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CHAPTER 9

Economic Vitality
Efficiently connect people to their communities and get goods to market

Regional Employment
Patterns
Jobs and employment are the drivers of growth in the
region. Jobs, or the prospect of jobs, bring new residents to the region, and generate wages and income
for households and a large share of the region’s travel
demand. Approximately 20 percent of the person trips,
and almost half of the vehicle miles traveled by residents of the region, are related to commuting to work.
The vast majority of commercial and truck trips have
one or both ends at an employment site in the region.
Integrated land use and transportation planning
support the region’s economic vitality in several fundamental ways, including regional employment patterns
in the region, the impact of land use and transportation planning on people’s commute to work and travel
during the day, how goods are transported through and
within the region, and transportation support for commerce and employment generally in the region.
As discussed in Chapter 3, SACOG developed regional
growth projections for this plan update that are largely
informed by and consistent with projections used in the
2012 MTP/SCS that were developed by the Center for
Continuing Study of the California Economy (CCSCE).
These technical inputs to the plan include forecasts
of future employment (by major employment sector),
population, and household growth at the regional scale.
Appendix D — Regional Growth Forecast provides more
detail.
The SACOG region’s economic base is currently dominated by two sectors: 1) federal and state government,
including state colleges, and 2) professional, business
and information services, which include computer
services, architectural and engineering services, management and consulting services and management of
companies. Prior to the Great Recession (2007–2009),
the SACOG region was experiencing job growth above
the state average. However, due to the national recession, regional employment dropped precipitously after
peaking in 2007.
Although the region is still recovering from the recession, today much of the employment lost between 2008
and 2012 is back, and the region is again outpacing the

state in terms of job growth. In 2008, the region had
over 966,000 jobs, but by 2012, jobs had decreased
region-wide to about 900,000. By 2014, job totals
had returned to nearly 936,000, as shown in Table 9.1.
Job growth led to the unemployment rate for the sixcounty region dipping below 10 percent early in 2013,
for the first time since late 2008. The unemployment
rate, though, still shows significant variation within the
region. It is lowest in Placer County at about 6.3 percent
in 2014, compared to the peak of 11.6 percent in 2010.
The unemployment rate in 2014 was highest in Yuba
and Sutter Counties at 11.2 and 12.7 percent, respectively, but has decreased significantly compared to 17.8
and 18.4 percent in 2010.

2020 and 2036 Job Projections
In its regional projections for the 2012 MTP/SCS,
CCSCE identified numerous factors that were expected
to restrain job growth in the SACOG region to 2020.
SACOG’s employment projections for this MTP/SCS also
identify the following factors as affecting near-term job
growth by 2020:
• Slower national and state growth rates, in part due
to reduced immigration rates in the short-term.
• Slower recovery expected in the housing market —
although lower home prices make the area more
attractive to potential businesses and residents.
• State budget challenges that might continue to
affect job and income levels in state government,
the region’s largest economic base sector.
• Aging and eventual retirement of the baby boomers, affecting both employment and housing
demand.1
However, as noted above, the region is showing signs
of increasing job recovery. According to the U.S. Census Bureau, among the 50 largest counties with the
most employees, Sacramento had the highest rate of
employment growth among all sectors between 2012
and 2013 (up 5.5 percent). Because the region is making
positive progress towards reversing the significant job
loss that occurred from 2008 to 2012, and appears to
1

CCSCE, 2012 MTP/SCS, Appendix D-1 Regional Projections.
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be on course to fulfill many of the long-term economic
projections made by CCSCE for the 2012 MTP/SCS, the
total number of jobs forecast in the region by 2036 is
virtually the same in this plan update as for the 2012
MTP/SCS.
Table 9.1 shows the comparison of employment projections for the 2012 MTP/SCS and this plan. While
early-year employment projections were greater in
the 2012 plan than in this plan update, projections by
2027 are close, and by 2036 employment projections
are virtually identical. Appendix D-1 has more detailed
information and background on these regional growth
projections.

Table 9.1

Comparison of Employment Projections for
2012 and 2016 MTP/SCS2
Total Employees

Table 9.2 shows which major industry sectors are projected to grow more quickly or slowly through 2020 and
through 2036.

Table 9.2

Projected Percentage Growth in Jobs by
Major Industry Group through 2020 and
2036 (from 2012)
Industry

2012–2020

2012–2036

Agriculture, Mining, Utility,
Construction, Manufacturing,
Wholesale, Transportation/
Warehousing

8%

24%

Finance, Insurance, Real Estate,
Professional and Technical
Services, Management, Health
Care

17%

51%

Public Administration (not
including national security or
public services such as police,
fire, etc.)

15%

45%

Retail Trade

8%

25%

11%

33%

Year

2012 MTP/
SCS

2016 MTP/
SCS

Lag of 2016
vs. 2012
SCS

2012

1,001,700

900,196

-101,504

2014

1,019,892

935,743

-84,149

Arts/Entertainment,
Recreation, Other Services

2020

1,072,544

1,042,385

-30,159

Restaurants and Bars

10%

31%

2027

1,192,698

1,178,434

-14,264

Public and Private Schools

23%

70%

2036

1,327,423

1,326,851

-572

0%

0%

Hospitals and Major Medical
Centers

34%

102%

Total Jobs

16%

47%
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Although total employment is rising in the region,
just as growth varies by geography, the region’s
employment decreases and increases, varying strongly
by sector:
Government sector jobs will be a source of growth,
particularly after 2020. The professional and business
services sector—which serves state government and
includes the fast-growing computer, architectural and
engineering, scientific and R&D laboratory services
industries— is also expected to continue growing in the
future.
Construction saw some of the biggest increases and
decreases in the 2000s, adding more than 15,000 jobs
between 2001 and 2007, then losing 31,000 between
2007 and 2011. Although construction job levels will
still likely grow more slowly in the short term, they are
expected to rise in response to long-term population
and housing growth.
Manufacturing declined fairly steadily, losing almost
12,000 jobs between 2001 and 2007, and another 8,000
from 2007 to 2011. Retail increased by just over 11,000
jobs during the years 2001 to 2007, and decreased by
nearly 12,000 from 2007 to 2011. Factoring in population growth over the same time period, the “rate” of
retail employment compared to population or housing
declined over the entire period.2 As shown in Table 9.2,
manufacturing and retail trades are projected to grow
substantially more slowly than the regional total.
Educational and health services are projected to grow
substantially more quickly than total jobs. Health care
increased in the 2000s, adding 24,000 jobs from 2001
to 2007, and another 5,000 from 2007 to 2011. The
2036 employment projection assumes that the region
will significantly expand health care services to meet
the growing needs of the aging population, and capture
a significant share of new jobs in one or more of the
state’s new industries such as clean tech or health care
technology (e.g., biotech or electronic medical records).
These projections assume the region will participate
in a significant way in the growth of such innovative
activities, either as a result of business development
catalyzed through such regional resources as UC Davis,
and/or as a result of spillover from job growth in the
Bay Area as occurred in the technology boom of the
1990s.
2

In addition, SACOG’s RUCS project (discussed in more
detail later in this chapter) is continuing to look at ways
to promote more rural economic growth and enhance
the region’s agricultural industry, energy production,
and environmental services that contribute to the
region’s economic vitality.
Table 9.3 shows the percentage of total jobs in the
region by major industry group for 2012, 2020 and
2036. While most of the industry groups remain fairly
consistent over time, the significant growth expected
in health care-related jobs increases the proportion of
total jobs captured by that industry.

Table 9.3

Percent of Total Jobs in the SACOG Region
by Major Industry Group, 2012-2036
Industry

2012

2020

2036

Agriculture, Mining,
Utility, Construction,
Manufacturing, Wholesale,
Transportation/
Warehousing

14%

13%

12%

Finance, Insurance, Real
Estate, Professional
and Technical Services,
Management, Health Care

20%

20%

20%

Public Administration (not
including national security
or public services such as
police, fire, etc.)

11%

11%

11%

Retail Trade

14%

13%

12%

Arts/Entertainment,
Recreation, Other Services

10%

9%

9%

8%

8%

7%

10%

10%

11%

1%

1%

0.5%

13%

15%

17%

100%

100%

100%

Restaurants and Bars
Public and Private Schools
Military
Hospitals and Major
Medical Centers
Total Jobs

SACOG Draft Regional Transportation Monitoring Report, August
2013.
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Moving People to Work: Commuting and Congestion
under the MTP/SCS
Traffic congestion is an inescapable result of robust
economic activity and life in modern metropolitan
areas. A lack of congestion during peak periods actually
indicates that facilities have been overbuilt, usually at
significant cost. However, too much congestion has negative economic impacts. At a regional level, excessive
congestion can be a factor in shifting development from
one area within a region to another or to economic leakage to another region altogether. Thus, when corridors
become congested, it is important to accommodate
all travel modes so travelers have effective choices
and residents and commercial vehicles can reach their
destinations in a timely way. The Texas Transportation
Institute (TTI) reported that in the Sacramento region,
congestion in 2011 led to over 39.1 million hours of travel
delay and $834 million in congestion costs (calculated
as the costs of delay, fuel and truck congestion).3 For
individuals, significant congestion leads to longer commutes and higher household transportation costs.
While the Sacramento region saw reductions in commuting and congestion due to the economic downturn
and higher unemployment levels, congestion has persisted in affecting commuters on many of the region’s
highways and roadways, and is expected to remain an
issue as the economy continues to recover and population and jobs increase. True congestion appears at
about 85 percent of road capacity and thereafter worsens dramatically with an increase of only a few hundred
vehicles in the peak period. About half of congestion
delay results from demand reaching or exceeding regular roadway capacity. The other half occurs due to
incidents where capacity is temporarily compromised:
through crashes, stalled vehicles, spilled loads, roadside distractions, police stops, work zones, and weather.
In general, congestion data and analysis is focused on
recurring patterns, not one-time incidents or seasonality.
Congestion is not confined to urbanized areas. Rural
roads along the region’s urban-rural edge are also subject to delay. Roadways that serve adjacent rural land
uses can exhibit considerable fluctuations in peak and
3
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http://tti.tamu.edu/documents/mobility-report-2012-wappx.pdf, p. 29

off-peak traffic volume if nearby developments or bottlenecks on major commuter routes result in drivers
using rural roads as supplementary commuter routes.
In some instances, recreational opportunities can create similar delays as they draw traffic from urban areas
onto rural roads. For example, holiday and weekend
traffic near the region’s many agricultural tourism sites
(e.g., wineries, orchards, pumpkin patches, Christmas
tree farms, and agricultural fairs and festivals), while
benefitting the rural economy, create localized traffic
congestion and parking issues on roads that are otherwise lightly used.
The statement, “we cannot build our way out of
congestion,” is essentially correct, because large metropolitan regions such as ours lack the resources and
ultimately the space to provide for uncongested vehicle travel. Gas taxes supported the robust highway
construction program of the 1950s and 1960s. That
construction boom built the region’s trunk highway
and arterial system, which has since been surrounded
by urban development, making it difficult and costly to
expand. State and federal gas taxes have not kept pace
with inflation and have been supplemented with local
sales taxes and development-based funds to pay for
road expansion and maintenance. These local sources
of revenue provide critical funding support for new projects, but are volatile and have eligibility constraints and
typically need to be spent on improvements to areas
in close proximity to the new development, even if the
development causes significant impacts to the larger
transportation network. Caltrans and a number of jurisdictions in the region have been working with SACOG
on mitigation fee programs for new development, but
these fees will primarily serve to address impacts to the
state highway system.
The Sacramento region faces a number of challenges
in implementing land use and transportation patterns
to address employment and commute needs and congestion over the plan period. The following sections
provide a more detailed discussion of these challenges.
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Commute Volume, Distance, and Mode Choice

Table 9.4

Weekday Commuter Travel Mode, 2012
As noted in Chapter 5, commute travel represents a
significant share of total travel in the region. Forty-six
percent of all household-generated VMT will be commute related by 2036. Commuting adds about a third
more trips during the two peak periods, 7:00 to 10:00
a.m. and 3:00 to 6:00 p.m. Commuting is not only
important economically in moving people to and from
work, but also in its peak period impact on the transportation system.
Commute trips tend to be lengthier and use freeways
and major arterials more, intensifying their effect on
the regional system. For most people, the commute trip
is the longest trip of the day; however, most commute
trips are shorter than media attention on extra-long
commutes implies. Regionally, the average commute
trip length is 12.9 miles. Only 5 percent of commute
trips in the region are 38 miles or longer. Ninety percent
are shorter than 28.7 miles, and 75 percent are shorter
than 17 miles. In the Sacramento region, one-third of
workers lives and works in the same area, so their commute trips average less than five miles. Approximately
3 percent of workers have no commute at all, because
they work at home.
During peak hours, about three-quarters of commute trips are made by people driving alone, when the
transportation system is used at greatest capacity and
congestion is highest. While solo driving is still the primary commute mode, some of the region’s residents do
make work trips via carpool/vanpool, transit, walking
and bicycling. Table 9.4 illustrates the region’s current
commute mode shares.
Transit, bicycle and pedestrian commuting have
been increasing over time. Bicycling and walking rates
are slightly lower during peak commute periods than
during the middle of the day; however, the percentage
of commuters who bicycle or walk still outnumbers
commuters who use public transit. Many transit operators in the region provide commuter service, especially
to downtown Sacramento, the region’s largest employment center. These services are capable of replacing
individual commuter trips for distances as long as 50
miles one-way, and provide over 20,000 round-trips
for commuters on weekdays. Travel by public transit is
highest in the peak periods, but still carries less than 3
percent of all commute trips.

Mode of Travel

2012

Drive alone

76.3%

Carpool

15.0%

Public Transit

2.5%

Bike/Walk

3.0%

Work at home

3.2%

Land Use Pattern Changes to Reduce
Commuting and Congestion
The MTP/SCS land use pattern is designed to strengthen
mixed-use activity centers across the region, supported
by improved transportation mode choices. As described
in more detail in Chapter 3, the land use pattern focuses
on locating new jobs and services near existing homes
or adding homes near job centers both to improve the
employment-to-housing ratio in many communities,
and to make efficient use of existing and planned transportation expenditures. In seeking to further implement
the Blueprint Vision, the MTP/SCS plans for stronger
connections to and between activity centers, such as
regional job centers in downtown Sacramento, south
Placer County, Rancho Cordova, downtown West Sacramento, UC Davis, and Yuba City/Marysville, as well as
expanded and effective transportation choices for both
commute and non-commute trips.
As described more fully in Chapter 3, the land use
pattern of the MTP/SCS allocates 84 percent of projected new employment and 58 percent of new housing
to the more central Established Communities and
Center and Corridor Communities in the region. The
land use pattern allocates another 42 percent of projected housing demand and 16 percent of employment
demand to Developing Communities, most of which are
located around regional job centers in southwest Placer
County, southeastern Sacramento County, and urbanized Yolo County. Much of the MTP/SCS development
in the region is also focused in Transit Priority Areas,
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Jobs/Housing Relationship
The relationship between the number of households
and jobs has long been used as an indicator of the
potential for longer or shorter commutes. The most
common statement of the relationship is the “jobs/
housing balance” (J/HB). In areas with very low J/HB
(i.e., few jobs for the number of households in the area),
many workers need to commute out of their residence
area to find work. In areas with very high J/HB (i.e.,
many jobs for the number of households in the area),
jobs need to be filled by workers from outside the area.
All else being equal, areas with high or low J/HB’s are
likely to generate longer commutes for workers. This
is the most basic assumed relationship of the balance
between J/HB and the need for travel.
Table 9.5 provides a county-level tally of the land use
forecast for jobs and households. A base year of 2008
is being shown for this summary because it reflects a
more normal year in the regional economy than 2012
as that was during the recession. At a county level, J/
HB improves for El Dorado County, and is stable for
other counties. However, as discussed in the following
sections, county-level assessments of J/HB may miss
significant issues based on the distributions of jobs,
households and worker flows related to the region’s
major job centers.

located within a half-mile of existing and planned light
rail stations, Capitol Corridor train stations, the West
Sacramento-Sacramento streetcar corridor, and numerous bus and bus rapid transit routes to reinforce and
make the most of high quality transit service.
The MTP/SCS growth pattern includes significant
housing growth in downtown Sacramento, to reduce the
employment-to-housing imbalance in this already large
employment center. This will substantially increase the
number of downtown workers who can take a short
walk, bike or transit trip to work. The large employment centers of Rancho Cordova and southwest Placer
County are also slated for significant housing growth
that can help bring residents and jobs closer together.
Although the MTP/SCS projects some long-distance
commuting will continue to downtown Sacramento,
Rancho Cordova, southwest Placer County and other
major job centers, the per capita decline in vehicle miles
traveled reflects improvement from today and the 2012
MTP. Land use changes in the MTP/SCS focused on a
better jobs-housing ratio and greater mixing of uses,
combined with high-quality transit corridors and more
complete streets, will support more and shorter commute trips made by transit, biking, or walking, reducing
some of the peak hour demand and congestion generated by solo driving.

Table 9.5

Jobs and Households by County, 2008 and 2036
Jobs
County

Households

Jobs/Housing Balance

2008

2036

2008

2036

2008

2036

El Dorado1

44,763

64,078

55,305

70,071

0.81

0.91

Placer1

141,613

210,034

124,761

188,106

1.14

1.12

626,155

831,171

511,402

699,811

1.22

1.19

31,751

43,805

31,314

43,462

1.01

1.01

Yolo

102,378

145,690

73,013

105,828

1.4

1.38

Yuba

23,178

32,501

23,482

32,924

0.99

0.99

969,838

1,327,279

819,277

1,140,202

1.18

1.16

Sacramento
Sutter

Regional Total
1
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Regional Job Centers
For purposes of evaluating land uses for the 2016
MTP/SCS, jobs/housing balance was assessed for the
region’s 15 largest employment centers. A base year of
2008 was used for this particular analysis because it
reflected a more normal year in the regional economy
than 2012 during the recession.
For this analysis, job centers are defined as:
• Concentrations of at least 10,000 “base” jobs (i.e.
including manufacturing, office, medical, educational, and service employment, and excluding
“residential-serving” sectors like retail and restaurant uses), at average density of eight or more jobs
per acre. “Base” jobs were considered in defining
the centers, because these jobs are more directly
related to economic vitality and competitiveness
in the region.
• Centers where 80 percent or more of the uses
within the center were employment, not residential. Little housing was provided within the center,
and J/HB must be achieved in areas around the
centers.
Figure 9.1 shows the geography of the 15 employment
centers meeting the above criteria. The map shows the
underlying 2036 base employment density on which
the jobs center definition was based.
Table 9.6 shows “base” and total jobs and households
in 2008 and projected for 2036 in each of the 15 identified job centers. While about 50 percent of base jobs,
and 46 percent of total jobs, are located within the 15
jobs centers, only 9 percent of households in 2008, and
12 percent in 2036, were located within the centers. J/
HB at the 15 centers ranges from 3.3 to 33.5 in 2008, all
well above the regional balance of 1.16. In total, J/HB for
all 15 centers is 6.10 in 2008, improving to 4.39 by 2036,
but still extremely jobs rich.
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Table 9.6

Jobs and Households in Employment Centers
“Base” Jobs1
Employment Center

Households

Jobs/Housing Ratio

2008

2036

2008

2036

2008

2036

2008

2036

Sacramento CBD/
Riverfront

99,243

133,026

109,719

144,559

17,523

46,211

6.26

3.13

Rancho Cordova

42,836

61,031

47,764

67,300

6,646

8,572

7.19

7.85

Power Inn/Florin-Perkins

31,928

47,268

34,919

53,409

4,241

14,970

8.23

3.57

Roseville/Douglas
Corridor

26,877

32,958

35,202

41,593

6,376

7,764

5.52

5.36

Expo/Arden/PointWest

26,005

25,151

27,786

26,487

4,063

5,207

6.84

5.09

East Sacramento Medical

26,599

23,559

35,318

32,844

7,492

9,322

4.71

3.52

Sunset Industrial Area

17,398

23,991

23,834

30,599

6,122

7,845

3.89

3.9

Yuba City/Marysville/
SR20 Corridor

14,089

38,422

16,135

42,159

482

2,607

33.48

16.17

13,773

24,641

18,667

33,831

4,889

10,195

3.82

3.32

20,894

21,753

23,867

25,048

1,650

2,754

14.46

9.1

UC Davis

16,794

29,271

18,987

31,388

5,784

8,635

3.28

3.63

Bradshaw/US-50

10,606

13,707

11,694

15,286

2,411

4,212

4.85

3.63

West Sacramento
Industrial Area

11,961

11,682

13,929

13,932

2,016

2,474

6.91

5.63

Woodland NE Industrial
Area

11,870

12,061

13,634

14,594

1,656

2,516

8.23

5.8

11,931

31,439

13,757

34,998

1,690

5,229

8.14

6.69

Total of All Employment
Centers

382,804

529,960

445,212

608,027

73,041

138,513

6.1

4.39

Total in Centers + fourmile Radius

668,478

909,058

822,953

1,113,046

627,682

882,270

1.31

1.26

779,955

1,063,064

969,838

1,327,278

819,277

1,140,202

1.18

1.16

% of Region in Centers

49%

50%

46%

46%

9%

12%

% of Region w/in 4 miles
of All Centers

86%

86%

85%

84%

77%

77%

North Natomas
Folsom

McClellan

Total In Region

1

Total Jobs

“Base” jobs exclude retail and food service.
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Employment Center Jobs/Housing Balance
The reality of the relationship between jobs and housing is far more complex than the county-level J/HB in
Table 9.5 portrays, for several reasons:
• J/HB is dependent on the geography used for the
computation—but there is no “right” geography to
use. Example: One jurisdiction has a housing-rich
J/HB (say 10,000 households and 3,000 jobs, or a
J/HB of 0.3). An adjacent jurisdiction has a jobsrich J/HB (13,000 jobs and 2,000 households, or a
J/HB of 6.5). But both jurisdictions combined (say,
at a very small county level), with a total of 16,000
jobs and 12,000 households, has a “good” J/HB of
1.3. Which geography is worth paying attention?
• Areas with “good” J/HB may still force longer commutes for workers, if the housing available in the
area is unaffordable or unattractive to the workers
filling the jobs in the area. For example, if most of
the housing units sufficient to theoretically house
all of the area jobs’ employees are market-rate,
but most of the jobs in a given area pay minimum
wage, does the area still have a “good” J/HB?
• Finally, employment necessarily concentrates in
specific areas. For example, industrial/warehouse
areas are usually homogenous employment areas
with little or no housing for good reason—they are
unattractive areas in which to reside. Even for
concentrated office and service employment centers, where attractive housing could be located,
employment uses often out-compete housing as a
land use in those centers, for economic reasons.
So, for good planning and economic reasons,
healthy, vibrant employment centers tend to have
“poor” (and usually jobs-rich) J/HB’s.
These issues, among others, have stimulated a reappraisal of J/HB as a worthwhile indicator of the
relationship between jobs and housing, and a move
toward the notion of “fit” between wages of jobs (where
people work) and costs of housing (where workers
reside). Since the 2012 MTP/SCS, SACOG has been
seeking to develop a more sophisticated jobs-housing
relationship measure, but due to significant data limitations and methodological concerns, will continue to use
J/HB as the metric for this MTP/SCS update. The measure is based on the following principles and guidelines:
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• It uses as a target average regional J/HB. In 2008,
the regional J/HB was about 1.18, or 1.18 jobs per
household. This ratio dropped to 1.06 by 2012,
due to the loss of employment in the recession.
Because 2008 was a more normal year in the
regional economy and, based on regional forecasts, the region is expected to return to just
under the 2008 ratio of jobs to households by
2036, 1.16 is the target for evaluating J/HB. That
is, the degree to which an area moves toward 1.16
is considered improvement in J/HB in the plan.
So, a jobs-rich area with 1.9 jobs per household
would improve by adding more housing than jobs
and thereby moving J/HB toward 1.16. A housing-rich area with 0.5 jobs per household would
also improve, by adding more jobs than housing
and increasing J/HB toward 1.16.
• The metric assumes that employment in a healthy
regional economy has and will continue to cluster
in centers, within which “good” J/HB is difficult,
and in some cases undesirable, to achieve. J/HB
targets must be set not necessarily solely within
job centers, but for employment centers and a reasonable area around those centers. The measure
uses an objective definition of employment centers, based on the size, concentration, and future
capacity of jobs centers within the region, to
identify employment areas of interest for assessing and measuring the balance between jobs and
potential locations of residences for workers in
and around those centers.
• As in the 2012 MTP/SCS, the analysis defines four
miles of employment centers as J/HB areas of
interest for measuring the fit between jobs and
worker residence. The median one-way commute
distance for workers in the Sacramento region is
about eight miles. Four miles is significantly lower
than the median commute distance, and improving
the balance between jobs and housing within this
distance should support shortening of commute
driving distances. Four miles is a reasonable bicycle commute distance, and could also be served
with local transit service.
• Jobs outside the centers, but within the combined
four-mile radius area, are also considered relevant
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for assessing J/HB. Table 9.6 provides a tally of
jobs and households within the employment centers themselves and within a four-mile radius. In
2008, about 46 percent of all jobs in the region
were located within the 15 employment centers. A
very small share (9 to 12 percent) of the region’s
households are also located within the employment centers as of 2008. However, within the
combined four-mile radius around all employment
centers, approximately 85 percent of all jobs and
77 percent of all households are located in the
combined four-mile radius around all centers as of
2008. This supports the concept of the four-mile
“sheds” around these centers assessing progress
toward J/HB.
• Because the four-mile radii of some employment
centers overlap, SACOG developed an approach
that essentially “splits” both jobs and households,
and credits each center with the split. So, if a particular area is “shared” by the four-mile radii of
two employment centers, each center is credited
with one-half of each job and one-half of each
household in the overlapping area. This approach
recognizes, in a simple way, that “competition”
among centers exists for both jobs (on the household side) and workers (on the employer side). This
approach also eliminates double counting of jobs
and households.
Table 9.7 below provides the “split” calculation of J/HB
for each of the 15 employment centers. This method of
computing employment center J/HB results in some
interesting findings:
• In Year 2008, more centers, plus the “shares” of
households and jobs in the four-mile buffer areas,
are jobs-rich than housing-rich. Seven centers
(Sacramento CBD/Riverfront, Rancho Cordova,
Expo/Arden/Point West, East Sacramento Medical,
North Natomas, Bradshaw/US-50, and West Sacramento Industrial Area) show up as significantly
jobs-rich. Only two centers (Roseville/Douglas
Corridor, McClellan) show up as significantly housing-rich.
• To achieve “perfect” J/HB of 1.2, 51,000 more
households would need to be located within the
combined four-mile radius area.

• Based on the 2036 growth projections for the
MTP/SCS, 14 of 15 centers improve in J/HB (i.e.,
they move closer to 1.16 over the plan horizon).
The one center that does not improve, Power Inn
Industrial Area, becomes marginally more housing
rich, due to the number of new households in the
inner Jackson Highway Corridor area.
Overall in the combined four-mile radius area, J/HB
improves through the planning horizon, decreasing
from 1.31 to 1.26 (i.e., becoming more balanced in total).
In comparison, the rest of the region increases from
only 0.77 to 0.83 jobs per household.
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Table 9.7

Jobs and Households Split to Four-Mile Sheds around Employment Centers
Total Jobs1
Employment Center

Total Households1

Jobs/Housing Balance

2008

2036

2008

2036

2008

2036

Sacramento CBD/Riverfront

72,043

86,612

38,548

56,434

1.87

1.53

Rancho Cordova

66,532

91,866

47,310

75,308

1.41

1.22

Power Inn/Florin-Perkins

79,966

99,489

77,482

101,061

1.03

0.98

62,141

84,640

71,084

80,888

0.87

1.05

Expo/Arden/PointWest

68,775

79,625

35,965

52,594

1.91

1.51

East Sacramento Medical

73,732

90,077

36,697

52,447

2.01

1.72

Sunset Industrial Area

40,445

53,604

37,450

49,080

1.08

1.09

Yuba City/Marysville/SR20 Corridor

53,439

98,957

49,351

88,251

1.08

1.12

North Natomas

45,075

73,306

27,387

44,853

1.65

1.63

Folsom

43,367

57,482

22,227

34,227

1.95

1.68

UC Davis

34,342

44,954

31,193

39,644

1.1

1.13

Bradshaw/US-50

44,041

60,536

22,362

31,736

1.97

1.91

West Sacramento Industrial Area

47,615

69,568

36,576

55,820

1.3

1.25

Woodland NE Industrial Area

27,541

34,399

18,722

23,733

1.47

1.45

63,898

87,931

75,328

96,193

0.85

0.91

Total in Centers+four-mile Radius

822,953

1,113,046

627,682

882,270

1.31

1.26

Rest of Region

146,885

214,232

191,595

257,932

0.77

0.83

969,838

1,327,278

819,277

1,140,202

1.18

1.16

Roseville/Douglas Corridor

McClellan

Region Total
1
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Jobs and households on this table are split amongst four-mile radius sheds around employment centers, where the sheds overlap.
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Table 9.8

Worker Travel Characteristics to Employment Centers
Worker Travel Characteristics

Total Jobs
Employment Center

2008

Total Households

2036

2008

Jobs / Housing Balance

2036

2008

2036

Auto Commute Time
(One-Way, in Minutes)
2008

2036

Sacramento CBD/
Riverfront

1.87

1.53

17.3

11.5

20.30%

47.60%

31.6

28.3

Rancho Cordova

1.41

1.22

23.8

20.6

2.60%

5.60%

28.3

26.2

Power Inn/Florin-Perkins

1.03

0.98

21.6

19

2.70%

5.40%

25.1

23.3

0.87

1.05

19.7

18.4

2.60%

4.80%

21.9

22.3

Expo/Arden/PointWest

1.91

1.51

19.2

17.2

10.90%

13.70%

25.3

24.1

East Sacramento Medical

2.01

1.72

20.1

18.5

4.80%

9.00%

23.5

23.3

Sunset Industrial Area

1.08

1.09

10.1

9

7.40%

9.50%

13.7

12.3

Yuba City/Marysville/
SR20 Corridor

1.08

1.12

23.4

20.4

1.00%

2.30%

24.1

22.5

North Natomas

1.65

1.63

22.7

21.2

2.20%

6.80%

23.8

23.4

Folsom

1.95

1.68

26.4

23.9

1.70%

4.20%

27.2

25.9

1.1

1.13

15

12.4

20.00%

29.30%

33.5

35.4

Bradshaw/US-50

1.97

1.91

20.7

18.5

4.40%

9.70%

24.1

23.4

West Sacramento
Industrial Area

1.3

1.25

21

19

2.10%

4.20%

25.8

23.3

1.47

1.45

27.7

24.3

3.40%

5.60%

27.3

25.4

0.85

0.91

23.5

20.6

2.00%

3.20%

25.1

24.8

1.31

1.26

20.2

17.1

8.20%

17.10%

26.5

24.9

Rest of Region

0.77

0.83

21.5

19.5

3.40%

5.20%

26.6

25.4

Region Total

1.18

1.16

20.9

18.4

5.60%

10.80%

26.5

25.1

Roseville/Douglas
Corridor

UC Davis

Woodland NE Industrial
Area
McClellan
Total in Centers+four-mile
Radius

Based on travel forecasts prepared using SACSIM regional travel demand model, and the Preferred Scenario for Year 2036.
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Travel Performance to Employment Centers
Table 9.8 provides a snapshot of selected worker-travel
characteristics to each of the 15 employment centers.
As shown in the table:
• Average commute vehicle miles traveled (VMT)
per worker at each employment center decreases
from 2008 to 2036, from 20.2 to 17.1 for all employment centers.
• Transit, bike and walk mode share increases over
time for all of the centers.
• Average auto commute time to each center
(calculated averaging both solo vehicle and carpool times for all auto trips to each workplace)
improves to 13 of 15 of the centers.
Transit-Oriented Development
As discussed in Chapter 3, a portion of the MTP/SCS
housing and employment growth is within Transit Priority Areas (TPAs), areas of the region within one-half
mile of a major transit stop (existing or planned light
rail, street car, or train station) or an existing or planned
high-quality transit corridor included in the plan.
Since the 2012 MTP/SCS, SACOG has been working
with a variety of partners to identify strategies for
jump-starting transit-oriented development (TOD) in
the region, along with other MTP/SCS land use and
transportation changes, that should help areas grow
into more lively commercial and residential hubs, and
support shorter, more local trips by various modes to
work, shopping, recreation and services. This can help
the region’s economy by:
• Reducing household transportation costs that can
free up family spending for other goods and services.
• Creating greater social and economic opportunity
by facilitating travel to employment, and education and training to increase the preparation of
the local workforce for new jobs as the economy
recovers.
• Facilitating travel to reach medical care and
increasing physical activity in the form of walking
and biking, which can improve health and reduce
health care costs due to lack of activity or treatment.
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• Supporting transit, walking and biking trips to
nearby restaurants, retailers, services, and entertainment venues. If these are locally owned or run,
this keeps more money circulating in the local
economy.
• Reducing construction costs to developers and/
or increasing developable land through reduced
parking requirements.
• Increasing residential and commercial property
values and lease rates near quality transit.
• Linking residents and businesses to vital commercial and recreational resources that support social
well-being, and improving quality of life, a major
factor in business location decisions.
The Metropolitan Research Center at the University of
Utah has identified a number of employment sectors
that are potential targets for siting near light rail in
medium-sized markets such as the Sacramento region,
including knowledge-based industries, education, medical care, social services, public administration, and
sports stadiums with diverse surrounding uses. SACOG
is continuing to support research and partnerships to
help address barriers and facilitate supportive TOD in
the region’s Transit Priority Areas.
Development in Mature Suburbs
As discussed in Chapter 3, the MTP/SCS projects by
2036 that 30 percent of new housing and 35 percent
of new employees will be located in Center and Corridor
Communities. The plan also projects that 27 percent
of new housing and 49 percent of new jobs will be in
Established Communities, which include a number of
the region’s employment centers, including McClellan
Park, Sunset Industrial Park, Woodland Industrial Park,
and El Dorado Business Park.
A number of the Sacramento region’s Established
Communities are suburbs alternately titled “first tier,”
“inner ring,” or “mature,” reflecting their growth out
from central cities in the wave of suburban development following World War II. Nationwide there are
approximately 1,700 first tier suburbs. Using a measure of population declines of five percent or more and
increases in poverty of 20 percent or more, the U.S.
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Department of Housing and Community Development
has defined nearly half of these suburbs as vulnerable
or distressed.4
The National League of Cities has convened a First
Tier Suburbs Council of cities and towns that lie outside of central cities but inside the ring of developing
suburbs and rural areas. The Council has identified a
variety of challenges facing many first tier suburbs,
including renovating aging homes and deteriorating
housing stock; maintaining and improving aging infrastructure; addressing deteriorating public schools; and
retaining and attracting business and re-building economic vitality.5
Since the 2012 MTP/SCS, SACOG began a program of
research on first tier or “mature suburbs” in the region,
focused on areas where market economics may not yet
be fully ripe for infill development and revitalization.
This research assessed housing growth in the region by
decade using Census data. As shown in Table 9.9:
• 60% of Central Cities were built before 1950
• 50% of Mature Suburbs were built from 1950 to
1979
• 50% of Newer Suburbs were built since 1980
• There was limited growth in Rural Areas in the
remainder of region

4

Table 9.9

Housing Growth by Decade
Rural
Areas

Central
Cities

Mature
Suburbs

Newer
Suburbs

Pre–1940

9%

46%

33%

12%

1940–1949

6%

29%

52%

13%

1950–1959

4%

9%

77%

10%

1960–1969

5%

5%

76%

15%

1970–1979

6%

3%

67%

24%

1980–1989

7%

2%

36%

55%

1990–1999

6%

1%

20%

73%

2000–2009

4%

2%

11%

82%

Decade

Figure 9.2 illustrates the location of these areas in the
region.

Sander, David, Ph.D. “Suburban Revitalization: Rebirth and the
Changing Nature of Demographics & Housing.” September 2014.
PowerPoint

presentation.

http://sacog.org/calendar/2014/09/

board/pdf/18-HANDOUT%20First%20Tier%20Suburbs%20Presentation.pdf
5

htt p : / /w w w. n l c .o rg /b u i l d - s k i l l s-a n d - n etwo r ks/n etwo r ks/
committees-and-councils/first-tier-suburbs-council/first-tier-suburbs-issues-of-importance
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Figure 9.2

Central Cities, Mature Suburbs,
and Newer Suburbs Locations
Rural
Central Cities
Mature Suburbs
Newer Suburbs
County Boundaries
City Boundaries

Live Oak

80

Yuba County
70

Figure 9.2

20

Central Cities, Mature Suburbs, and Newer
Suburbs Locations
20

Yuba City

Marysville

174

Colfax

Sutter County
99

Placer County

Wheatland

70

80
65
193

Auburn
113

45

Lincoln

5

Rocklin

99

Loomis

49

El Dorado County

Roseville
Placerville

Yolo County
Citrus Heights

Woodland

Folsom
80

505

113

Davis
Winters

Rancho
Cordova

Sacramento

80

West
Sacramento

128

16

Sacramento County
Elk Grove

5

99

Galt

MILES
0

5

0
5
10
KILOMETERS
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15
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The age of the housing stock is a good indicator of the
age of the community. Since the WWII era, most housing in a subdivision or community is built in a relatively
short time period, and most of the public infrastructure
– from water, sewer, and roads to schools and fire stations– is generally built at the same time as the housing.
With infrastructure of the same age, and because of
deferred maintenance (see the Fix it First discussion
in Chapter 10), many mature suburbs face large and
quickly growing costs for infrastructure upgrades or
risk dramatic decreases in the quality of the community.
As shown in Table 9.10, the residents of Mature
Suburbs in the region did not fare as well as other Community Types:
• Household incomes decreased more than other
areas from 1990 to 2010.
• Homeownership rates declined more.
• Home values increased less than newer suburbs.
• Housing cost burden increased more, whereas in
Newer Suburbs, housing costs increased more but
incomes more than offset the costs.
• College education rates did not improve as much.
The reasons are uncertain, since this result could
be a cause of lower economic vitality (economic
sectors with high education requirements are not
locating in mature suburbs) or an effect (other factors have made mature suburbs less attractive for
college graduates).

However, the percent of homeowners without a
mortgage increased more (the cost to homeowners
without a mortgage is generally 20-25% of those with
mortgages).
The combination of rising public infrastructure costs
and relatively lower economic resources of the residents
results in mature suburbs facing the need to broaden
their horizons beyond new capital projects. Thus strategies like higher priority for Fix-it-First road investments
and Complete Streets programs have a growing appeal.
Since 45 percent of the region’s households reside in
mature suburbs (Table 9.10), these funding strategies
can have a significant impact on the overall transportation plan.
SACOG has begun a program of technical assistance
to help Centers, Corridors and Established Communities
in the region identify strategies for pursuing infill development and revitalization opportunities to address
older centers, neighborhoods, and auto-oriented shopping and strip centers that may be in economic and/
or physical decline, as well as commercial corridors
that experience significant traffic and congestion, and
could become more vibrant places with transportation
improvements and other amenities.

Table 9.10

Summary of Changes from 1990 to 2010
Indicator

Region

Central Cities

Mature Suburbs

Newer Suburbs

Rural Areas

-2%

-2%

-8%

2%

7%

Single Family Home Value

42%

28%

37%

48%

48%

Cost for Owners with Mortgage

26%

24%

24%

28%

31%

Cost for Owners without Mortgage

23%

19%

23%

21%

33%

Pct. Homeowners

-4%

6%

-6%

-3%

-5%

9%

11%

18%

3%

-6%

Housing Cost Burden

28%

25%

36%

23%

16%

Pct. College Graduates

25%

35%

18%

26%

52%

# Households in 2010

922,837

61,308

417,902

392,088

51,539

7%

45%

42%

6%

34
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30

Household Income

Pct. Owners w/o Mortgage

% of Region’s HHs
# Census Tracts

521
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Transportation Projects to Address Commuting
and Congestion
As described in more detail in Chapter 10—Financial
Stewardship, an initial phasing analysis was undertaken
as part of refining the project list to identify projects
which, though valuable in a longer time frame, would
be candidates for re-phasing in this update to expand
funding to support road maintenance and rehabilitation
and reduction of VMT/congested VMT. The MTP/SCS
contains a number of projects, described in more detail
in Chapter 4, to address capacity needs and congestion
on commute corridors through 2036. These include:
• Freeway high-occupancy vehicle (HOV) and auxiliary lanes, interchange improvements, and new
river crossings;
• Key capacity expansions on parkways/major arterials;
• More transit service hours and routes, including
nine new Bus Rapid Transit lines connecting Roseville, Citrus Heights, northern Sacramento County,
Natomas, Downtown Sacramento, South Sacramento, Elk Grove, eastern Sacramento County, and
Rancho Cordova; and
• Various street/corridor enhancements and operational improvements to support more rapid bus
transit and other modes, including over 1,100 miles
of Class 1 and 2 bike routes, a 77 percent increase
regionwide.
As discussed in Chapter 5, a result of the MTP/SCS land
uses and transportation network is improved travel performance:
• The commute share of household-generated
congested VMT stays nearly level at 60 and 58
percent in both 2012 and 2036 respectively, rising
only slightly to 62 percent in 2020.
• Between 2012 and 2036, the share of commute
trips made via transit increases 4 percent and
1 percent by biking and walking.
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• These mode shifts, along with roadway projects
that help address key bottlenecks and additional
river crossings, help reduce total congested VMT
per capita by nearly 7 percent and household-generated congested VMT per capita by over 10
percent by 2036, compared to 2008.
These improvements will help support worker and
business productivity as the economy improves while
maintaining roadway conditions and capacity for rural
residents and goods movement, discussed in more
detail below.
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Transportation-Specific Impacts on Employment and
Business Vitality
Besides moving workers to work and goods to consumers, the transportation system has its own direct role in
the economic vitality of the region.
First, transportation projects, such as roads and
public transit, provide employment, both for construction and operations. The Political Economy Research
Institute of the University of Massachusetts, Amherst
(PERI) developed a model to estimate the employment
effects of infrastructure spending.6 Table 9.11 shows
their estimates in 2009 for employment resulting from
transportation-related infrastructure investments,
including construction jobs (direct), jobs at suppliers of
materials and equipment (indirect) and jobs resulting
from workers spending their paychecks (induced):

Table 9.11

Employment Impacts per $1 Billion in
Infrastructure Spending
Direct and
Indirect

Plus
Induced

13,829

18,930

13,714

18,894

New Construction

12,638

17,472

Repair Work

14,790

20,317

Rail

9,932

14,747

Mass Transit

17,784

22,849

Aviation

14,002

19,266

Category
Transportation
Average Roads and Bridges

A 2011 PERI study also found that for each $1 million
spent there are 11.4 total jobs from bicycle-only infrastructure projects, 9.9 total jobs from pedestrian-only
projects, and 7.8 jobs from road-only projects. Road
projects that integrated major pedestrian and bicycle infrastructure resulted in an average 48 percent
greater job creation than projects focused exclusively
on roads for motor vehicles.7
Increased interest in bicycling and walking has had
additional economic benefits. Recent reports demonstrate that bicycle and pedestrian improvements spark
economic activity. Slowing down travel speeds and creating or upgrading walking and biking facilities not only
improves conditions for existing businesses, but also is
a proven method for revitalizing an area and attracting
new development.8 Services and businesses that cater
to cyclists and pedestrians, such as stores selling bikes,
walking shoes and related accessories, bicycle-themed
restaurants, bike repair co-ops, local biking and walking tours, and community events with bike valets have
increased in popularity. Cycling-related events, such as
the Bike Film Festival, Cyclefest, organized charity and
recreational rides, the city of Davis’ U.S. Bicycle Hall of
Fame and California Bicycle Museum, and staging of a
portion of the AmgenTour of California in Sacramento
also bring money into the local economy.
Airport Planning and Encroaching Urbanization. One
of the major transportation resources that has a great
impact on the region’s economy is the public airport
system. There are 18 general aviation airports and one
military air field (Beale AFB) in the six county region.
Cities and counties have adopted land use plans that
allow for varying levels of urbanization near airports,
and the MTP/SCS projects that some of these lands are
likely to urbanize during the 20-year planning period of
7

http://www.peri.umass.edu/236/hash/64a34bab6a183a2fc06fd
c212875a3ad/publication/467/

6

http://www.peri.umass.edu/fileadmin/pdf/published_study/PERI_
ABikes_October2011.pdf

8

http://www.sacog.org/complete-streets/toolkit/files/docs/NCSC_
CS%20Spark%20Economic%20Revitilization.pdf
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the MTP/SCS. As urbanization builds out towards airports on the urban fringe, safety and noise challenges
arise. For this reason, the State of California passed the
State Aviation Act and established Airport Land Use
Commissions (ALUCs). Regional and County-wide public transportation agencies are required by State law
to develop land use compatibility plans that address
development near airports. These plans are based on
guidelines provided by the Department of Transportation Aeronautics Division on what safety, noise and
height standards are for development near airports. As
individual development applications are submitted to
cities and counties, SACOG as the ALUC in Sacramento,
Sutter, Yolo and Yuba counties, reviews these applications for compatibility. This system ensures that airport
oversight is provided by a public agency independent
of the cities and counties. Appendix C-1 provides further detail on the aviation facilities in the region and
the ALUC review system.

Rural Commuting
As described in Chapter 3, the MTP/SCS projects just
under 2 percent of the projected housing demand and
less than 1 percent of employment demand to Rural
Residential Communities during the planning period.
Nonetheless, transitioning rural roads present a host of
challenges, including increased peak-period congestion,
road maintenance funding shortfalls, infrastructure
deficiencies and safety concerns for drivers of farm
equipment and personal vehicles.
In general, VMT is proportionately higher among residents of Rural Residential Communities in the MTP/SCS
than residents of more urbanized areas in the region.
Often, destinations in these areas are inaccessible without a vehicle. While a number of transit agencies serve
rural areas in the region, the time between buses can
be long, and some areas are too low density and costly
to serve more than a few times a day or week, if at all.
Many of these areas do have bicycle routes, but the
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majority are on the shoulder of roadways, with many
routes fragmented.
Rural roadways are the backbone of the rural
economies in the Sacramento Region. The transportation infrastructure in rural areas is important for
the transport of agricultural and mineral resources,
the movement of large farm equipment, the mobility
of rural workers and residents, and connections between
urbanized areas and recreation- or tourist-based economies such as those in El Dorado and Placer Counties.
In many instances rural roads near or between residential neighborhoods and employment centers become
ad hoc commuter routes creating a need for more
intense maintenance in areas where resources are
already limited.
If a significant portion of rural lands in the region
continue to transition into non-agricultural uses, the
network of rural county roads will experience higher
traffic volumes than they are designed to accommodate. Rural transportation funding constraints are
already severe, so without policies and strategies to
reduce the growth in auto VMT on rural roads, there
will likely be accelerated road deterioration and greater
conflicts with agriculture activity. Maintenance costs, in
particular, are a big burden in rural areas which account
for 48 percent of the road miles in the region, but
only 13 percent of the population. Targeting maintenance and improvement dollars to keep rural
transportation infrastructure safe and operating efficiently is an essential part of maintaining the economic
viability of rural economies. As discussed in Chapter 4,
the 2016 MTP/SCS increases plan investments in road
maintenance and rehabilitation by 20 percent from the
2012 MTP/SCS.
An ongoing issue in rural commute patterns is
reliable, safe, and affordable transportation for the
region’s agricultural employees, especially field labor.
A foundation of the agricultural economy is the 21,000
ongoing employees and thousands of seasonal farm
workers in the region—many of whom do not currently
have safe and reliable transportation. The seasonal
farm worker’s commute typically consists of widely
varying shifts and locations, often with various employers throughout the year. This makes it impossible for
traditional public transit to efficiently meet the needs
of seasonal workers, but farm worker wages make own-
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ing and maintaining a personal automobile a significant
financial burden. Vehicles that farm workers do own are
often in poor condition, as maintenance costs are prohibitively expensive. Farms are generally too spread out
for walking or biking, and most rural roads do not have
adequate bicycle and pedestrian facilities, even for
short trips. Agriculture contributes $2 billion per year
to the regional economy. Supporting safe and reliable
transportation options for workers in the agricultural
industry makes sound economic sense.

Goods Movement
The economic vitality of the Sacramento region is
also dependent on the ability to transport consumer
goods, which is critical to the viability of the manufacturing, distribution, and agricultural sectors. A region
that has adequate goods movement infrastructure
and is strategically located from a trade perspective
can profit considerably from its ability to receive, sort,
process and deliver goods and services quickly, inexpensively and effectively. Goods movement is one of
many elements in regional competitiveness and can be
a key tie-breaker in location decisions. Freight-dependent industries can be more easily attracted to regions
with modern, uncongested infrastructure, and avoid
locating along crowded highways or older arterials that
restrict truck flow.

Current Goods Movement
Goods are transported in the Sacramento region using
five primary modes, truck, rail, cargo ship, air cargo
and pipeline, each with its own relative opportunities
and constraints. Within the Sacramento region, an
estimated 90.6 percent of freight tonnage is carried
by truck, 2.9 percent by rail, 0.4 percent by ship and
0.1 percent by air. The remainder is carried by some
combination of modes or by pipeline. It is important to
remember that even freight moved by ship, plane or
train still must almost always travel the “last mile” to its
destination by truck.

Rail
The SACOG region has four freight rail systems. Union
Pacific Railroad (UPPR) operates the J.R. Davis Yard in
Roseville, which is the largest railyard on the West Coast.
BNSF, the largest grain-hauling railroad and intermodal
carrier in the U.S., has rights to operate on UPRR tracks
in the SACOG region. Sierra Northern Railway (SERA) is
a Class III regional railroad that interchanges with UPPR
and BNSF in West Sacramento, and operates a 17-mile
line between West Sacramento and Woodland, including
access to the Port of West Sacramento. The California
Northern Railroad West Valley Line operates 110.7 miles
of north-south track between Davis in Yolo County and
Tehama in Tehama County.9
With rail tonnages carried in the region forecasted to
grow by two percent per year,10 freight train miles traveled will also continue to increase. They are forecasted
to double by 2020 and double again by 2036, although
very little new track is being added. A mile of track costs
$3.5 million to construct and is approaching $500,000
annually to maintain. Major western railroads operate
near capacity today, and can only compete with trucks
that haul goods for more than 700 miles. Given current economic conditions, railroads are not earning a
high enough rate of return to significantly expand their
main-line track.
9

http://www.dot.ca.gov/dist3/departments/planning/Systemplanning/gmstudy/CaltransD3GoodsMovementStudyFinalReport2015.
pdf, pp. 10–11

10 Ibid, p. 41
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Port

Air Cargo

The Port of West Sacramento lies outside the congested Bay Area and nearer the Central Valley cargo
market, with good connections via I-5, I-80 and railroad
lines. The Port’s primary commodities have included
rice, wheat, woodchips, logs, fertilizer and cement. The
Port is currently experiencing a period of growth after
several years of lackluster performance. The Port’s
initiative to attract green industries and its strategic
alliance with the Port of Oakland has brought new
opportunities for economic prosperity. The six-phase
Sacramento River Deep Water Ship Channel project
will deepen the 43-mile ship channel connecting the
Port to San Francisco Bay from 30 feet to 35 feet along
its entire length. This will allow more than 75 percent
of fully loaded oceangoing freight ships to serve the
Sacramento region, compared to less than 40 percent
currently. When combined with the Marine Highway
project, which will establish a new green trade corridor
between West Sacramento, Oakland and Stockton, the
channel-deepening project will enable the Port of West
Sacramento to attract more green businesses and other
facilities. The Port is also the major launching point for
rice grown in the region to be exported to Asia and the
Middle East.
A 2008 study estimated that the Port could handle
more than 2.5 million annual tons given its infrastructure. According to a Goods Movement Study completed
by Caltrans in early 2015, the Port in 2011 handled
265,000 tons of commodities, over 97% of which
was bagged or bulk rice for export; forecasts are for
increases to 450,000 tons by FY 2015/16, with rice
continuing as the predominant commodity.11 Working
with UPPR, Sierra Northern Railroads, and Cemex, the
Port has begun improvements to support unit trains
to increase its competitiveness. Active and planned
improvements at the Port should continue if good
connections are to be maintained in order to meet projected demand for more rail and truck traffic that will
carry containers, agricultural products and associated
goods.

Sacramento County has designated Mather Field as
the region’s air cargo facility, transporting over 54,000
tons in 2013. However, Sacramento International Airport handled more air cargo than Mather in 2013 at
over 71,000 tons.12 Most of this volume is handled by
“integrated carriers” such as FedEx, UPS, DHL, and
Golden State Overnight, while “belly cargo” handled by
passenger airlines accounts for the remainder.
Air cargo growth, while dramatic during the 1990s,
slowed significantly after 2001. Between 2005 and
2010, air cargo dropped by 37 percent at Mather and
9 percent at Sacramento International Airport. Most of
the region’s air cargo is inbound, consisting of goods to
meet the needs of the local population. As very little is
manufactured in the region, there is considerably less
demand for outbound air cargo. Planned improvements
at Mather to accommodate more air cargo were stalled
as a result of litigation from local jurisdictions over
noise issues. In June 2015, an agreement was reached
between the city of Folsom and Sacramento County to
explore alternative flight paths while the county continues to pursue implementation of the Mather Airport
Master Plan.
Nonetheless, aviation plays a key role in the supply
chain, especially in terms of high-value-added goods,
like specialty agricultural crops. In California, airborne
agricultural exports in 2004 totaled $659 million. In
addition, for high value-added crops like cherries, strawberries, asparagus, and organically raised produce, air
cargo offers the only means for exploiting overseas
markets. California’s agricultural exports typically head
to Japan, China, South Korea, Taiwan, and Hong Kong,
while rail and truck facilitate trade with Mexico and Canada.
The Sacramento region is still a relatively minor
player in the air cargo arena, as more than 90 percent
of the state’s airborne freight moves through Los Angeles or San Francisco area airports. Current Caltrans
projections are for an average growth in air cargo volumes of 1 percent at Sacramento International Airport

11

http://www.dot.ca.gov/dist3/departments/planning/Systemplan-

12 California Freight Mobility Plan, Appendices B-3-11 and B-3-12. http://

ning/gmstudy/CaltransD3GoodsMovementStudyFinalReport2015.

www.dot.ca.gov/hq/tpp/offices/ogm/CFMP/Dec2014/CFMP_Appen-

pdf, pp. 43-44.

dix-Complete.pdf#zoom=75,
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and 1.7 percent growth at Mather by 2040.13 Most air
cargo-related truck traffic consists of small delivery
trucks with only a few larger 53’ trucks. The only significant truck-related need that has been identified is
for improved truck access to points north and south of
Mather Field.

Pipelines
Petroleum products, specifically, gasoline, diesel and jet
fuel, are transported by pipelines from the Bay Area to
the Sacramento region. Approximately 400 local truck
trips are dispatched every day from four Sacramento
River terminals and the Bradshaw terminal to distribute
gasoline and diesel fuel throughout the region.14

Trucking
Increasingly, freight shipment is being carried by truck,
a trend likely to continue. Both Interstate 5, linking the
Sacramento region and Central Valley with southern
California seaports, and Interstate 80, linking the Bay
Area, Sacramento, and areas east of the Sierra, are
major truck freight routes through the region. Average
daily truck volumes on the region’s freeways range from
around 8,440 on Business 80 north of Highway 50 and
17,856 on Interstate 5. As businesses move to suburban
areas with limited highway access, more of the truck
trips internal to the region must also use arterial roads.
Existing industrial re-use areas are not typically alongside freeways, but located on arterials such as Power
Inn, North Watt, and Sunrise.
Since the 2012 MTP/SCS, SACOG utilized funding from
a Strategic Growth Council grant to gather, compile,
and analyze data to help deepen the region’s understanding of the regional goods movement network.
SACOG collected and compiled an inventory of trucking
routes within the region into a geographic information
13 http://www.dot.ca.gov/dist3/departments/planning/Systemplanning/gmstudy/CaltransD3GoodsMovementStudyFinalReport2015.
pdf, p. 45
14 SACOG Goods Movement Study, 2007

system (GIS). Prior to this effort, there was no readily
available, single source of information regarding designated trucking routes by city and county for the SACOG
region.
SACOG worked with Caltrans and local agency staff
to identify and map roadways in the region with designations defining them as freight routes or in some way
restricting freight vehicles based on length or weight.
This network is made up of three primary designations,
Surface Transportation Assistance Act (STAA) routes,
California Legal routes, and local restricted or recommended routes. Figure 9.3 shows these regional truck
routes broken down by designation.
STAA routes are specially designated roads that can
accommodate large 48- to 53-foot trucks. These trucks,
referred to as STAA trucks, are longer than California
legal trucks and are too large for most local roads. The
National Network of STAA routes consist of State and
local roads with the following designations:
• National Network (NN): Primarily the interstates,
also called the National System of Interstate and
Defense Highways.
• Terminal Access (TA) Routes: State or local routes
that have been granted access to STAA trucks.
Federal law requires that states allow STAA trucks
reasonable access to terminals. In the 1980’s, California evaluated all State routes and allowed STAA
vehicles on those routes that could accommodate them. These are called Terminal Access (TA)
routes. State routes are continuously re-evaluated
as improvement projects are completed. Local
governments also evaluate local roads for STAA
access to create local TA routes.
• Service Access Routes: Roads that allow STAA
truck access for fuel, food, lodging, and repair
within one road mile of a signed exit from the
National Network.
The local restricted or recommended routes consist
of roadways in some way limited or recommended by
respective cities or counties in attempt direct trucks
away from unsafe or narrow roadways and funnel them
into corridors that are more suitable for their use.
Figure 9.4 shows the goods movement network and
intensity of trucking in the region, measured in trucks
per acre.
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Figure 9.3

Regional Truck Routes
CA Legal Truck Route
A truck tractor-semitrailer (or double) that can travel on
virtually any route in California.
CA Legal Advisory Route
Roads that allow California Legal trucks, but are advised
not to be used unless the truck’s KPRA is less than 40 feet.
Terminal Access and Local Routes
State or local routes that have granted access to STAA trucks.
National Network
Federal highways included in the National System of
Interstate and Defense Highways. This network can
accomodate STAA and CA Legal Trucks.
Restricted Routes
Figure 9.3
Weight-restricted truck routes.

CA Legal Truck Tractor — Semitrailer
Semitrailer length: no limit
KPRA: 40' max for two or more axles;
38' max for single-axle trailers
Overall length: 65' max
STAA Truck
Semitrailer length: over 48' and up to 53' max
KPRA: 40' max for two or more axles;
38' max for single-axle trailers
Overall length: no limit
**KPRA= kingpin to rear axle distance
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CA Legal Truck Route
A truck tractor-semitrailer (or double) that can travel on
virtually any route in California.
CA Legal Advisory Route
Roads that allow California Legal trucks, but are advised
not to be used unless the truck’s KPRA is less than 40 feet.
Terminal Access and Local Routes
State or local routes that have granted access to STAA trucks.
National Network
Federal highways included in the National System of Interstate
and Defense Highways. This network can accomodate STAA
and CA Legal Trucks.
Restricted Routes
Weight-restricted truck routes.

Figure 9.4

Regional Goods Movement
Network & Truck Intensity
High > 0.5 trucks/acre
Med-High 0.49–0.20 trucks/acre
Med-Low 0.19–0.10 trucks/acre
Low < 0.1 trucks/acre
Acres of Non-Urban Unclassified Agriculture
Source: http://hazmat/fmcsa.dot.ca/nhmrr/index

Figure 9.4
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The amount of freight generated by a location is a
function of many factors, among them the volume of
commerce in the region, the economic health of particular business sections, technology changes, trade
agreements, the climate for business production and
innovation, and government policies, programs and
regulations.
The flow of goods in the Sacramento region includes
goods being moved to, from, or entirely within the
region. In spite of being at the crossroads of northern California’s major highways, less than a quarter of
goods travel straight through the region. Looking at the
volume of goods being moved:
According to the FHWA’s Freight Analysis Framework,
about 29 percent of these movements are internal—
entirely within the region. Anecdotal input suggests
this percentage is actually higher because local freight
movements are difficult to obtain and often under-reported. The makeup of shipments that stay within the
region includes about 35 percent gravel and other
non-metal mineral products, 20 percent gasoline and
petroleum products and 9 percent waste or scrap.
Another key segment of goods flow, at 33 percent,
is freight coming into the region from somewhere else.
Next is the volume of through-movements of goods,
at about 22 percent. The region is located at the crossroads of I-5 and I-80 and at the junction of major
north-south and east-west rail lines as well.
Finally, the smallest of the four freight flows involves
exports from the region to other areas, at about 16
percent of total volume. Basic manufacturing of goods
makes up a small part of Sacramento’s economy. The
only sizeable export is agricultural, both fresh and processed foods.
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Goods Movement Issues
Freight customers gravitate toward the most efficient
mode that meets their needs. A Goods Movement Study
completed by SACOG in 2007 established that modal
shifts between rail, truck and ships offer limited but significant opportunities for increasing goods movement
efficiency.
Each freight mode strives for efficient operations
independent of public policies. There may, however, be
instances where modal efficiencies can be encouraged
or discouraged by public initiatives. Particularly, public
policy may be able to influence the tradeoffs between
efficiency and environmental impact.
A number of the issues facing goods movement in the
region, especially trucking, are described in the following section, suggesting the need for greater planning
and coordination.

Lack of Private Sector Information
Despite a critical role in the region’s economic vitality,
goods movement is almost completely a function of the
private sector. Most freight carriers prefer to operate
in the background, largely invisible to the public. While
a number of transportation users form some sort of
constituency (e.g., bicycle and pedestrian advocates,
transit riders), it is often noted that “freight doesn’t
vote.” Concerns for increased patrolling for violations
decrease the trucking industry’s incentive to identify
routes where vehicles are having problems with congestion, other vehicles, turning movements or lane
departure issues.
The result of this is that the needs of the freight
transportation industry are largely unknown to the
public, planners and policy-makers, making it difficult
to identify critical public sector investments to facilitate
goods movement. Too often, planning agencies must
tell their constituencies that no reliable data on trucking exist or that elaborate estimation and allocation
methods must be employed. Freight flow data range
from global estimates of total national ton-miles to
truck counts on specific local streets. Freight movement
forecasting methodologies in use are broad—ranging
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from sophisticated models to back-of-the envelope
guesses. Forecasting can estimate what is going on in
the economy at large, and what goods move in and out
of a particular site, yet does not currently provide much
information about how and why goods are moved in
between.
With freight planning a largely private endeavor, it
can also be challenging to address public safety concerns. For example, over the past several years, the
amount of crude oil shipped by rail from various areas
in North America to California has grown substantially.
In Northern California, the volume of crude oil shipment
by rail increased by 57 percent just in 2013. Oil companies use existing Union Pacific trains to ship crude
oil to California refineries. A portion of these trains
enter northern California via Donner Pass, travel along
the Union Pacific rail tracks, which follow the Amtrak
Capitol Corridor route through Auburn, Rocklin, and
Roseville, proceed along the Sacramento River through
Sacramento and Davis, and on to Bay Area refineries.
Approximately 500,000 residents live and work within
a half-mile of the freight rail lines operated by Union
Pacific Railroad and the BNSF Railway in the larger Sacramento region.
Communities along the route identified major concerns about proposals to increase the transport of
Bakken crude oil, which is more volatile and flammable
than traditional crude oil, due to the significant risk of
human and environmental harm should there be an incident or derailment involving these trains. It took active
engagement with federal regulatory bodies to obtain
more detailed information on rail proposals and to raise
safety concerns. In response to such community concerns, the U.S. Department of Transportation (USDOT)
in May 2014 issued an Emergency Order requiring railroad carriers to inform first responders about crude
oil being transported through their towns and communities. In May 2015, after a public rulemaking process,
USDOT announced a Final Rule to strengthen the safe
transportation of flammable liquids by rail by requiring
changes to improve accident prevention, mitigation,
and emergency response.

Increasing Truck Dimensions
The Surface Transportation Assistance Act of 1982
(STAA) authorized 48-foot and longer truck semi-trailers on National Network highways. Since that time,
53-foot STAA trailers have become increasingly prevalent in trucking operations to offer greater efficiencies
for moving goods, especially for longer distances.
A 2013 study undertaken by SACOG and the San
Joaquin Council of Governments for the SR 99 and I-5
Corridors found pervasive use of STAA trucks on freeways, secondary highways, and arterials in the region,
yet many facilities, including freeway interchanges,
sections of State Routes, local roadways, and downtown streets, lack the dimensions to accommodate
these larger vehicles. Citations may be issued and fines
imposed if STAA vehicles travel on routes that are not
officially approved for their use. However, even where
trucking companies and related uses tend to be located,
the report identified only a partial STAA route network
in areas studied, such as the east side of Woodland,
West Sacramento, North Sacramento and the Richards Boulevard area, South Sacramento, and Galt. The
final report concluded that “Local STAA routes in the
study region are incomplete, disconnected, poorly
documented, and inadequate to support the region’s
transportation needs.”15 STAA truck activity is critical
to shipping/receiving and business vitality, but planning networks and upgrading critical facilities to STAA
design standards will require time and money.

Truck Friction with Neighbors
Truck freight experiences conflicts with nearby residential areas, including:
• Truck/neighborhood conflicts, such as issues with
truck volumes, noise and speed, and parking on
major streets or arterials that front or abut residential areas.
• Issues with trucks driving onto sidewalks and into
poles, signs and streetlights.

15 Interregional Truck Operations on I-5 and SR 99 and STAA Route
Improvement Study, April 2013
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• Congestion issues: Trucks diverting onto arterials
and rural roads to avoid congestion; trucks backing up traffic, especially on two-lane highways that
act as rural main streets; heavily loaded trucks
that accelerate slowly from signals or in congested
traffic; and in some areas, truck volumes that can
be a direct cause of congestion.
• Geometric limitations: Larger vehicles often
encounter problems while negotiating the region’s
roadways, including the space needed for turning
and for parking while delivering products.
• Lack of permitted overnight parking facilities.

ridors can experience significant truck traffic as well.
Most California Legal and local routes connect into the
national system of STAA routes. However, these routes
do not always extend to the fields or processing facilities that generate agricultural truck trips. What is more,
as the larger STAA trucks become the norm rather than
the exception for moving both agricultural and other
goods, they are left without any choice but to travel on
roadways not designated for their use. This can cause
safety conflicts, damage roadways not designed to
carry the weight of these heavy trucks, and result in
fines and penalties for truck drivers.

Pavement Deterioration

Lack of Goods Movement Funds

Increases in truck weight limits and greater use by
trucks of local routes have contributed to swifter road
deterioration. Heavy-truck traffic and wet weather are
the two most critical factors in pavement deterioration.
Since 1990, heavy-truck travel has increased significantly. As businesses have moved to suburban areas
with limited highway access, more truck traffic has
begun to use arterial roads; in Sacramento, trucks commonly use arterials due to the lack of cross-suburban
freeways.
Many local agencies have identified wear and tear
damage from heavy trucks on arterial streets as a rising
factor in poor pavement condition. Heavy trucks also
do major damage to older rural county roads not built
for these kinds of loads. Open roadway fractures due to
delayed maintenance and increased or longer durations
of wet periods allow water to enter the substructure of
the roadway. When combined with heavy truck traffic,
the negative effects are multiplied, and roadway surface damage expands.
Consolidation of processing plants has also meant
that agricultural loads that would previously have
traveled a short distance to a local facility now must
be trucked much further, thereby increasing VMT, congestion, and wear and tear on rural roads. Heavy truck
traffic can take a serious toll on the surface conditions of rural roads that serve as connections between
extraction/harvest locations, processing centers, and
markets. Rural roads connecting to larger highways and
freeways that serve as primary goods movement cor-

Identifying the current extent of the regional network
of goods movement routes will help SACOG better identify gaps in the system and direct regional investments
to begin building a connected and integrated system of
farm-to-market and goods movement routes. However,
reliable funding sources for goods movement investments are severely limited in the SACOG region. Certain
jurisdictions, whether for historical or location-specific
reasons, have borne a disproportionate share of the
goods movement burden for the region. It is a challenge
both to ensure that strategic goods movement assets
are protected, and that those jurisdictions bearing the
burdens are afforded direct economic benefits.
The MTP/SCS contains significant funding for road
maintenance and improvements. However, road and
highway funds are generally distributed by miles of
roadway or population, neither of which is completely
consistent with impacts from goods movement. In
essence, a locality with a higher share of industrial or
distribution facilities and a correspondingly high volume of heavy truck traffic, would not automatically
receive proportionate funds to repair the damage.
The conventional sources of funds for road maintenance and upgrades are gasoline excise taxes, sales
taxes for transportation purposes, and development
fees. None of these sources of funding is adequate to
address the adverse financial impacts on cities and
counties of road needs related to goods movement.
Input from local economic development directors
clearly indicates that the formula for development
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fees and valuation for property taxes tend to undervalue large distribution centers that generate heavy
truck traffic. Large distribution centers typically do not
generate enough civic revenue to pay for road maintenance or infrastructure upgrades necessitated by their
operations, and the State of California no longer has
an inventory tax to fund these types of improvements.
Industrial developers have opportunities to tap into
state funds under several programs to spur economic
development; however, none of these programs provide
road funds to localities, and some involve reductions
in local tax revenue, thus reducing the pool of funds
needed to address goods movement impacts. A critical
first step in generating the funds required to address
such impacts would likely be a revision of the development fee formula to more accurately reflect long-term
road needs related to goods movement.
A second option is regional or state funding to address
local goods movement impacts. The most recent bond
initiative for infrastructure generated a large sum of
revenue; however, it has been used to deal with only the
largest and most prominent projects statewide. Additional ongoing funding initiatives would be necessary
to generate funds for a myriad of local needs. Federal
transportation reauthorization legislation proposals
released over the last year include special funding considerations for freight corridors. It is quite possible that
a dedicated goods movement funding program will be
included in the final reauthorization legislation for the
first time. A program that includes criteria supporting
smaller freight projects and projects that benefit farmto-market travel could benefit the Sacramento region.

Goods Movement and Land Use
Previous analysis by SACOG suggests that setting aside
areas with appropriate zoning or other regulatory
concessions to local distributors or similar goods movement businesses could also help minimize total truck
travel in the long run, while freeing land capacity for
compact, mixed-use development in the downtown Sacramento urban core. For example:
• Manufacturing and processing plants could
probably locate outside the urban core without
substantially increasing truck travel (and may do
so on their own initiative).

• Many suppliers, distributors, and other businesses
with a regional clientele prefer to be near the center of the region with good freeway access, but do
not necessarily need high-cost center-city sites.
• Hub-and-spoke distribution and gathering networks such as FedEx may need local presence in a
community or neighborhood, but could base delivery fleets at outlying locations.
Local goods distributors, however, require further
investigation to determine their clientele and the consequences of moving them outside the urban core. One
impact may be to put greater pressure on roadways
back into the urban core as the effective distribution
point; another may be to shift freeway trips from a few
large trucks to several smaller trucks.
Findings from SACOG’s Regional Goods Movement
Study also suggested that the region should be selective in the goods movement and logistics functions it
encourages. The report divided the goods movement
and logistics industry into two segments:
• Those services required to support the needs of
the Sacramento region’s residents and businesses;
and
• Additional functions that might be based in
the region, but serve broader regional, state or
national needs.
The first segment is a necessity. The availability of land
for goods movement activities may be limited due to
the nature of an industry’s operations, land requirements, land use restrictions, and competition for higher
value uses. There are compelling reasons to address
these constraints in order to meet the growing demand
for goods and services within the Sacramento region.
Beyond serving the region’s own needs, consultants
to SACOG’s goods movement studies concluded there is
limited potential for the region to become a large goods
movement logistical center. Furthermore, there have
been limited efforts by jurisdictions to allocate land and
scarce public resources to encourage the development
of additional large warehouses, distribution centers,
and trans-loading facilities. A key factor is job density—
how many jobs the proposed development creates per
10,000 square feet—as some of these facilities generate
little local employment despite the size of their facilities.
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Goods Movement and the Agricultural
Economy
Comprehensive goods movement infrastructure is
essential to the vitality of the agricultural economy in
the SACOG region, where farmers and ranchers produce approximately 3.4 million tons of food worth over
$2 billion annually.16
The region’s multi-billion dollar agricultural economy
depends upon rural roads, highways, and freeways to
realize the economic benefit of its farm-gate output.
During the growing season, farmworkers use rural roads
to get to work and farmers use rural roads to move farm
equipment between fields. Smaller producers rely on
rural roads to access local markets. At harvest time,
large trucks use rural roads and state and interstate
highways to transport raw products to post-harvest and
processing facilities.
As such, getting a product from the farm to the
consumer requires the transportation system to accommodate a variety of uses. Whereas processing plants
were previously scattered around the region, today
many have been consolidated, particularly in the central and southern San Joaquin Valley. Raw products are
now often shipped out of the SACOG region for processing. Finished products are then trucked to distribution
facilities, retailers, direct marketers, institutions, restaurants, community food banks, or straight to consumers.
In some cases, the products shipped out of the region
for processing travel the very same roads when they
are shipped back into the region as final products. Agricultural producers in the SACOG region also rely on the
transportation system to access fast-growing export
markets; indeed, agriculture is the largest export sector
by value in the region, bringing over $600 million to
the regional economy from foreign exports alone. This
export activity adds economic value that otherwise
wouldn’t be captured in the regional economy.17

Expansion in export market opportunities—especially
with the continued growth of middle class markets in
Asia and elsewhere—coupled with a budding local food
system suggest much higher economic growth and
impact in the region’s agricultural sector.18 SACOG’s
Rural-Urban Connections Strategy (RUCS) project is
focused on the industry’s potential to expand even further, given that the region has some of the best soils
available for producing a variety of crops.
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. The work shows how a
food hub—one such possible infrastructure investment—
can connect growers to markets, tap emerging market
trends, increase the supply of fresh, healthy food, and
provide a positive return of investment for investors
and operators.19
The importance of goods movement to sustaining the
region’s rural economies makes it essential to maintain
a robust network of routes that serve farms, processing facilities, and distribution centers, and connect the
region’s agricultural producers with multiple modal
opportunities for export outside the region. SACOG’s
research has identified efficiency gaps in moving agricultural commodities from the region’s rural areas to

16 Applied Development Economics, Foodpro International, Inc. The
Hatamiya Group and DH Consulting, “Sacramento Region Food
Hub Feasibility Analysis: Project Summary.” November 2014.
http://sacog.org/rucs/pdf/Project%20Summary.pdf
17 Brookings, “Export Monitor 2015”, http://www.brookings.edu/
research/interactives/2015/export-monitor#49700 Export levels
are for year 2014. The Sacramento region includes the Sacramento
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Metropolitan Statistical Area (MSA) and the Yuba-Sutter MSA.
18 Applied Development Economics, Foodpro International, Inc. The
Hatamiya Group and DH Consulting, “Sacramento Valley Food Hub
Business Plan.” August 2014, http://sacog.org/rucs/pdf/Food%20
Hub%20Business%20Plan.pdf
19 Op cit.
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consumption markets in the urban areas. Most small
to mid-size farms in the region are not coordinated in
delivering their produce to the urban areas. Individual
deliveries increase fuel costs and time spent away from
the farm. This problem is in part a distribution problem—the lack of a centralized distribution point in the
urban areas—but is also due to the difficulties of getting
larger trucks onto rural roads. Agricultural tourism sites
face their own difficulties around transportation with
increased traffic on rural roads, particularly during the
peak agricultural tourism season in the fall.
As noted, conflicts can arise when urban expansion
moves into existing agricultural areas. From a transportation perspective, rural roadways that were designed
to carry smaller volumes are not necessarily suitable
for the higher volumes created by urban travel patterns. Commuters traveling to and from work can inhibit
the ability to move tractors and other farm implements
between fields. Heavy trucks create safety concerns
when mixed with large numbers of passenger vehicles
on already narrow roadways.
To better understand where these conflicts may occur
and plan for them in the future, SACOG created an
agricultural density map that shows where agriculture
occurs and where urban expansion is beginning to influence the mix of uses adjacent to agriculture. Figure 9.5
shows the current agricultural density in the region as
defined by the percent of acres dedicated to agriculture
or compatible land uses within a one-mile buffer of any
agricultural parcel. SACOG also works in concert with
local agencies and a traffic count contractor to collect
traffic counts at strategic locations through the sixcounty region. Ongoing monitoring of these locations
can help improve regional understanding of changes
in the movement of freight, particularly agricultural
products, over time and from a seasonal perspective.
To better direct future count efforts, SACOG will create a more focused agricultural monitoring program to
improve the accuracy of counting agricultural-related
truck trips for various crop types of interest in the
SACOG region.
SACOG will use the data supporting the agricultural
intensity map to compare against future land use scenarios. Identifying areas of potential future conflict
early can help local jurisdictions plan infrastructure
improvements, or future land use decisions, in a way

that mitigates these challenges by maintaining dedicated farm-to-market routes or designing roadways to
safely and efficiently accommodate a mix of agricultural and non-agricultural uses.
Agriculture has unique needs for goods movement to
local markets and distribution hubs. SACOG is continuing to study the implications of local food production
and distribution systems for land supply and transportation needs; however, the general construct draws
from an analogy to the Blueprint where a prime objective of bringing jobs and housing closer together is to
reduce vehicle miles of travel. For food systems, the
closer the producer is to the consumer, the fewer food
miles of travel.
As described in more detail in Chapter 10 - Financial
Stewardship, funding is an ongoing challenge for rural
road maintenance, capacity and safety improvements
to support projected agricultural activity in rural communities. However, to support growth in this sector,
transportation investments will need to be considered
strategically for rural roads where transportation forecasts predict demand from agricultural-related workers
and particularly heavier trucks and farm equipment
that have greater impact on rural roads.
Knowing where existing trucking routes exist is only
part of the solution to building a more integrated system of trucking corridors. An additional valuable piece
of information includes how trucks and other traffic
are using designated trucking routes, as well as if there
are other non-designated routes in the region that are
carrying significant volumes of trucks. Knowing where
truckers are and how roadways are used will help identify strategic investments that connect new routes
into the system or attract truckers to more suitable
routes. Additionally, roads with higher truck volumes,
particularly aging rural roads, are more susceptible to
pavement deterioration from the high weight vehicles.
Identifying these roads could be helpful in prioritizing
limited maintenance budgets in rural areas that may
not have access to more robust pavement management
systems.
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Figure 9.5
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Greater Regional Planning and Coordination
Identifying goods movement corridors can help focus
improvements and maintenance activities on the roads
most likely to be affected by heavy and frequent truck
traffic. Individual communities may be able to divert
or discourage trucks, but if regional needs as a whole
are to be met, approaches to coexistence should be
defined, such as through development of a coherent
regional truck route system, to place as much emphasis on where trucks should be as on where they should
not. The development of truck-specific routes will limit
movements on local roads, while allowing goods to
leave and reach their destinations though well-planned
corridors.
Defining the regional goods movement network has
distinct policy advantages that help support existing
and future land uses, as projected in the MTP/SCS and
current planning documents, by guiding development to
minimize potential conflicts. Coordination along goods
movement corridors with adjoining regional transportation planning agencies is already leading to the
development of projects that will reduce and remove
impediments to more effective truck routing. The MTP/
SCS seeks to address growth in passenger traffic to
help preserve adequate capacity for goods movement
needs. A recent study of the Highway 99 and Interstate
5 corridors, Caltrans District 3’s 2015 Goods Movement
Study, and a new Caltrans grant-funded joint study
between the Metropolitan Transportation Commission,
San Joaquin Council of Governments, and SACOG on
Goods Movement and Industrial Lands Access and
Efficiency in Northern California will also update and
inform future MTP/SCS.
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