
  into	
  already	
  
developed	
  portions	
  of	
  Centers	
  and	
  Corridors	
  and	
  Established	
  Communities.	
  Assuming	
  all	
  
anticipated	
  growth	
  is	
  equally	
  divided	
  between	
  these	
  two	
  categories	
  (increase	
  of	
  142,448	
  DUs	
  in	
  
each),	
  this	
  strategy	
  would	
  push	
  the	
  gross	
  residential	
  density	
  in	
  Established	
  Communities	
  to	
  3.1	
  
DU/GA	
  	
  (4.9	
  DU/NRA),	
  and	
  9.4	
  DU/GA	
  (24.4	
  DU/NRA)	
  in	
  Centers	
  &	
  Corridors.	
  Even	
  in	
  this	
  
extreme	
  all-‐infill	
  scenario,	
  the	
  densities	
  in	
  Established	
  Communities	
  are	
  still	
  not	
  high	
  values	
  for	
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transit-‐oriented	
  density	
  (unless	
  specifically	
  concentrated	
  in	
  the	
  Transit	
  Priority	
  Areas),	
  and	
  those	
  
in	
  Centers/Corridors	
  still	
  fall	
  short	
  of	
  densities	
  achieved	
  in	
  both	
  San	
  Francisco	
  and	
  Los	
  Angeles.	
  
	
  
Of	
  course	
  reallocation	
  of	
  anticipated	
  growth	
  is	
  not	
  this	
  simple,	
  but	
  we	
  offer	
  this	
  rough	
  
calculation	
  as	
  an	
  illustrative	
  reference	
  point	
  for	
  how	
  much	
  potential	
  for	
  infill	
  there	
  is	
  in	
  the	
  
region	
  that	
  is	
  not	
  being	
  capitalized	
  upon.	
  	
  
	
  
We	
  would	
  also	
  like	
  to	
  point	
  out	
  that	
  the	
  above	
  illustration	
  only	
  considers	
  the	
  already	
  developed	
  
areas	
  of	
  Established	
  and	
  Center/Corridor	
  Communities,	
  and	
  not	
  the	
  other	
  75%	
  of	
  undeveloped	
  
area	
  in	
  Established	
  Communities.	
  The	
  aforementioned	
  MTP	
  tables	
  provide	
  a	
  very	
  good	
  
aggregation	
  of	
  data	
  for	
  the	
  developed	
  areas,	
  but	
  we	
  have	
  not	
  been	
  able	
  to	
  find	
  any	
  figures,	
  
mapping,	
  or	
  explanation	
  of	
  what	
  is	
  (or	
  could	
  be)	
  developable	
  in	
  this	
  vast	
  portion	
  of	
  undeveloped	
  
land	
  in	
  the	
  existing	
  urban	
  footprint.	
  Without	
  a	
  better	
  understanding	
  of	
  what	
  proportion	
  of	
  land	
  
could	
  be	
  developable,	
  what	
  is	
  brownfield	
  or	
  greenfield,	
  or	
  what	
  is	
  parking	
  lot	
  or	
  parks,	
  it	
  is	
  
worth	
  noting	
  that	
  the	
  number	
  of	
  2012	
  dwelling	
  units	
  per	
  the	
  total	
  acreage	
  of	
  1,287,421	
  acres	
  of	
  
Established	
  Communities	
  is	
  only	
  0.5	
  DU/GA.	
  	
  
	
  
Given	
  the	
  tremendous	
  capacity	
  for	
  growth	
  in	
  existing	
  urban	
  areas,	
  we	
  feel	
  an	
  all-‐infill	
  scenario	
  
warrants	
  development.	
  Acknowledging	
  that	
  producing	
  a	
  thorough	
  analysis	
  of	
  such	
  an	
  alternative	
  
is	
  not	
  possible	
  for	
  the	
  2016	
  Update	
  to	
  meet	
  federal	
  timeline	
  requirements,	
  we	
  strongly	
  urge	
  the	
  
SACOG	
  Board	
  to	
  give	
  staff	
  direction	
  to	
  develop	
  this	
  analysis	
  for	
  the	
  2020	
  Update.	
  
	
  
What	
  the	
  region	
  is	
  actually	
  doing	
  
	
  
Regardless	
  of	
  how	
  much	
  stronger	
  the	
  plan	
  could	
  ideally	
  be,	
  ECOS	
  again	
  states	
  its	
  support	
  for	
  
SACOG's	
  proposed	
  MTP/SCS	
  as	
  a	
  viable	
  compromise	
  for	
  the	
  region's	
  adopted	
  growth	
  plans	
  to	
  
meet	
  the	
  required	
  GHG	
  reduction	
  targets.	
  ECOS's	
  greatest	
  concern	
  is	
  that	
  the	
  jurisdictional	
  
growth	
  is	
  not	
  currently	
  proceeding	
  in	
  a	
  direction	
  that	
  will	
  make	
  it	
  possible	
  to	
  implement	
  this	
  
strategy	
  in	
  any	
  way.	
  
	
  
While	
  market	
  analyses	
  in	
  Sacramento	
  (and	
  around	
  the	
  nation)	
  demonstrate	
  the	
  growing	
  
demand	
  for	
  infill	
  and	
  transit-‐oriented	
  development	
  (TOD)	
  with	
  more	
  small	
  lot	
  and	
  attached	
  
housing	
  options,	
  current	
  and	
  planned	
  development	
  in	
  the	
  Sacramento	
  Region	
  remains	
  strongly	
  
focused	
  on	
  peripheral,	
  automobile-‐oriented,	
  greenfield	
  development.	
  The	
  table	
  below	
  
compares	
  the	
  growth	
  forecast	
  by	
  community	
  type	
  in	
  the	
  MTP	
  compared	
  to	
  planned	
  "Build	
  Out"	
  
of	
  the	
  region's	
  cumulative	
  general	
  plans.	
  (Data	
  drawn	
  from	
  April	
  9th,	
  2015	
  staff	
  report,	
  pg56):	
  
	
  
	
  

Existing Conditions

Draft Preferred
Scenario

Build Out Estimate

Unrealized Growth

Total in Year 2012

Total in Year 2036

Total at Build Out

Build Out minus
Projected Year 2036

Jurisdiction/Community Type
Jobs

Housing
Units

Jobs

Housing
Units

Jobs

Housing
Units

Jobs

Housing
Units

Region Total

887,965

903,451 1,327,323 1,188,347 2,234,929 1,564,662

907,606

376,315

Center and Corridor Communities

307,652

107,718

459,750

193,885

633,282

236,212

173,532

42,327

Established Communities

527,095

686,075

742,211

764,825 1,018,936

805,215

276,725

40,390

Developing Communities

20,037

31,422

88,922

146,258

365,796

281,782

276,874

135,524

Rural Residential Communities

33,181

78,237

36,441

83,380

64,341

117,802

27,900

34,422

152,574

123,650

152,574

123,650

Areas Not Identified for Growth in the
MTP/SCS by 2036
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The	
  planning	
  horizons	
  of	
  the	
  region's	
  respective	
  general	
  plans	
  range	
  from	
  2030	
  to	
  2050,	
  an	
  
average	
  of	
  which	
  makes	
  these	
  growth	
  projections	
  at	
  "build	
  out"	
  not	
  far	
  beyond	
  the	
  horizon	
  year	
  
of	
  the	
  MTP/SCS.	
  The	
  total	
  build	
  out	
  of	
  the	
  general	
  plans	
  of	
  the	
  Sacramento	
  region	
  anticipates	
  
661,211	
  houses	
  beyond	
  existing	
  stock	
  in	
  2012	
  -‐-‐	
  2.3	
  times	
  the	
  SCS	
  estimate	
  of	
  284,	
  896.	
  	
  
	
  
Of	
  this	
  661,211	
  figure,	
  60%	
  of	
  the	
  growth	
  is	
  greenfield	
  development:	
  with	
  2.2	
  times	
  more	
  
growth	
  in	
  SACOG's	
  "Developing	
  Community"	
  areas,	
  and	
  8	
  times	
  more	
  growth	
  in	
  "Rural	
  
Residential"	
  areas	
  than	
  in	
  the	
  SCS.	
  	
  
	
  
123,650	
  planned	
  units	
  are	
  completely	
  outside	
  of	
  the	
  SCS	
  footprint,	
  and	
  these	
  figures	
  do	
  not	
  
include	
  major	
  potential	
  expansion	
  areas	
  that	
  are	
  currently	
  being	
  pursued,	
  including	
  but	
  not	
  
limited	
  to	
  proposals	
  such	
  as	
  Cordova	
  Hills,	
  the	
  Natomas	
  Vision,	
  and	
  continued	
  applications	
  to	
  
expand	
  the	
  Sphere	
  of	
  Influence	
  of	
  the	
  City	
  of	
  Elk	
  Grove.	
  All	
  three	
  of	
  these	
  proposals,	
  as	
  
examples,	
  are	
  out	
  of	
  the	
  SCS	
  footprint	
  for	
  Developing	
  Communities,	
  and	
  the	
  latter	
  two	
  would	
  
also	
  require	
  substantial	
  expansions	
  of	
  Sacramento	
  County's	
  Urban	
  Services	
  Boundary	
  (USB).	
  The	
  
USB,	
  when	
  adopted	
  in	
  1993,	
  was	
  envisioned	
  as	
  the	
  ultimate	
  permanent	
  growth	
  boundary	
  for	
  
the	
  County.	
  
	
  
	
  
Further,	
  these	
  peripheral	
  pressures	
  continue	
  while	
  major	
  infill	
  proposals	
  are	
  not	
  capitalizing	
  on	
  
their	
  potential.	
  For	
  example,	
  the	
  Sacramento	
  Railyards-‐-‐one	
  of	
  the	
  largest	
  contiguous	
  infill	
  
opportunities	
  in	
  the	
  nation-‐-‐is	
  currently	
  amending	
  its	
  proposal	
  to	
  reduce	
  its	
  residential	
  capacity	
  
by	
  half.	
  
	
  
ECOS	
  anticipates	
  that	
  regional	
  population	
  and	
  housing	
  numbers	
  in	
  twenty	
  years	
  will	
  probably	
  be	
  
closer	
  to	
  SACOG's	
  projections	
  than	
  that	
  of	
  the	
  jurisdiction's	
  general	
  plans;	
  the	
  question	
  is	
  where	
  
will	
  the	
  growth	
  be?	
  With	
  development	
  trends	
  proceeding	
  as	
  they	
  currently	
  are	
  in	
  the	
  region,	
  it	
  is	
  
difficult	
  to	
  see	
  how	
  the	
  scenario	
  proposed	
  by	
  the	
  MTP	
  could	
  be	
  implemented,	
  nor	
  how	
  the	
  
projected	
  reductions	
  in	
  VMT	
  and	
  corresponding	
  GHG	
  emissions	
  could	
  be	
  achieved.	
  	
  Clearly,	
  if	
  
the	
  jurisdictions	
  were	
  to	
  build	
  out	
  their	
  general	
  plans	
  as	
  currently	
  conceived,	
  there	
  would	
  be	
  no	
  
way	
  to	
  meet	
  the	
  required	
  emission	
  reductions.	
  Yet,	
  truly,	
  the	
  region	
  is	
  only	
  a	
  few	
  poorly	
  planned	
  
peripheral	
  projects	
  away	
  from	
  making	
  the	
  proposed	
  plan	
  impossible	
  to	
  implement.	
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The	
  2036	
  transportation	
  plan	
  that	
  is	
  proposed	
  by	
  the	
  2016	
  MTP/SCS	
  Update	
  to	
  meet	
  emission	
  
reductions	
  necessarily	
  relies	
  on	
  significantly	
  increased	
  residential	
  densities.	
  The	
  jurisdictions	
  
must	
  make	
  a	
  commitment	
  to	
  constrain	
  their	
  growth	
  patterns	
  to	
  meet	
  these	
  densities	
  or	
  the	
  
multi-‐modal	
  transportation	
  system	
  as	
  is	
  currently	
  envisioned	
  for	
  2036	
  will	
  never	
  be	
  built.	
  	
  	
  
	
  
Transportation	
  
	
  
Transit	
  funding,	
  particularly	
  for	
  maintenance	
  and	
  operations	
  (M&O),	
  is	
  severely	
  lacking	
  in	
  the	
  
state	
  and	
  the	
  region,	
  and	
  the	
  situation	
  has	
  only	
  worsened	
  in	
  recent	
  years.	
  Due	
  to	
  the	
  economic	
  
constraints	
  of	
  the	
  "Great	
  Recession,"	
  transit	
  service	
  in	
  the	
  region	
  was	
  cut	
  by	
  15%	
  between	
  2009	
  
and	
  2012	
  and	
  has	
  not	
  yet	
  fully	
  recovered.	
  The	
  MTP/SCS	
  does	
  not	
  project	
  to	
  return	
  to	
  2007	
  levels	
  
of	
  transit	
  service	
  until	
  2020,	
  and	
  some	
  fear	
  it	
  will	
  be	
  longer.	
  
	
  
By	
  2036,	
  SACOG's	
  strategy	
  projects	
  very	
  ambitious	
  and	
  commendable	
  increases	
  in	
  transit	
  system	
  
expansion,	
  access,	
  and	
  service.	
  	
  These	
  major	
  transit	
  improvements	
  proposed	
  in	
  the	
  later	
  years	
  of	
  
the	
  plan,	
  without	
  significant	
  additional	
  funding	
  from	
  new	
  sources,	
  will	
  necessarily	
  rely	
  on	
  the	
  
land	
  use	
  density	
  increases	
  proposed	
  in	
  the	
  plan	
  to	
  obtain	
  the	
  ridership	
  and	
  fare	
  box	
  recovery	
  
needed	
  to	
  justify	
  and	
  sustain	
  the	
  system.	
  
	
  
Peripheral	
  low-‐density	
  greenfield	
  growth	
  imposes	
  a	
  triple	
  negative	
  on	
  the	
  regional	
  plan.	
  Not	
  
only	
  is	
  there	
  a	
  direct	
  increase	
  of	
  VMT	
  and	
  GHG	
  emissions	
  from	
  the	
  development	
  itself,	
  but	
  the	
  
regional	
  government	
  must	
  then	
  allocate	
  funding	
  to	
  more	
  roads	
  to	
  service	
  those	
  communities,	
  
further	
  limiting	
  funding	
  that	
  could	
  be	
  used	
  for	
  transit.	
  And	
  finally,	
  that	
  peripheral	
  growth	
  
inhibits	
  the	
  ability	
  to	
  achieve	
  the	
  density	
  needed	
  to	
  provide	
  the	
  ridership	
  and	
  fare	
  recovery	
  to	
  
maintain	
  the	
  transit	
  system.	
  	
  
	
  
	
  
	
  
SACOG	
  projects	
  a	
  fare	
  box	
  recovery	
  increase	
  from	
  a	
  current	
  23%	
  rate	
  to	
  38%	
  in	
  2036	
  (EIR	
  Table	
  
18-‐2),	
  helping	
  support	
  a	
  120%	
  increase	
  in	
  vehicle	
  service	
  hours.	
  ECOS	
  would	
  be	
  extremely	
  
pleased	
  to	
  see	
  this	
  come	
  to	
  fruition,	
  presuming	
  that	
  the	
  fare-‐recovery	
  increase	
  is	
  expected	
  to	
  
come	
  from	
  ridership	
  increases	
  and	
  not	
  fare	
  increases.	
  Sacramento	
  area	
  transit	
  already	
  has	
  some	
  
of	
  the	
  highest	
  fares	
  in	
  the	
  state,	
  and	
  to	
  avoid	
  exclusion	
  of	
  low-‐income	
  residents,	
  increases	
  in	
  
fare	
  box	
  recovery	
  need	
  to	
  be	
  focused	
  on	
  increases	
  in	
  ridership.	
  	
  
	
  
SACOG's	
  travel	
  model	
  remains	
  somewhat	
  of	
  a	
  "black	
  box"	
  to	
  the	
  public,	
  but,	
  as	
  stated	
  
throughout	
  this	
  document,	
  we	
  do	
  not	
  see	
  evidence	
  that	
  the	
  region	
  is	
  on	
  track	
  to	
  achieve	
  the	
  
densities	
  required	
  to	
  make	
  this	
  kind	
  of	
  ridership	
  a	
  reality.	
  A	
  38%	
  fare	
  box	
  recovery	
  is	
  extremely	
  
ambitious,	
  and	
  well	
  above	
  the	
  national	
  average	
  of	
  32%,	
  (American	
  Public	
  Transportation	
  
Association	
  (APTA),	
  2014	
  Fact	
  Book,	
  Table	
  26).	
  Even	
  if	
  the	
  required	
  densities	
  were	
  achieved,	
  it	
  is	
  
difficult	
  to	
  see	
  how	
  such	
  a	
  dramatic	
  increase	
  in	
  service	
  can	
  be	
  maintained	
  without	
  new	
  sources	
  
of	
  funding,	
  or	
  further	
  allocation	
  of	
  existing	
  funds,	
  for	
  transit	
  maintenance	
  and	
  operations.	
  	
  
	
  
Significantly	
  more	
  funding	
  will	
  be	
  required	
  for	
  transit	
  operations	
  earlier	
  in	
  the	
  plan	
  to	
  see	
  these	
  
worthy	
  goals	
  realized.	
  Just	
  how	
  much	
  to	
  invest	
  in	
  transit	
  before	
  the	
  people	
  come	
  is	
  an	
  ongoing	
  
debatable	
  question,	
  but	
  ECOS	
  posits	
  that	
  it	
  is	
  imperative	
  to	
  allocate	
  a	
  greater	
  proportion	
  of	
  
funding	
  to	
  transit	
  earlier	
  in	
  the	
  plan	
  for	
  three	
  reasons:	
  	
  
• To	
  combat	
  peripheral	
  growth	
  pressures	
  by	
  capacitating	
  and	
  stimulating	
  transit-‐oriented	
  
infill	
  development	
  to	
  induce	
  change	
  in	
  the	
  housing	
  market	
  and	
  travel	
  behaviors.	
  	
  

For	
  the	
  transit	
  system	
  to	
  have	
  the	
  capacity	
  to	
  handle	
  the	
  density	
  when	
  it	
  comes,	
  before	
  
it	
  comes,	
  or	
  at	
  least	
  concurrently-‐-‐if	
  housing	
  and	
  commercial	
  growth	
  occurs	
  before	
  the	
  
transit	
  service	
  is	
  there,	
  then	
  that	
  growth	
  will	
  naturally	
  be	
  car-‐oriented,	
  after	
  which,	
  
travel	
  behavior	
  is	
  far	
  less	
  likely	
  to	
  change.	
  	
  
• To	
  ensure	
  that	
  disadvantaged	
  communities	
  retain	
  increased	
  access	
  to	
  needed	
  transit	
  
regardless	
  of	
  how	
  growth	
  eventually	
  occurs.	
  	
  
	
  
	
  
The	
  implementation	
  challenges	
  of	
  the	
  2016	
  Update	
  are,	
  ECOS	
  recognizes,	
  not	
  entirely	
  within	
  the	
  
control	
  of	
  SACOG.	
  Local,	
  state	
  and	
  federal	
  actions	
  must	
  be	
  taken	
  to	
  find	
  new	
  sources	
  of	
  funding	
  
for	
  public	
  transit	
  operations.	
  Without	
  new	
  sources	
  of	
  transit	
  funding,	
  SACOG	
  would	
  need	
  to	
  
substantially	
  reallocate	
  existing	
  funding	
  from	
  road	
  construction	
  to	
  realize	
  the	
  2036	
  
transportation	
  system	
  as	
  it	
  is	
  envisioned	
  in	
  the	
  plan.	
  	
  
	
  
The	
  current	
  growth	
  patterns	
  of	
  the	
  region	
  inhibit	
  SACOG's	
  ability	
  to	
  make	
  such	
  a	
  reallocation	
  
responsibly.	
  And,	
  without	
  higher	
  densities,	
  the	
  amount	
  of	
  new	
  transit	
  funding	
  sources	
  needed	
  
to	
  fill	
  the	
  void	
  left	
  by	
  a	
  lack	
  of	
  ridership	
  seems	
  highly	
  unlikely	
  to	
  materialize.	
  
	
  
For	
  the	
  region	
  to	
  realize	
  the	
  proposed	
  2036	
  transportation	
  plan,	
  and	
  the	
  many	
  co-‐benefits	
  that	
  
would	
  come	
  with	
  it,	
  the	
  region's	
  individual	
  jurisdictions	
  must	
  drastically	
  alter	
  their	
  current	
  
growth	
  plans	
  and	
  policies	
  to	
  be	
  in	
  alignment	
  with	
  the	
  worthy	
  Sustainable	
  Communities	
  Strategy	
  
that	
  has	
  been	
  presented	
  to	
  them.	
  
	
  
•
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Comment	
  on	
  areas	
  of	
  SACOG's	
  work	
  and	
  analyses	
  that	
  need	
  improvement	
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The	
  SACOG	
  Board	
  must	
  work	
  collaboratively	
  with	
  the	
  jurisdictions,	
  staff,	
  and	
  regional	
  
stakeholders	
  to	
  establish	
  stronger	
  policies	
  and	
  mechanisms	
  to	
  incentivize	
  SCS	
  compliance	
  
beyond	
  the	
  CEQA	
  streamlining	
  benefits	
  afforded	
  by	
  SB	
  375.	
  	
  
	
  
A	
  primary	
  suggestion	
  would	
  be	
  the	
  expansion	
  of	
  SACOG's	
  discretionary	
  funding,	
  such	
  as	
  the	
  
"One	
  Bay	
  Area"	
  grant	
  program,	
  conditioned	
  strictly	
  to	
  SCS	
  compliance.	
  Protocols	
  could	
  be	
  
established	
  with	
  the	
  jurisdictions	
  that	
  require	
  demonstration	
  of	
  performance	
  in	
  accordance	
  with	
  
SCS	
  goals	
  for	
  funding	
  awards.	
  The	
  metrics	
  that	
  this	
  performance	
  would	
  be	
  measured	
  by	
  include	
  
VMT/GHG	
  and	
  air	
  quality,	
  but	
  also	
  costs	
  and	
  benefits	
  to	
  equity,	
  public	
  and	
  ecological	
  health.	
  	
  
	
  
As	
  stated	
  above,	
  SACOG	
  has	
  been	
  a	
  leader	
  in	
  developing	
  innovative	
  tools	
  that	
  inform	
  the	
  
decision-‐making	
  of	
  its	
  jurisdictions.	
  This	
  tradition	
  must	
  continue,	
  and	
  below	
  are	
  areas	
  where	
  
SACOG	
  analyses,	
  tool	
  development,	
  and	
  guidance	
  can	
  be	
  improved.	
  
	
  
	
  
Greenhouse	
  gas	
  reduction	
  targets	
  
	
  
ECOS	
  again	
  applauds	
  SACOG	
  for	
  developing	
  a	
  plan	
  that	
  provides	
  an	
  ambitious	
  strategy	
  for	
  the	
  
region	
  that	
  nearly	
  meets	
  the	
  SB	
  375	
  GHG	
  reductions	
  targets	
  imposed	
  by	
  the	
  CA	
  Air	
  Resources	
  
Board.	
  	
  However,	
  15.58%	
  does	
  not	
  equal	
  16%.	
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The	
  2035	
  reduction	
  target	
  for	
  the	
  Sacramento	
  Region	
  is	
  16%	
  below	
  2005	
  levels.	
  Table	
  7.7	
  of	
  the	
  
plan	
  clearly	
  states	
  a	
  projected	
  reduction	
  of	
  15.58%.	
  While	
  the	
  figure	
  is	
  close,	
  it	
  would	
  set	
  a	
  poor	
  
precedent	
  for	
  the	
  rounding	
  down	
  of	
  GHG	
  emission	
  performance	
  in	
  this	
  way	
  to	
  become	
  
acceptable	
  practice.	
  	
  We	
  strongly	
  urge	
  the	
  Board	
  to	
  adopt	
  a	
  scenario	
  that	
  achieves	
  that	
  extra	
  
.42%	
  reduction,	
  or	
  better,	
  goes	
  beyond	
  the	
  16%	
  target.	
  
	
  
GHG	
  and	
  VMT	
  performance	
  analysis	
  
	
  
Total	
  VMT	
  is	
  projected	
  to	
  grow	
  significantly	
  with	
  expected	
  population	
  growth	
  in	
  the	
  region,	
  but	
  
we	
  are	
  pleased	
  to	
  see	
  projected	
  VMT	
  per	
  capita	
  declining	
  in	
  the	
  plan.	
  As	
  VMT	
  is	
  the	
  primary	
  
metric	
  by	
  which	
  GHG	
  reductions	
  under	
  SB	
  375	
  are	
  to	
  be	
  measured,	
  a	
  better	
  illustration	
  is	
  
needed	
  of	
  how	
  a	
  3.7%	
  per	
  capita	
  reduction	
  in	
  VMT	
  (MTP,	
  pg.80,	
  81)	
  translates	
  to	
  a	
  15.58%	
  per	
  
capita	
  reduction	
  in	
  GHG	
  emissions.	
  	
  
	
  
First,	
  there	
  are	
  multiple	
  minor	
  problems	
  with	
  Chapter	
  8	
  of	
  the	
  EIR,	
  "Energy	
  and	
  Global	
  Climate	
  
Change,"	
  as	
  a	
  document:	
  the	
  pagination	
  is	
  disrupted	
  (pg.	
  8-‐11-‐8-‐2),	
  there	
  are	
  incomplete	
  
sentences	
  (pg.	
  8-‐30),	
  and	
  Figures	
  8.1	
  and	
  8.2	
  do	
  not	
  accurately	
  correspond	
  with	
  each	
  other,	
  nor	
  
do	
  they	
  correspond	
  with	
  Figure	
  7.7	
  of	
  the	
  MTP	
  (which	
  also	
  has	
  a	
  mislabeled	
  axis).	
  	
  
	
  
The	
  SB	
  375	
  target	
  analysis	
  (Impact	
  ENE-‐6,	
  pg.	
  8-‐34)	
  basically	
  summarizes	
  the	
  GHG	
  calculation	
  
process	
  as	
  follows.	
  To	
  paraphrase,	
  all	
  the	
  land	
  use	
  and	
  transportation	
  factors	
  discussed	
  in	
  the	
  
plan	
  and	
  Chapter	
  16	
  of	
  the	
  EIR	
  are	
  put	
  into	
  the	
  model,	
  and	
  the	
  model	
  calculates	
  an	
  8%	
  reduction	
  
in	
  2020	
  and	
  a	
  16%	
  reduction	
  in	
  2035.	
  While	
  SACOG's	
  travel	
  model	
  and	
  the	
  algorithms	
  used	
  for	
  
these	
  calculations	
  are	
  surely	
  very	
  complex,	
  a	
  greater	
  illustration	
  is	
  warranted	
  than	
  has	
  been	
  
provided	
  of	
  how	
  the	
  GHG	
  reduction	
  is	
  actually	
  calculated.	
  	
  
	
  
The	
  relationship	
  between	
  VMT	
  reduction	
  and	
  GHG	
  reduction	
  is	
  of	
  primary	
  importance,	
  but	
  ECOS	
  
would	
  also	
  like	
  to	
  understand	
  what	
  other	
  factors	
  do	
  or	
  do	
  not	
  affect	
  the	
  GHG	
  calculation.	
  While,	
  
as	
  SACOG	
  states,	
  "SB	
  375	
  does	
  not	
  allow	
  for	
  advances	
  in	
  technology	
  to	
  achieve	
  GHG	
  reduction	
  
goals"	
  (MTP,	
  pg175),	
  the	
  travel	
  modeling	
  must	
  operate	
  on	
  some	
  presumptions	
  about,	
  for	
  
example,	
  electric	
  vehicle	
  use,	
  and	
  fuel	
  and	
  vehicle	
  efficiency.	
  What	
  non-‐VMT	
  related	
  
presumptions	
  are	
  being	
  made,	
  and	
  how	
  they	
  affect	
  the	
  GHG	
  performance	
  of	
  the	
  plan,	
  must	
  be	
  
explained	
  and	
  accounted	
  for.	
  	
  	
  	
  
	
  
2050	
  performance	
  analysis	
  	
  
	
  
ECOS	
  is	
  very	
  pleased	
  that	
  SACOG	
  has	
  volunteered	
  a	
  basic	
  analysis	
  of	
  all-‐sector	
  GHG	
  performance	
  
in	
  the	
  region	
  to	
  the	
  year	
  2050,	
  considering	
  the	
  goals	
  of	
  Executive	
  Order	
  S-‐3-‐05	
  to	
  reduce	
  overall	
  
GHG	
  emissions	
  80%	
  below	
  1990	
  levels	
  by	
  that	
  year.	
  
	
  
The	
  EIR	
  explains	
  that	
  without	
  any	
  additional	
  GHG	
  reduction	
  measures	
  the	
  region's	
  trajectory	
  
continues	
  downward,	
  stating	
  that	
  "a	
  BAU	
  GHG	
  scenario	
  was	
  estimated	
  for	
  2030	
  and	
  2050	
  by	
  
deriving	
  an	
  average	
  annual	
  reduction	
  in	
  GHGs	
  from	
  the	
  proposed	
  MTP/SCS	
  between	
  2008	
  and	
  
2036,	
  and	
  applying	
  it	
  for	
  each	
  year	
  out	
  to	
  2050.	
  The	
  result	
  is	
  a	
  BAU	
  GHG	
  estimate	
  for	
  2030	
  of	
  
14.47	
  MMtCO2e,	
  and	
  a	
  2050	
  estimate	
  of	
  6.50	
  MMtCO2e"	
  (EIR,	
  pg8-‐29).	
  
The	
  EIR	
  estimates	
  that	
  Executive	
  Order	
  S-‐3-‐05,	
  for	
  the	
  SACOG	
  region,	
  "would	
  constitute	
  
achieving	
  an	
  emissions	
  limit	
  of	
  11.6	
  MMtCO2e	
  by	
  2030,	
  and	
  3.87	
  MMtCO2e	
  by	
  2050,"	
  (EIR	
  pg8-‐

20-17

28).	
  While	
  this	
  is	
  below	
  SAGOG's	
  estimated	
  current	
  trajectory,	
  the	
  analysis	
  goes	
  on	
  to	
  explain	
  
that	
  with	
  additional	
  measures	
  posited	
  by	
  the	
  ARB's	
  Scoping	
  Plan,	
  the	
  SACOG	
  "2030	
  and	
  2050	
  
scenarios	
  ...	
  could	
  be	
  as	
  low	
  as	
  11.42	
  MMtCO2e	
  for	
  2030	
  and	
  3.66	
  MMtCO2e	
  for	
  2050	
  for	
  the	
  
plan	
  area,"	
  (EIR,	
  pg8-‐29).	
  	
  
We	
  find	
  this	
  analysis	
  very	
  encouraging.	
  Yet,	
  in	
  cross-‐referencing	
  EIR	
  Figures	
  8-‐1	
  and	
  8-‐2,	
  and	
  
MTP	
  Figure	
  7-‐7,	
  which	
  offer	
  graphical	
  representations	
  of	
  the	
  above	
  estimates,	
  we	
  find	
  that	
  the	
  
representations	
  do	
  not	
  accurately	
  correspond.	
  It	
  is	
  unclear	
  how	
  the	
  current	
  trajectory	
  of	
  
projected	
  GHG	
  performance	
  of	
  the	
  plan	
  that	
  brings	
  us	
  to	
  14.47	
  MMtCO2e	
  in	
  2030	
  (and	
  14.15	
  in	
  
2036),	
  would	
  lead	
  to	
  a	
  value	
  as	
  low	
  as	
  6.50	
  MMtCO2e	
  in	
  2050.	
  Clarification	
  is	
  needed.	
  

20-18

20-19

ECOS	
  would	
  also	
  like	
  to	
  have	
  a	
  better	
  understanding	
  of	
  what	
  the	
  plan's	
  projected	
  VMT/GHG	
  
performance	
  looks	
  like	
  beyond	
  the	
  life	
  of	
  the	
  plan,	
  within	
  the	
  transportation	
  sector	
  itself.	
  
Specifically,	
  we	
  are	
  interested	
  in	
  ensuring	
  that	
  the	
  plan's	
  6,632	
  lane	
  miles	
  (EIR,	
  pg2-‐2)	
  of	
  road	
  
improvements	
  that	
  may	
  reduce	
  congestion	
  and	
  improve	
  connectivity	
  in	
  the	
  near-‐term	
  are	
  not	
  
also	
  "paving"	
  the	
  way	
  for	
  more	
  driving	
  and	
  congestion	
  in	
  the	
  long-‐term.	
  	
  
	
  
It	
  is	
  understandable	
  that	
  presumptions	
  about	
  growth,	
  revenues,	
  and	
  technology	
  become	
  
increasingly	
  difficult	
  to	
  make	
  beyond	
  the	
  20-‐year	
  life	
  of	
  the	
  plan.	
  Nonetheless,	
  SACOG,	
  and	
  all	
  
MPOs,	
  should	
  still	
  be	
  compelled	
  to	
  begin	
  framing	
  basic	
  scenarios	
  now	
  to	
  help	
  ensure	
  that	
  the	
  
long-‐term	
  trajectory	
  of	
  land	
  use-‐transportation	
  sector	
  VMT/GHG	
  performance	
  is	
  
proportionately	
  in	
  line	
  with	
  the	
  goals	
  of	
  Executive	
  Order	
  S-‐3-‐05.	
  
	
  
However,	
  were	
  a	
  2050	
  scenario	
  developed,	
  strict	
  development	
  phasing	
  agreements	
  should	
  be	
  
sought	
  with	
  the	
  jurisdictions	
  to	
  ensure	
  that	
  peripheral	
  growth	
  in	
  a	
  (potentially)	
  larger	
  2050	
  land	
  
use	
  footprint	
  is	
  not	
  considered	
  acceptable	
  in,	
  say,	
  2020.	
  
	
  
Tracking	
  implementation	
  
	
  
SACOG's	
  dedication	
  to	
  the	
  public	
  participation	
  process	
  is	
  notable,	
  but	
  SACOG's	
  travel	
  modeling	
  
and	
  investment	
  strategy	
  remain	
  difficult	
  for	
  stakeholders	
  to	
  comprehend.	
  Acknowledging	
  the	
  
complexity	
  of	
  SACOG's	
  work,	
  mechanisms	
  are	
  needed	
  to	
  help	
  make	
  this	
  work	
  more	
  accessible	
  to	
  
the	
  public.	
  Illuminating	
  the	
  Metropolitan	
  Transportation	
  Improvement	
  Program	
  (MTIP)	
  project	
  
list	
  through	
  mapping	
  and	
  per-‐project	
  performance	
  data	
  would	
  go	
  a	
  long	
  way	
  to	
  aide	
  the	
  ability	
  
of	
  stakeholders	
  to	
  understand	
  scheduled	
  patterns	
  of	
  investment	
  and	
  their	
  benefits.	
  Further,	
  a	
  
mechanism	
  to	
  track	
  current	
  and	
  past	
  investment	
  and	
  performance	
  with	
  respect	
  to	
  MTP/SCS	
  
goals	
  is	
  greatly	
  needed.	
  The	
  tracking	
  of	
  cap	
  &	
  trade	
  investments,	
  and	
  those	
  investments	
  meant	
  
to	
  meet	
  needs	
  of	
  disadvantaged	
  communities,	
  is	
  of	
  particular	
  importance.	
  The	
  region's	
  
jurisdictions	
  and	
  stakeholders	
  should	
  work	
  collaboratively	
  with	
  SACOG	
  to	
  develop	
  a	
  program	
  for	
  
tracking	
  implementation	
  of	
  the	
  SCS	
  that	
  has	
  greater	
  frequency,	
  sophistication	
  and	
  accessibility	
  
than	
  that	
  of	
  the	
  current	
  two-‐year	
  interim	
  progress	
  report.	
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Equity	
  and	
  displacement	
  	
  
	
  
SACOG	
  is	
  making	
  continued	
  improvements	
  in	
  its	
  public	
  health	
  and	
  social	
  equity	
  inputs	
  and	
  
analyses,	
  but	
  much	
  more	
  progress	
  is	
  needed.	
  For	
  instance,	
  SACOG's	
  jobs-‐housing	
  balance	
  
analysis	
  is	
  strong,	
  but	
  an	
  adequate	
  jobs-‐housing	
  fit	
  analysis	
  remains	
  elusive.	
  The	
  SACOG	
  Board	
  
and	
  the	
  region	
  should	
  act	
  with	
  urgency	
  to	
  give	
  SACOG	
  staff	
  the	
  resources	
  to	
  develop	
  this	
  
modeling	
  capability.	
  There	
  are	
  other	
  tools	
  in	
  development,	
  such	
  as	
  the	
  UC	
  Davis	
  Center	
  for	
  
Regional	
  Change's	
  Urban	
  Footprint	
  "Equity	
  Module,"	
  that	
  we	
  also	
  hope	
  SACOG	
  will	
  seek	
  to	
  
further	
  develop	
  and	
  employ	
  in	
  ensuing	
  MTP/SCS	
  updates.	
  	
  	
  	
  
	
  
These	
  tools	
  will	
  be	
  essential	
  for	
  the	
  region	
  to	
  meet	
  its	
  regional	
  GHG	
  reductions	
  targets,	
  simply	
  
because	
  lower	
  income	
  residents	
  will	
  use	
  transit	
  more	
  if	
  it	
  is	
  available.	
  	
  When	
  lower	
  income	
  
households	
  can	
  afford	
  to	
  live	
  in	
  communities	
  served	
  by	
  transit,	
  they	
  drive	
  fewer	
  miles	
  and	
  use	
  
transit	
  at	
  a	
  higher	
  rate	
  than	
  higher	
  income	
  households.	
  MTP	
  Table	
  8.3	
  shows	
  2012	
  low-‐
income-‐high-‐minority	
  communities	
  (LIHM)	
  in	
  the	
  Sacramento	
  Region	
  were	
  using	
  transit	
  more	
  
than	
  twice	
  as	
  much	
  the	
  rest	
  of	
  the	
  region	
  (and	
  made	
  50%	
  more	
  by	
  bike/ped	
  trips).	
  When	
  living	
  
within	
  ½	
  mile	
  of	
  transit,	
  lower	
  income	
  households	
  drive	
  25-‐30%	
  fewer	
  miles,	
  and	
  when	
  living	
  
within	
  ¼	
  mile	
  of	
  frequent	
  transit,	
  they	
  drive	
  nearly	
  50%	
  less	
  (California	
  Housing	
  partnership	
  
Corporation	
  &	
  TransForm,	
  2014).	
  	
  
	
  
Lower	
  income	
  groups	
  are	
  poorly	
  served	
  by	
  transit	
  at	
  the	
  present	
  time,	
  and	
  would	
  use	
  transit	
  in	
  
much	
  larger	
  numbers	
  if	
  the	
  fixed-‐route	
  system	
  was	
  more	
  than	
  the	
  lifeline	
  service	
  currently	
  
offered	
  by	
  the	
  region's	
  transportation	
  agencies.	
  For	
  instance,	
  in	
  Sacramento	
  County	
  3.9%	
  of	
  
workers	
  in	
  the	
  lowest	
  quartile	
  by	
  earnings	
  use	
  transit	
  for	
  commute	
  trips,	
  which	
  is	
  only	
  slightly	
  
better	
  than	
  the	
  2.5%	
  for	
  the	
  highest	
  quartile.	
  In	
  Los	
  Angeles	
  County,	
  with	
  higher	
  densities	
  and	
  a	
  
more	
  robust	
  transit	
  system,	
  the	
  corresponding	
  values	
  are	
  12%	
  in	
  the	
  lowest	
  quartile	
  and	
  2.4%	
  in	
  
the	
  highest	
  (Census	
  Bureau's	
  2014	
  American	
  Community	
  Survey).	
  These	
  numbers	
  suggest	
  that	
  
lower	
  income	
  residents	
  are	
  about	
  five	
  times	
  more	
  likely	
  to	
  ride	
  transit	
  than	
  higher	
  income	
  
people,	
  if	
  it	
  is	
  available	
  where	
  they	
  live.	
  Successful	
  SCS	
  implementation	
  will	
  require	
  that	
  we	
  
understand	
  where	
  low-‐income	
  residents	
  are	
  (or	
  where	
  they	
  are	
  moving	
  to)	
  to	
  ensure	
  they	
  have	
  
increased	
  access	
  to	
  adequate	
  transit	
  service.	
  
	
  
There	
  is	
  an	
  inherent	
  conflict	
  with	
  focusing	
  growth	
  towards	
  transit-‐oriented	
  infill	
  development	
  
between	
  rising	
  property	
  values	
  and	
  preserving	
  affordable	
  housing.	
  As	
  noted	
  in	
  the	
  SCS,	
  
successful	
  transit-‐oriented	
  development	
  results	
  in	
  “high	
  real	
  estate	
  values,	
  more	
  high-‐end	
  
housing,	
  and	
  increased	
  rents”	
  (p.	
  46).	
  This	
  conflict	
  is	
  playing	
  out	
  before	
  our	
  eyes,	
  particularly	
  in	
  
the	
  urban	
  core	
  of	
  Sacramento,	
  where	
  property	
  values	
  and	
  rental	
  pricing	
  have	
  been	
  rising	
  very	
  
rapidly	
  in	
  recent	
  years.	
  Necessarily	
  there	
  is	
  a	
  data	
  delay	
  in	
  the	
  MTP/SCS,	
  but	
  we	
  fear	
  that	
  
gentrification	
  and	
  displacement	
  are	
  happening	
  in	
  the	
  region's	
  most	
  transit-‐oriented	
  areas	
  at	
  a	
  
rate	
  faster	
  than	
  the	
  data	
  can	
  capture.	
  For	
  example,	
  recent	
  research	
  shows	
  that	
  rents	
  for	
  a	
  one-‐
bedroom	
  apartment	
  in	
  the	
  Sacramento	
  metropolitan	
  statistical	
  area	
  increased	
  by	
  15.4	
  percent	
  
between	
  August	
  2014	
  and	
  2015.	
  This	
  increase	
  was	
  the	
  fourth	
  highest	
  of	
  the	
  50	
  largest	
  US	
  cities.	
  
When	
  lower	
  income	
  households	
  are	
  displaced	
  from	
  areas	
  served	
  by	
  transit,	
  they	
  are	
  replaced	
  by	
  
higher	
  income	
  households	
  who	
  drive	
  twice	
  as	
  many	
  miles	
  and	
  own	
  more	
  than	
  twice	
  as	
  many	
  
vehicles	
  as	
  extremely	
  low-‐income	
  households	
  living	
  within	
  ¼	
  mile	
  of	
  transit	
  (California	
  Housing	
  
partnership	
  Corporation	
  &	
  TransForm,	
  2014).	
  Higher	
  income	
  households	
  are	
  less	
  likely	
  to	
  take	
  
advantage	
  of	
  the	
  transit	
  service	
  available	
  to	
  them	
  when	
  living	
  in	
  transit-‐rich	
  neighborhoods.	
  
Unless	
  homes	
  in	
  transit-‐rich	
  areas	
  are	
  made	
  affordable,	
  the	
  compact	
  housing	
  development	
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patterns	
  and	
  increased	
  transit	
  service	
  detailed	
  in	
  the	
  SCS	
  cannot	
  realize	
  their	
  full	
  potential	
  in	
  
terms	
  of	
  VMT	
  reduction,	
  the	
  primary	
  driver	
  of	
  GHG	
  reduction	
  and	
  fare	
  box	
  recovery.	
  
	
  
SACOG	
  must	
  work	
  diligently	
  to	
  provide	
  regional	
  analysis	
  and	
  leadership	
  by	
  better	
  tracking	
  trends	
  
in	
  displacement	
  and	
  illustrating	
  the	
  repercussions	
  of	
  these	
  trends,	
  as	
  well	
  as	
  connecting	
  the	
  dots	
  
between	
  compliance	
  with	
  the	
  Regional	
  Housing	
  Needs	
  Allocation	
  (RHNA)	
  and	
  its	
  effect	
  on	
  GHG	
  
reduction.	
  However,	
  the	
  greater	
  responsibility	
  again	
  lies	
  with	
  the	
  jurisdictions	
  to	
  ensure	
  that	
  the	
  
residents	
  and	
  communities	
  that	
  have	
  the	
  most	
  need	
  for	
  housing	
  and	
  transportation	
  options	
  are	
  
not	
  excluded	
  from	
  the	
  many	
  benefits	
  in	
  health	
  and	
  economy	
  that	
  the	
  SCS	
  could	
  provide.	
  
Housing	
  products	
  that	
  tend	
  to	
  be	
  smaller	
  and	
  naturally	
  lower	
  cost	
  are	
  no	
  substitute	
  for	
  deed-‐
restricted	
  affordable	
  housing,	
  particularly	
  in	
  the	
  Sacramento	
  region’s	
  tightening	
  rental	
  market.	
  
All	
  jurisdictions	
  must	
  adopt	
  strict	
  mixed-‐income	
  housing	
  ordinances	
  and	
  anti-‐displacement	
  
measures	
  that	
  ensure	
  the	
  preservation	
  of	
  existing	
  affordable	
  and	
  work-‐force	
  housing	
  
(subsidized	
  or	
  de	
  facto),	
  and	
  better	
  enforce	
  expansion	
  of	
  affordable	
  housing	
  stock	
  in	
  accordance	
  
with	
  the	
  RHNA.	
  Further,	
  the	
  region	
  as	
  a	
  whole	
  should	
  adopt	
  policies	
  that	
  make	
  demonstration	
  of	
  
meeting	
  these	
  housing	
  goals	
  a	
  condition	
  for	
  transportation	
  funding.	
  	
  	
  
	
  
Biodiversity,	
  ecosystem	
  services,	
  and	
  water	
  
	
  
As	
  stated	
  above,	
  the	
  progress	
  of	
  SACOG's	
  RUCS	
  program	
  is	
  laudable,	
  providing	
  extremely	
  
valuable	
  analysis	
  and	
  tools	
  to	
  the	
  region,	
  particularly	
  in	
  the	
  agricultural	
  sector.	
  Progress	
  is	
  also	
  
being	
  made	
  in	
  integrating	
  ecosystem	
  service	
  considerations,	
  such	
  as	
  flood	
  control,	
  groundwater	
  
recharge,	
  and	
  carbon	
  sequestration,	
  across	
  the	
  plan	
  and	
  environmental	
  analysis.	
  We	
  also	
  find	
  
the	
  biological	
  impact	
  analysis	
  in	
  the	
  2016	
  Update	
  to	
  be	
  much	
  improved	
  from	
  the	
  2012	
  plan,	
  
offering	
  a	
  more	
  detailed	
  aggregation	
  of	
  impacts	
  by	
  community	
  type	
  in	
  the	
  land	
  use	
  footprint.	
  
Yet,	
  continued	
  progress	
  is	
  needed.	
  The	
  acreages	
  of	
  impact	
  are	
  important,	
  but	
  the	
  location	
  of	
  
these	
  impacts	
  is	
  also	
  crucial.	
  Mapping	
  of	
  the	
  distribution	
  of	
  anticipated	
  impacts	
  in	
  the	
  proposed	
  
project	
  would	
  greatly	
  inform	
  how	
  the	
  growth	
  pattern	
  would	
  affect	
  regional	
  level	
  connectivity	
  
and	
  ecosystem	
  viability,	
  as	
  well	
  as	
  localized	
  species	
  needs.	
  Such	
  spatial	
  analysis	
  would	
  be	
  an	
  
invaluable	
  resource	
  for	
  the	
  region's	
  many	
  agencies	
  to	
  fully	
  integrate	
  consideration	
  of	
  the	
  need	
  
for	
  both	
  human	
  and	
  ecological	
  health	
  in	
  our	
  planning	
  decisions.	
  
	
  
SB	
  375	
  offers	
  a	
  holistic	
  regulatory	
  paradigm	
  to	
  incorporate	
  broad	
  interests	
  of	
  public	
  health,	
  
equity	
  and	
  natural	
  resource	
  conservation	
  into	
  our	
  planning	
  for	
  regional	
  growth.	
  
Yet,	
  the	
  greatest	
  growth-‐constricting	
  factor	
  that	
  is	
  not	
  explicitly	
  part	
  of	
  this	
  framework	
  for	
  SCS	
  
development	
  is	
  water.	
  Rapidly	
  declining	
  health	
  of	
  aquatic	
  species	
  populations	
  in	
  the	
  Delta	
  and	
  
our	
  rivers,	
  and	
  the	
  unprecedented	
  water	
  conservation	
  measures	
  enacted	
  in	
  the	
  current	
  drought,	
  
are	
  demonstrations	
  that	
  we	
  are	
  potentially	
  approaching	
  the	
  threshold	
  of	
  our	
  water	
  supply	
  
capacity	
  to	
  meet	
  municipal	
  and	
  ecological	
  needs.	
  SACOG	
  has	
  attempted	
  to	
  comprehensively	
  
consider	
  the	
  myriad	
  potential	
  impacts	
  of	
  the	
  project	
  to	
  water	
  supply	
  and	
  quality,	
  and	
  has	
  
offered	
  worthwhile	
  guidance	
  for	
  mitigation	
  of	
  these	
  potential	
  impacts.	
  Yet,	
  without	
  authority	
  to	
  
implement	
  these	
  mitigation	
  strategies,	
  The	
  EIR	
  concludes	
  these	
  impacts	
  remain	
  Potentially	
  
Significant.	
  While	
  the	
  region's	
  multiple	
  agencies	
  are	
  doing	
  commendable	
  work	
  in	
  managing	
  our	
  
surface	
  and	
  ground	
  water	
  supplies	
  under	
  difficult	
  conditions,	
  a	
  more	
  sophisticated	
  coordination	
  
of	
  water	
  considerations	
  is	
  needed	
  at	
  the	
  regional	
  level	
  to	
  responsibly	
  guide	
  our	
  long-‐range	
  
growth	
  pattern.	
  The	
  SCS	
  offers	
  a	
  perfectly	
  appropriate	
  vehicle	
  for	
  this	
  coordination,	
  and	
  the	
  
region's	
  agencies	
  should	
  continue	
  to	
  work	
  collaboratively	
  with	
  each	
  other	
  and	
  SACOG	
  to	
  provide	
  
this	
  capability.	
  	
  

	
  	
  	
  	
  
	
  
Considering	
  impacts	
  to	
  agriculture,	
  biodiversity,	
  ecosystem	
  services,	
  and	
  water	
  in	
  general,	
  
SACOG	
  should	
  be	
  commended	
  for	
  developing	
  a	
  strategy	
  that	
  would	
  consume	
  only	
  47,563	
  acres	
  
of	
  wild	
  or	
  agricultural	
  lands	
  in	
  the	
  next	
  24	
  years,	
  as	
  compared	
  to	
  the	
  214,000	
  acres	
  consumed	
  in	
  
the	
  previous	
  24	
  years.	
  Yet,	
  while	
  we	
  think	
  the	
  region	
  could	
  do	
  better,	
  given	
  the	
  current	
  growth	
  
behavior	
  of	
  the	
  region,	
  we	
  fear	
  the	
  impact	
  will	
  be	
  much	
  greater.	
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Conclusion	
  
To	
  reiterate,	
  we	
  applaud	
  SACOG's	
  progress	
  in	
  development	
  of	
  the	
  2016	
  MTP/SCS	
  update,	
  and	
  
we	
  call	
  on	
  all	
  of	
  the	
  region's	
  jurisdictions	
  to	
  make	
  the	
  serious	
  changes	
  to	
  their	
  growth	
  patterns	
  
and	
  policies	
  that	
  will	
  be	
  necessary	
  to	
  make	
  this	
  Sustainable	
  Communities	
  Strategy	
  a	
  reality.	
  
	
  
We	
  hope	
  that	
  the	
  above	
  comments	
  are	
  constructive,	
  and	
  we	
  greatly	
  appreciate	
  the	
  time	
  and	
  
attention	
  that	
  has	
  been	
  provided	
  us	
  in	
  addressing	
  our	
  concerns	
  and	
  suggestions	
  to	
  date.	
  We	
  
look	
  forward	
  to	
  our	
  continued	
  work	
  with	
  SACOG	
  and	
  the	
  region's	
  many	
  jurisdictions	
  and	
  
stakeholders	
  moving	
  forward.	
  
	
  
Thank	
  you,	
  
	
  

	
  
Richard Guerrero
President, The Environmental Council of Sacramento
P.O. Box 1526, Sacramento, CA, 95812

	
  
Rob	
  Burness	
  
Co-‐Chair,	
  Habitat	
  2020	
  	
  
	
  
Kori	
  Titus	
  
Chief	
  Executive	
  Officer,	
  Breathe	
  California	
  of	
  Sacramento-‐Emigrant	
  Trails	
  
	
  
Chanell	
  Fletcher	
  	
  
Senior	
  California	
  Policy	
  Manager,	
  Safe	
  Routes	
  to	
  School	
  National	
  Partnership	
  
	
  
Laurie	
  Litman	
  
Executive	
  Director,	
  350	
  Sacramento	
  
	
  
Sean	
  Wirth	
  
Conservation	
  Chair,	
  Sierra	
  Club	
  Mother	
  Lode	
  Chapter	
  
	
  
Darryl	
  Rutherford	
  
Executive	
  Director,	
  Sacramento	
  Housing	
  Alliance	
  
	
  
Jeanie	
  Ward-‐Waller	
  
Policy	
  Director,	
  California	
  Bicycle	
  Coalition	
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APPENDIX
ERRATA -- Prepared by John Deeter
Apparent errata in the MTP/SCS. Most of the errors we detected are mislabeled captions on vertical
axes in several figures, but a number are more substantial. This is not intended to be a complete listing,
and covers only those sections we examined most closely.
MTP Table 5A.3, Land Use/Transportation Factors by Community Type, 2012 Residential Density and
2036 Residential Density, Regional averages. These entries appear to be too small by a factor of 2.5.
We estimate the correct numbers to be 4.5 (2012) and 5.8 (2036), from a weighted average over the
four community types.
MTP Fig 5B.2. Incorrect caption on vertical axis, should be "Vehicle miles traveled per capita"
MTP Fig 5B.6. Incorrect caption on vertical axis, should be "Congested VMT per capita"
MTP Fig 5B.7. Value for "Regional average 2036" is approximately 0.87, inconsistent with the value
of 0.99 given in Table 5B.7; caption on vertical axis probably should be "Congested VMT per capita"
for consistency with previous tables.
MTP Fig 5C.5. Incorrect caption on vertical axis, should be "Transit person trips per capita"
MTP Fig 5C.6. Incorrect caption on vertical axis, should be "Bike and walk person trips (000's)"
20-24/
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MTP Fig 5C.7. Incorrect caption on vertical axis, should be "Bike and walk person trips per capita"
MTP Fig 5C-8. Incorrect caption on vertical axis, should be "Trips per capita"; horizontal line
"Regional average 2036" incorrectly positioned, should be located at 0.51.
MTP Fig 5C.10. Incorrect caption on vertical axis, should be "Transit person trips per capita"
MTP Fig 7.7. Incorrect caption on vertical axis, should be "MMtCO2e emission". See note below for
EIR Figs 8-1 & 8-2.
EIR Chapter 8. Pagination jumps from page 8-11 back to page 8-2, which is repeated.
EIR Fig 8-1. Years on time axis are equally spaced rather than proportionally space, giving a
misleading impression of relative rates of reduction.
EIR Figs 8-1 & 8-2. Inconsistent with MTP Fig 7.7; in particular, total for 2036 is given as 14.15
MMtCO2e on Fig 7.7, but as 9.27 MMt on Figs 8-1 & 8-2.
EIR Chapter8, page 8-30, line 3. Sentence starting "A 3.5 MMtCO2e reduction ..." is lacking a verb.

EIR Table 18-2. Land Use Characteristics. Columns 3-6 give growth 2012-36 above baseline, and
percentages are fractions of growth in each category relative to total growth. Perhaps this could be
stated more clearly.
20-24/
3-12

EIR Table 18-2. Land Use Characteristics, Share of Homes in Developing Communities. Entries in
columns 4-6 (Alternatives 1-3) are approximately the total share (Baseline plus Growth) rather than just
the 2012-36 growth. Numbers derived from an earlier handout are 133,062, 121,635, and 102,961 for
columns 4-6 respectively, which agree with the percentages given for these entries.
EIR Table 18-2. Transportation Attributes, Farebox Recovery, 2012 Baseline: 38%. This is surely a
typo, since the actual value cannot possibly exceed 25%. Cf Table 18-2 in 2012 EIR, where the
corresponding figure for the 2008 Baseline is 23%.

From:
To:
Subject:
Date:
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barbaraleary@comcast.net
Clint Holtzen
Comments in Support of Inclusion of EV Planning in Regional Transit Plan
Monday, November 16, 2015 3:56:20 PM

I'm submitting these comments in light of upcoming discussions on the Sacramento
Regional Transit Plan on behalf of the Sacramento Sierra Club. The National Sierra
Club has formulated these statements and strongly encourages the increased use of
EV's.
"The switch to plug-in electric vehicles is a powerful way to cut oil use and reduce
dangerous smog and climate pollution. This is why many states are creating
programs to accelerate the electric vehicle market, such as rebates, sales tax
exemptions, carpool lane access, zero-emission transit buses, utility programs, and
public charging stations. I believe our state can and should do more to support the
market for clean vehicles.
Even though driving on electricity is far better for both the environment and drivers’
wallets, we have a long road ahead of us before we see widespread growth. This is
why we have to ensure we are removing barriers and making electric vehicles less
expensive and more convenient.
I urge you to support more programs and policies in our state that increase consumer
interest in electric vehicles. We need forward-thinking leaders and visionaries like
you on board to create a clean-energy future and put zero-emission vehicles in the
fast lane."

Barbara Leary, Secretary Sacramento Sierra Club Group
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STATE OF CALIFORNIA

GOVERNOR'S OFFICE of PLANNING AND RESEARCH
STATE CLEARINGHOUSE AND PLANNING UNIT
EDMUND G. BROWN JR.
GOVERNOR

November 17, 2015

Kacey Lizon
Sacramento Area Council of Governments
1415 L Street, Suite 300
Sacramento, CA 95814
Subject: 2016 MTP/SCS Update
SCH#: 2014062060
Dear Kacey Lizon:
The State Clearinghouse submitted the above named Draft EIR to selected state agencies for review. On
the enclosed Document Details Report please note that the Clearinghouse has listed the state agencies that
reviewed your document. The review period closed on November 16, 2015, and the comments from the
responding agency (ies) is (are) enclosed. If this comment package is not in order, please notify the State
Clearinghouse immediately. Please refer to the project's ten-digit State Clearinghouse number in future
correspondence so that we may respond promptly.
Please note that Section 21104(c) of the California Public Resources Code states that:

22-1

"A responsible or other public agency shall only make substantive comments regarding those
activities involved in a project which are within an area of expertise of the agency or which are
required to be carried out or approved by the agency. Those comments shall be supported by
specific documentation."
These comments are forwarded for use in preparing your final environmental document. Should you need
more information or clarification of the enclosed comments, we recommend that you contact the
commenting agency directly.
This letter acknowledges that you have complied with the State Clearinghouse review requirements for
draft environmental documents, pursuant to the California Environmental Quality Act. Please contact the
State Clearinghouse at (916)445-0613 if you have any questions regarding the environmental review
process.
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Scott Morgan
Director, State Clearinghouse

Enclosures
cc: Resources Agency

1400 10th Street P.O. Box 3044 Sacramento, California 95812-3044
(916) 445-0613 FAX (916) 323-3018 www.opr.ca.gov

Document Details Report
State Clearinghouse Data Base
SCH#
Project Title
Lead Agency

Type
Description

2014062060
2016 MTP/SCS Update
Sacramento Area Council of Governments
EIR

Draft EiR

Note: Extended Per Lead
An SCS is a required element of the MTP under California's Sustainable Communities and Climate
Protection Act, also known as Sen. Bill 375 (Stats. 2008, C h. 728) (SB 375). While other efforts to
re.duce greenhouse gas (GHG) emissions focus on alternative fuels and veh icle efficiency, SB 375 is
intended to more effectively redu ce emissions by integrating land use and transportation planning to
reduce overall passenger vehicle miles traveled. Through the development of a Sustainable
Communities Strategy (SCS) that accompanies the MTP, policies and strategies will be identified to
reduce per capita passenger vehicle-generated GHG emissions.

Lead Agency Contact
Name Kacey Lizon
Agency . .Sacramento Area Council of Governments
Phone 916 321-9000
email
Address 1415 L Street. Suite 300
City Sacramento

Fax

State CA

Zip 95814

Project Location

22-1
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County
City
Region
Lat ! Long
Cross Streets
Parcel No.
Township

Sacramento. Sutter, Yolo, Yuba, El Dorado, Placer

Range

Section

Base

Proximity to:
Highways
Airports
Railways
Waterways
Schools
Land Use
Project Issues

Reviewing
Agencies

Metropolitan Transportation Plan and Sustainable Communities Strategy
Air Quality; Agricultural Land; Archaeologic-Historic; Biological Resources; Drainage/Absorption; Flood
Plain/Flooding; Forest Land/Fire Hazard; Geologic/Seismic; Minerals; Noise; Population/Housing
Balance; Public Services; Recreation/Parks; Schools/Universities; Septic System; Sewer Capacity; Soil
Erosion/Compaction/Grading; Solid Waste; Traffic/Circulation; Toxic/Hazardous; Vegetation; Water
Quality; Water Supply; Wetland/Riparian; Growth Inducing; Landuse; Cumulative Effects
Resources Agi::ncy; Depc:irtmer1t of Fish and VViidlife, Region 2; Department of Parks and Recreation;
Department of Water Resources; California Highway Patrol; Caltrans, District 3 S; Caltrans, Division of
Transportation Planning; Air Resources Board; Air Resources Board, Transportation Projects; .
Regional Water Quality Control Bd., Region 5 (Sacramento); Native American Heritage Commission

Date Received

09/1 8/20 15

Start of Review 09/18/2015

End of Review 11 /16/201 5

Note: Blanks in data fields result from insufficient information p rovided by lead agency.
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Central Valley Regional Water Quality Control Board

RECEIVED

9 October 2015

OCT 1 3 2015
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Kacey Lizon
STATE CLEARING HOUSE
CERTIFIED MAIL
Sacramento Area Council of Governm nts---- - - - - 7199 9991 7035 8420 5235
1415 L Street, Suite 300
Sacramento, CA 95814

COMMENTS TO REQUEST FOR REVIEW FOR THE DRAFT ENVIRONMENTAL IMPACT
REPORT, 2016 METROPOLITAN TRANSPORTATION PLAN/SUSTAINABLE
COMMUNITIES STRATEGY PROJECT, SCH# 2014062060, EL DORADO, PLACER,
SACRAMENTO, SUTTER, YOLO, AND YUBA COUNTIES
Pursuant to the State Clearinghouse's 18 September 2015 request, the Central Valley Regional ·
Water Quality Control Board (Central Valley Water Board) has reviewed the Request for Review
for the Draft Environment Impact Report for the 2016 Metropolitan Transportation
Plan/Sustainable Communities Strategy Project, located in El Dorado, Placer, Sacramento,
Sutter, Yolo, and Yuba Counties.
Our agency is delegated with the responsibility of protecting the quality of surface and
groundwaters of the state; therefore our comments will address concerns surrounding those
issues.

I.

Regulatory Setting
Basin Plan
The Central Valley Water Board is required to formulate and adopt Basin Plans for all areas
within the Central Valley region under Section 13240 of the Porter-Cologne Water Quality
Control Act. Each Basin Plan must contain water quality objectives to ensure the
reasonable protection of beneficial uses, as well as a program of implementation .for
achieving water quality objectives with the Basin Plans. Federal regulations require each
state to adopt water quality standards to protect the public health or welfare, enhance the
quality of water and serve the purposes of the Clean Water Act. In California, the beneficial
uses, water quality objectives, and the Antidegradation Policy are the State's water quality
standards. Water quality standards are also contained in the National Toxics Rule, 40 CFR
Section 131.36, and the California Toxics Rule, 40 CFR Section 131 .38.
The Basin Plan is subject to modification as necessary, considering applicable laws,
policies, technologies, water quality conditions and priorities. The original Basin Plans were
adopted in 1975, and have been updated .and revised periodically as required, using Basin
Plan amendments. Once the Central Valley Water Board has adopted a Basin Plan
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amendment in noticed public hearings, it must be approved by the State Water Resources
Control Board (State Water Board), Office of Administrative Law (OAL) and in some cases,
the United States Environmental Protection Agency (USEPA). Basin Plan amendments
only become effective after they have been approved by the OAL and in some cases , the
USEPA. Every three (3) years, a review of the Basin Plan is completed that assesses the
appropriateness of existing standards and evaluates and prioritizes Basin Planning issues.
For more information on the Water Quality Control Plan for the Sacramento and San
Joaquin River Basins, please visit our website:
http://www.waterboards.ca.gov/centralvalley/water_issues/basin_plans/.
Antidegradation Considerations

All wastewater discharges must comply with the Antidegradation Policy (State Water Board
Resolution 68-16) and the Antidegradation Implementation Policy contained in the Basin
Plan. The Antidegradation Policy is available on page IV-15.01 at:
http://www.waterboards.ca.gov/centralvalleywater_issues/basin_plans/sacsjr.pdf
In part it states:
Any discharge of waste to high quality waters must apply best practicable treatment or
control not only to prevent a condition of pollution or nuisance from occurring, but also to
maintain the highest water quality possible consistent with the maximum benefit to the
people of the State.
This information must be presented as an analysis of the impacts and potential impacts
of the discharge on water quality, as measured by background concentrations and
applicable water quality objectives.
The antidegradation analysis is a mandatory element in the National Pollutant Discharge
Elimination System and land discharge Waste Discharge Requ irements (WDRs) permitting
processes. The environmental review document should evaluate potential impacts to both
surtace and groundwater quality.
II.

Permitting Requirements
Construction Storm Water General Permit
Dischargers whose project disturb one or more acres of soil or where projects disturb less
than one acre but are part of a larger common plan of development that in total disturbs
one or more acres, are required to obtain coverage under the General Permit for Storm
Water Discharges Associated with Construction Activities (Construction General Permit),
Construction General Permit Order No. 2009-009-DWQ. Construction activity subject to
this permit includes clearing, grading, grubbing, disturbances to the ground, such as
stockpiling, or excavation, but does not include regular maintenance activities performed to
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restore the original line, grade, or capacity of the facility. The Construction General Permit
requires the development and implementation of a Storm Water Pollution Prevention Plan
(SWPPP).
For more information on the Construction General Permit, visit the State Water Resources
Control Board website at:
http://www.waterboards.ca.gov/water_issues/progra ms/stormwater/constpermits. shtm I.
Phase I and II Municipal Separate Storm Sewer System (MS4) Permits 1
The Phase I and II MS4 permits require the Permittees reduce pollutants and runoff flows
from new development and redevelopment using Best Management Practices (BMPs) to
the maximum extent practicable (MEP). MS4 Permittees have their own development
standards, also known as Low Impact Development (LID)/post-construction standards that
include a hydromodification component. The MS4 permits also require specific design
concepts for LID/post-construction BMPs in the early stages of a project during the
entitlement and CEQA process and the development plan review process.

For more information on which Phase I MS4 Permit this project applies to, visit the Central
Valley Water Board wepsite at:
http://www.waterboards.ca.gov/centralvalley/water_issues/storm_water/municipal_permits/.
For more information on the Phase II MS4 permit and who it applies to, visit the State
Water Resources Control Board at:
http://www.waterboards.ca.gov/water_issues/programs/stormwater/ phase_ii_municipal.sht
ml
,,,.

Industrial Storm Water General Permit
Storm water discharges associated with industrial sites must comply with the regulations
contained in the Industrial Storm Water General Permit Order No. 2014-0057-DWQ.

For more information on the Industrial Storm Water General Permit, visit the Central Valley
Water Board website at:
http://www.wate rboards.ca.gov/centra !valley/water_issues/storm_water/ind ustria l_gene ral_
perm its/index. shtml.
Clean Water Act Section 404 Permit
If the project will involve the discharge of dredged or fill material in navigable waters or
wetlands, a permit pursuant to Section 404 of the Clean Water Act may be needed from the
United States Army Corps of Engineers (USACOE). If a Section 404 permit is req uired by
1

Municipal Permits = The Phase I Municipal Separate Storm Water System (MS4) Permit covers medium sized
Municipalities (serving between 100,000 and 250,000 people) and large sized municipalities (serving over
250,000 people). The Phase II MS4 provides coverage for small municipalities, including non-traditional Small
MS4s, which include military bases, public campuses, prisons and hospitals.
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the USACOE, the Central Valley Water Board will review the permit application to ensure
that discharge will not violate water quality stand~rds . If the project requires surface water
drainage realignment, the applicant is advised to contact the Department of Fish and Game
for information on Streambed Alteration Permit requirements .
If you have any questions regarding the Clean Water Act Section 404 permits, please
contact the Regulatory Division of the Sacramento District of USACOE at (916) 557-5250.

Clean· Water Act Section 401 Permit - Water Quality Certification
If an USACOE permit (e.g., Non-Reporting Nationwide Permit, Nationwide Permit, Letter of
Permission, Individual Permit, Regional General Permit, Programmatic General Permit), or
any other federal permit (e .g., Section 10 of the Rivers and Harbors Act or Section 9 from
the United States Coast Guard), is required for this project due to the disturbance of waters
of the United States (such as streams and wetlands), then a Water Quality Certification
must be obtained from the Central Valley Water Board prior to initiation of project activities.
There are no waivers for 401 Water Quality Certifications.
Waste Discharge Requirements - Discharges to Waters of the State
If USACOE determines that only non-jurisdictional waters of the State (i.e ., "non-federal"
waters of the State) are present in the proposed project area, the proposed project may
require a Waste Discharge Requirement (WDR) permit to be issued by Central Valley
Water Board. Under the California Porter-Cologne Water Quality Control Act, discharges to
all waters of the State, including all wetlands and other waters of the State including, but
not limited to, isolated wetlands , are subject to State regulation.
For more information on the Water Quality Certification and WDR processes, v isit the
Central Valley Water Board website at:
http://www.waterboards.ca.gov/centralvalley/help/business_help/permit2.shtml.

Regulatory Compliance for Commercially Irrigated Agriculture
If the property will be used for commercial irrigated agricultural, the discharger will be
required to obtain regulatory coverage under the Irrigated Lands Regulatory Program .
There are two options to comply:
1.

Obtain Coverage Under a Coalition Group. Join the local Coalition Group· that
supports land owners with the implementation of the Irrigated Lands Regulatory
Program. The Coalition Group conducts water quality monitoring and reporting to
the Central Valley Water Board on behalf of its growers. The Coalition Gro ups
charge an annual membership fee, which varies by Coalition Group. To find the
Coalition Group in your area, visit the Central Valley Water Board's website at:
http://www.waterboards.ca.gov/centralvalley/water_issues/irrigated_lands/app_appr
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oval/index.shtml; or contact water board staff at (916) 464-4611 or via email at
Irrlands@waterboards.ca .gov.
2.

Obtain Coverage Under the General Waste 'Discharge Requirements for
Individual Growers, General Order RS-2013-0100. Dischargers not participating
in a third-party group (Coalition) are regulated individually. Depending on the
specific site conditions, growers may be required to monitor runoff from their
property, install monitoring wells , and submit a notice of intent, farm plan, and other
action plans regarding their actions to comply with their General Order. Yearly
costs would include State administrative fees (for example, annual fees for farm
sizes from 10-100 acres are currently $1,084 + $6.70/Acre);· the cost to prepare
annual monitoring reports; and water quality monitoring costs . To .enroll as an
ln9ividual Discharger under the Irrigated Lands Regulatory Program, call the
Central Valley Water Board phone line at (916) 464-4611 or e-mail board staff at
IrrLands@waterboards.ca.gov.

Low or Limited Threat General NPDES Permit

If the proposed project includes construction dewatering and it is necessary to discharge
the groundwater to waters of the United States, the proposed project will require coverage
under a National Pollutant Discharge Elimination System (NPDES) permit. .Dewatering
discharges are typically considered a low or limited threat to water quality and may be
covered under the General Order for Dewatering and Other Low Threat Discharges to
Surface Waters (Low Threat General Order) or the General Order for Limited Threat
Discharges of Treated/Untreated Groundwater from Cleanup Sites, Wastewater from
Superchlorination Projects, and Other Limited Threat Wastewaters to Swiace Water
(Limited Threat General Order). A complete application must be submitted to the Central
Valley Water Board to obtain coverage under these General NPDES permits.
For more information regarding the Low Threat General Order and the application process,
visit the Central Valley Water Board website at:
http://www. waterboards.ca.gov/centralvalley/board_decisions/adopted_orders/gem~ral_ord

ers/r5-2013-0074 .pdf
For more.information regarding the Limited Threat General Order and the application
process, visit the Central Valley Water Board website at:
http://www. waterboards.ca. gov/centralvalley/board_decisions/ad opted_orders/genera I_ord
ers/rS-2013-0073. pdf
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If you have questions regarding these comments, please contact me at (916) 464-4684 or
tcleak@waterboards.ca. gov.

sr~lt-~ J~cl
Cleak~

Trevor
Environmental Scientist

cc:

State Clearinghouse unit, Governor's Office of Planning and Research, Sacramento
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·Mr. Mike McKeever
Chief Executive Officer
Sacramento Area Council of Governments
1415 L Street, Suite 300
Sacramento, CA 95814

Sacramento Area Council of Governments - Draft 2016 MTP/SCS and DEIR
Dear Mr. McKeever:

Thank you for including the California Department of Transportation {Caltrans) in the review
process for Sacramento AreaCouncil of Governments' (SACOG) Draft 2016 Metropolitan
Transportation Plan (MTP)/Sustainable Communities·Strategy (SCS) and the Draft
Environmental L'npact Report (DEIR) for the Draft 201 6 MTP/SCS. Caltrans' new mission,
vision, and goals ·signal a modernization of our approach to California's transportation system.
We review these documents for impacts to the State Highway System (SHS) in keeping with our
mission, vision and goals for sustainability/}jvability/economy, and safety/health. We provide
these.comments consistent with the State's smart mobility goals that support a vibrant economy,
and build communities, not sprawl. Cal trans offers the following comments:

RTP CHECKLIST COMMENTS
For future MTP/SCS updates, we request SACOG provide specific page references for each RTP
Checklist item.

DRAFT SACOG MTP/SCS EJR - CEQA STREAMLINING COMMENTS
Safety Analysis
Caltrans is· concerned with Senate Bill (SB) 375 provisions regarding CEQA streamlining and
consistency with the SACOG MTP/SCS. Public Resource Code 21159.28 allows residential and
mixed-use residential projects to forego any analysis of the SHS during the environmental review

o

"Provide safe, sustainable, Integrated, and efficient transportation
Sysrem to enhance California 's economy and livability"

Mr. Mike McKeever
November 16, 2015
Page I 2
process provided they are consistent with the use, designation, density, building intensity, and
applicable policies in a SCS and incorporate mitigation measures required by an applicable prior
environmental document. Some _projects, including many of the greenfield development projects
identified in Appendix E-3, may attempt lo utilize the traffic analysis exemption and could create
operational issues on the SHS that .increases the likelihood offuture collisions (Operational
Impacts). In most cases, Caltrans cannot evaluate project impacts to the SHS without a traffic
analysis provided by a project proponent or lead agency because of the unique factors,
assumptions, and travel patterns for each individual development.

As we stated in our commentletter, dated July 18, 2014, for the MTP/SCS Notice of Preparation

(NOP), Caltrans -requests the MTP/SCS BIR to identify and :mitigate potential Operational
Impacts on the SHS for projects that wish to utilize CEQAstreamlining. This could be done by
either developing policies within the SCS or requiring mitigation in the "EIR so that projects could
still utilize the CEQA streamlining provisions while addressirigthe Operational Impacts.

If the SACOG MTP/SCS EIR does not address the potential Operational Impacts, we recommend
SACOG, at a minimum, include a policy in the SCS that requires a safety analysis of the regional
transportation network for projects that want to utilize CEQA streamlining provisions. .
In addition, if SACOG chooses to continue to require lead agencies to fill out an MTP/SCS
consistency checklist, Ca1trans suggests the checklist incorporate questions that address how the
project ensures the safety of the traveling public~ .A n example could be ·h ow the project impacts
and mitigates for queuing of freeway off-ramps onto free-flow freeway mainline travel lanes . .

Public Availability of Data to Parcel Level
Caltrans recommends including a map that depicts, at parcel level, the parcels that fall within
Transit Priority Areas and o.Iie of the .five Community Types discussed in Chapter 2 of the Draft
MTP/SCS. EIR. This type of map would be helpful for interested parties to determine which
parcels are eligible for CEQA streamlining benefits.

Public Noticing ofProjects Utilizing CEQA Streamlining
Caltrans .r ecommends that SACOG add a policy to its SCS that would require projects planning to
utilize any type of MTP/SCS-related CEQA streamlining provisions be stated in the proj ect's
NOP. Notice should be given to a reviewing agency as early as possible so that the data can be
analyzed, especially if a development is tiering the impact analysis from the SACOG MTP/SCS

EIR.
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DRAFT SACOG MTP/SCS - TRANSPORTATION PLANNING COMMENTS
Chapter 1 • Building a Sustainable System

•

On pgs. 6-7, we suggest including additional language regarding SB 391. An example could
·be: Senate Bill 391 (SB 391, 2009) requires the California Department of Transportation to
prepare the California Transportation Plan (CTP), the long-range transportation .Plan, by
December 2015, to reduce greenhouse gas (GHG) emissions. GHG emissions must be
reduced to 1990 levels from current levels by 2020, and 80 percent be1ow the 1990 levels by
2050 as described by AB 32 and Executive Order S-03-05. The upcoming CTP 2040 will
demonstrate how major metropolitan areas, rura1 areas, and state agencies can coordinate
planning efforts to achieve critical statewide goals.

Chapter 2 • Planning Process

•

Consider adding stronger language defining the CTP, This. language could be: The California
Tiansportation Plan (CTP) provides a long...range policy framework to meet.our .future
mobility needs and reduce greenhouse gas emissions. The CTP defines goals, perfonnance~
based policies, and strategies to achieve our collective vision for California's future statewide,
integrated, multimoda1 transportation system. The plan envisions a sustainab1e system that
improves ·mobility and enhances our quality of1ife.
• In order to strengthen the discussion on "fix-it-first," we suggest citing or adding language
from the Preservation Section in the California Transportation Agency's Infrastructure
Priorities - Vision and Interim Recommendations:
http://www.calsta.ca.gov/res/docs/pdfs/f013/CTIP%20Vision%20and%20Interim%20Recom
mendations.pdf
• On page 16, Native American Tribal Government Outreach, it states, SACOG .reached out to
representatives of the Yocha Dehe Wintun Nation (YDWN), United Auburn Indian
Community (UAIC), Shingle Springs Band ofMiwok Indians, and Wilton Rancheria (WR)
regularly beginning in early 2014. But only the tribal governments from UAIC and WR
·elected to engage. However, there appears .to be a discrepancy between that statement and the
Sounding Board Meeting Summaries (SBMS) in Appendix G-5 where the YDWN is listed as
attendees at two meetings, and the UAIC and WR are not listed as attendees.· We request
clarification regarding tribal partidpation.
Chapter 4 -Summary of Budget and Investments

•

Per the State Transportation Improvement Program {STIP) Guidelines, Section 19, we
recommend the MTP/SCS contain a statement that the first 4 years of the fund estimate and the
4-year STIP fund estimate are consistent with one another. We also recommend the MTP/SCS
contain a statement that the projects in the MTP/SCS and the projects in the Interregional
"Provide a safe, sustainable, integrated, and efficien t 1ranspor1atio11
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•

Transportation Improvement Program (ITIP) are consistent with one another. It appears that
these consistency statements are not-clearly stated. Vfe suggest inserting these statements in the
Implementing the MTP/SCS Transportation Prqjects: From Planning to Programming section
in Chapter 4 of the draft MTP/SCS.
Per Title 23, Code of Federal Regulations (CPR), Part 450.322(f)(10)(i), the MTP must be a
financiaUy constrained document, and it needs to include estimates of costs and revenue sources
that are reasonably expected to be available to operate and maintain the freeways, highways,
and transit operations within the region. We recommend inserting revenue tables in the body
of the MTP/SCS (currently only in Appendix B-1 - Financial ·P lan) so the reader can
conveniently compare expenditures to revenues.

Chapter SC - Transit, Bicycling, and Walking Trends and Performance
•

We suggest mentioning the recent results from the 2013 California Household Travel Survey
that showed a significant increase in the percentage of California residents walking, biking or
using public transportation in their daily activities at the statewide level. Since 2000, the
percentage ofthese trips has .increased from 11 percent to nearly 23 percent. Please see the.
attached press release: http://www.dot.ca. gov/hq/paffairs/news/pressrel/1 ~pr021.htm

Chapter 9 - Economic Vitality (Goo.ds Movement Section)
•

We suggest this chapter:mention CARB's Sustainable FreightTransport Initiative and
Executive Order B-32-15 which directs the Secretary of the California State Transportation
Agency, the Secretary of the California Environmental Protection Agency, and the Secretary
of the Natural Resources Agency to lead other relevant State departments including CARB,
Caltrans, the California Energy Commission; and the Governor's Office of Business and
Economic Development to improve freight efficiency, transition to zero-emission
technologies, and increase competitiveness of California's freight system. More information
can befound at the following website: https://www.gov.ca.gov/news.php?id=19046

Appendix A-1

•

CAL18824 Yuba -Feather River Expressway: Please change project description to "Build a

2-lane bypass west of the City of Marysville with connections to 5th and 10th street bridge,
•
•
•

•

•

with later phases linking to SR 70 north of Marysville and SR 20 east ofMarysvi.Ue."
CAL20458 El Dorado - Sly Park Rd. UC: This project has been completed.
CAL20459 Placer - Rattlesnake Bar Rd Tum Pocket: This project has been completed.
CAL20585 Yuba - Marysville UPRR Underpass: Please change the project description to
state "Widen 171h street UPRR underpass to 4 lanes w ith sidewalks and shoulders, provide
standard vertical clearance."
·
CAL20649 EL Dorado - USSO WB Auxiliarv Lane: Total Cost should be listed as $20M
ELD19188 El Dorado -Pleasant Vallev Rd (SR49)/Patterson-Signal: This project has been
"Provide a safe. sustainable, mtegrated•.and efficient lransportation
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•

•

completed.
ELD19495 El Dorado - SR49 Shoulder Widening: Although this project is proposed to be
removed from the County' CIP, it should remain in order 1) to address .t he numerous
complaints regarding the lack of pedestrian and bicycle facilities in this area, and 2) to be
consistent with the guiding principles of the proposed MTP/SCS of providing alternatives to
driving alone, and creating pleasant, high quality pedestrian envirorunents to encourage
residents to make more trips by walking.
YUB15360 Yuba -SR 70/Feather River Blvd. Interchange: This project is all but complete.

Appendix G-4
•

We suggest that the questions, comments, and concerns in the Sounding Board Meeting
Summaries be broken out to identify which attendees spoke. Th.is wiU help to determine if the
.concerns were addressed and provide gr.eater context for the reader.

DRAFT SACOG MTP/SCS -AERONAUTICS COMMENTS
•

Per GC 65080(a), the RTP shall be directed at achieving a coordinated and balanced regional
transportation system, including, but not limited to, aviation facilities and services. However,
it .appears that regional aviation is not -discussed in the body -0£ the MTP (air cargo is
discussed as related to goods movement in Chapter 9). Aviation is discussed in Appendix C1; however, it appears that the appendix is not referenced in the MTP~ We.suggest inserting a
discussion of regional aviation and facilities in the final MTP/SCS and tie itto Appendix C-1

-Aviation.
•

•

•

•

•

We recommended that SACOG provide a map of all public use airports in the region, identify
the airports by the Division of Aeronautics Functional Class, and define what those functional
classes are in the MTP/SCS.
Because aviation by its nature is interregional, interstate, and international, we recommend
including a discussion of how SACOG is working with other Regional Transportation
Planning Agencies, Metropolitan Planning Organizations, and Councils of Government at the
edges of SACOG' s boundaries to address their interregional air travel needs in the MTP/SCS.
We recommend a discussion on airport land use compatibility because land use
incompatibility is the single most pressing problem airports face in many regions. As SACOG
works to create more high density housing near transit centers, the land use incompatibility
issue could.intensify with future projects near airports. We recommend a discussion on the
importance between high density developments and ·safety when projects are located near
airports. This discussion could appear in Chapter 3 or in Chapter SA.
Mather Airport acts as the largest air cargo airport for the SACOG region. We recommend a
more detailed discussion in Chapter 9 of existing and future access needs to the airport. We
also recommend a discussion of the Mather Airport' s long-term impact on the US 50 corridor.
In addition, a discussion of the economic benefit airports provide to the local and regional
economies would be beneficial to the MTP/SCS, possibly in Chapter 9. One source that could
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be helpful in t h is discussion is the Caltrans Airport Forecasting Study, completed in February,
2014:
o http://www.dot.ca.gov/hq/planning/aeronaut/documents/planning/CaltransAirportFore
castingStudy.pdf
.o http://www.dot.ca.gov/hq/planning/aeronaut/documents/planning/CaltransAirportFore
castingStudy_Appendices.pdf

Please provide our office with copies of any further actions regarding this project. Wc would
appreciate the opportunity to review and commenton any changes related to these documents.

ff you have any questions regarding these comments or require additional information, please
contad Jeffrey Morneau, Office of Transportation Planri.ing - South at (916) 274-:0638 or by
email at: jeffrey.momeau@dot.ca.gov.
Sincerely,

~~

t .

MARLON FL01JRNOY
Deputy District Director
Planning & Local Assistance
c: Scott Morgan, State Clearinghouse

"Proride u safe, sustainable, illlegratt d, and ';f]icielll 1rm1sporu11io11
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Attachment C

Framework 1.0: Policy Framework for the 2016 MTP/SCS Update
Adopted by the SACOG Board December 2013
The 2016 update to the Metropolitan Transportation Plan/Sustainable Communities Strategy (2016 MTP/SCS) will focus on
implementation challenges and commitments of the current plan with the goal of moving toward the transportation, air quality and
quality of life outcomes set forth in the plan. These implementation challenges and commitments are broadly defined in the below
Implementation Themes table, along with examples of the research and analysis that will be used to address these issues.

Foundational Assumptions for the Update: Regional Growth Projections
The same regional growth projections of the 2012 MTP/SCS will be used for the 2016 MTP/SCS except that the growth is assumed to
arrive one year later, 2036. This equates to 361,000 new jobs, 871,000 new people and 303,000 new housing units from 2008:
Year
2008
2036

Jobs
966,316
1,327,424

Population
2,215,044
3,086,213

Housing Units
884,725
1,187,744

Implementation Themes for the 2016 MTP/SCS Update
Implementation
Examples of research and analysis to address question/challenge
Question/Challenge
Transportation Funding: Can
• Update revenue projections for local, state and federal sources, considering longthe region capture the
term/historic and short-term/recent losses or revenue.
revenues projected to come
• Identify strategies for new revenue generation and cost-effective investments.
from all sources local, state
and federal?
Investment Strategy: Is there
enough emphasis on system
maintenance (“fix-it-first”)
investments?

Investment Timing: Should
there be changes in the timing
of transportation investments?

Land Use Forecast (allocation):
What is the economic viability
of the projected greenfield and
infill growth?

•
•
•
•
•
•
•
•
•
•
•

Plan Effects: Follow through on
the implementation
commitments of the 2012
MTP/SCS to better measure
the effects of the plan on
different people and issue
areas.

•
•

•
•

Identify and compare local and state system maintenance needs for different modes of
travel.
Identify tradeoffs between system maintenance and system expansion priorities.
Identify unique challenges and opportunities in urban, suburban and rural communities, with
particular attention to suburban economic challenges.
Identify new strategies for SACOG planning and funding efforts that consider fix-it-first.
Examine the cost effectiveness of moving certain projects forward or backward in the
planning period.
Analyze the effect of project phasing on performance of the regional transportation system,
air quality, and land use pattern.
Identify short-term strategies to improve regional travel patterns.
Inventory adopted and proposed land use plans in the region.
Analyze the effect of more greenfield versus more infill growth, and vice versa, on
transportation system performance.
Analyze recent market performance for greenfield and infill, residential and non-residential
development.
Determine if and how the estimated growth in Center/Corridor, Established, Developing, and
Rural Residential Community Types should be changed or refined.
Track travel behavior, land development pattern, demographic, air quality and transportation
project delivery trends to better understand how the MTP/SCS is being implemented over
time.
Develop additional performance metrics to assess the impact of the MTP/SCS on different
groups of people and issues (e.g. environmental justice communities; health; access to jobs,
services, and affordable housing).
Develop decision-making support tools to support regional and local decision-making.
Research the effect of our growing region on the agricultural economy and open space.

(Appendix A contains more description of the Implementation Commitments in the MTP/SCS)
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1. Performance Monitoring: Track and strive to better understand how the 2012 MTP/SCS is being
implemented over time in the areas of a) transportation trends, b) development pattern, c)
demographics, d) transportation project delivery and e) air quality. Performance monitoring
allows the agency to determine what kinds of adjustments to make to future MTP/SCS’ and
supports SACOG’s strategic goal to maximize the quality of life benefits that the MTP/SCS
contributes to the region (See Strategic Plan Goal 2, attached).
a. Transportation trends: monitor how people are traveling in the region and the impacts
of their travel on the transportation system.
Examples of monitoring metrics:
• Vehicle miles traveled;
• Congested travel;
• Travel by auto, transit, bicycling or walking (mode split);
• Transit passenger boardings.
b. Development pattern: monitor how private and public sector influences are shaping
growth in the region to compare to projected land use patterns in the 2012 MTP/SCS
and inform the projected land use patterns for the 2016 MTP/SCS.
Examples of monitoring metrics:
• Residential construction in center and corridor, established, developing and
rural residential communities;
• Construction of different types of housing (e.g., large lot single family, small lot
single family, attached multi-family);
• Changes to federal, state and local policies and regulations that affect the rate
and location of development;
• Financial incentives and tools such as funding for affordable housing or infill
development;
• Viability of agriculture and open spaces.
c. Demographics: monitor demographic characteristics that influence where people live,
work and how they travel.
Examples of monitoring metrics:
• Household size, age and income;
• Auto ownership.
d. Transportation Project Construction (Project Delivery): monitor construction of
transportation projects and how those projects align with the policies of the 2012
MTP/SCS.
Examples of monitoring metrics:
• Efficient use of federal and state transportation dollars;
• Blueprint supportive projects;
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• Projects supporting rural economies;
• Projects that support a variety of modes including transit, bicycle, pedestrian,
roads, and highways;
• Condition of existing transit and road infrastructure.
e. Air Quality: monitor regional air quality.
Examples of monitoring metrics:
• Levels of ozone, particulate matter, and other air pollutants;
• Number of days per year with Spare the Air notifications.
2. Impact Assessment: Improve SACOG’s ability to accurately estimate the impacts of the MTP/SCS
on different people and issue areas. This supports SACOG’s strategic goals of information-based
decision making and serving as a source of high-quality information (See Strategic Plan Goals 1
and 3, attached). The 2012 MTP/SCS made great strides in measuring the impacts of the plan on
travel, air quality, the environment, and low income and minority residents (environmental
justice populations).
Examples of impact assessments to improve:
a. Air quality related health impacts of locating housing near major roadways.
b. Balance of jobs and housing within communities and across the region;
c. Access to key services (e.g., medical, schools, colleges and universities, parks);
d. Public safety and health;
e. Effects on specific populations such as youth, the elderly, low income and minorities;
f. Climate change.
3. Decision-Making Support Tools: Improve decision-making support tools for regional and local
decisions so that member cities and counties, partner agencies, stakeholders and residents of
the region have information about transportation investments, growth patterns, and policies
that relate to the 2012 MTP/SCS. This will increase opportunities for member jurisdictions to
utilize regional data, models and analysis to analyze impacts of their decisions on transportation,
land use, air quality and other policy areas that affect quality of life. These tools support
SACOG’s strategic plan goal to sustain the agency’s emphasis on information-based decision
making (see Strategic Plan Goal 1, attached).
Examples of decision-making support tools:
a. Software that models the economic effects of land use and transportation policies
(PECAS);
b. Bus and light rail inventory information readily available to emergency operations
centers;
c. Support changes to federal and state regulations that increase local flexibility and
encourage use of existing streamlining options that will help implement the 2012
MTP/SCS.
d. Work to align federal natural resources, habitat and clean air policies and regulations
with the goals of the 2012 MTP/SCS;
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e. Quantify the importance of the rural economy within the region (Rural-Urban
Connections Strategy).
4. Financial Tools & Incentives: Support financial tools and incentives to help implement the 2012
MTP/SCS to realize its performance. These tools and incentives will support the construction of
projects critical to the MTP/SCS’ performance and bring real quality of life benefits to the region
(see Strategic Plan Goals 2 and 3, attached).

c.

Examples:
a. Reestablish some tools that redevelopment agencies previously had such as taxincrement financing to promote infill and revitalization;
b. Provide local governments more funding flexibility and options, particularly for transit
operations and capital and road maintenance and rehabilitation, in both rural and urban
areas;
Reform regulations to speed up review and approval of transportation and land use projects
with low environmental impacts and positive benefits to state regional, and local goals.
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Goals 1-3 from the SACOG Strategic Plan
Goal 1:

Sustain the agency’s emphasis on information-based decision making by providing
state-of-the-art data and tools to members, partners, stakeholders and residents to
help them shape the futures of their communities and the region.

Goal 1 Strategies:
1. Increase opportunities for member jurisdictions to utilize regional data, models and analysis to
analyze impacts of their decisions on transportation, land use, air quality and other policy areas
that affect quality of life.
2. Increase agency capacity to provide scientific information and analysis of transportation, land
use, air quality and other matters of regional importance.

Goal 1 Performance Indicators:
A. Members and planning partners routinely use a combination of appropriate planning tools
(e.g., I-PLACE3S and SACSIM) to conduct technical analysis of general plan updates, corridor
plans, transportation circulation plans, and neighborhood and community plans, and use of
such planning tools by stakeholders and residents to evaluate proposed development projects.
B. Interactive, information-based citizen engagement practices are commonly used by members in
support of general plan updates, development of neighborhood and community plans, and
evaluation of the impacts of significant proposed development projects. The Agency has an
effective and active process for sharing information about SACOG activities with staff in service
to local government
C. Appointment to the SACOG Board is viewed as an attractive opportunity for local elected
officials and SACOG’s Board members are actively engaged in pursuing the mission of the
agency and the agency’s local, state and national recognition for leadership in the
implementation of information rich, consensus-driven regional efforts to improve the quality of
life in the region continues to be enhanced. SACOG actively engages in providing information to
all elected leaders about the role it plays in regional affairs and how this role contributes to an
improved quality of life.
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Goal 2:

Maximize strategic influence for the region through developing and implementing
integrated regional transportation plans that produce unique and significant quality of
life benefits for residents of the region.

Goal 2 Strategies:
1. Consolidate, expand and maximize strategic advantage from the agency’s state and national
leadership role and access to the best tools and methods for preparing an outstanding MTP.
2. Maximize the benefits of comprehensive planning and project implementation in the
Sacramento region.

Goal 2 Performance Indicators:
A. SACOG’s MTP will remain a leader in the state in improving per capita VMT, congestion, air
emissions and other performance measures that advance the quality of life.
B. SACOG will leverage its high performing MTP to secure additional funding and policy support
from federal, state and local sources to build key projects sooner than would otherwise be
possible.
C. SACOG and its member agencies continue to be leaders in the State in the timely delivery of
projects.
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Goal 3:

Serve as a source of high quality information, convener, and/or advocate on a range
of regional issues when the agency’s involvement would provide unique, added value
to promoting a sustainable future for the region.

Goal 3 Strategies:
1. Continue to expand SACOG’s data and modeling capabilities to include topics that influence
transportation behavior and planning (e.g., energy, climate change, land use economics and
infrastructure).
2. Assist regional partners with the evaluation of functional service delivery opportunities and act
upon the ones that will most assist the agencies.
3.

Analyze options for increasing SACOG’s financial analysis and capacity so that it is able to serve
the region if and when new service needs are identified.

Goal 3 Performance Indicators:
1. Deliver cost savings to local governments by building the capacity of the agency in areas of
highest need to member jurisdictions, and/or leveraging new revenues in collaboration with
local governments.
2. SACOG’s member services program will increase coordination activities relating to assistance
with policy development, joint project delivery, grant development, and requests for technical
assistance as measured by increase in requests from member jurisdictions for assistance and
resulting grant acquisition or more integrated policy making
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