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Chair Fran Inman and California Transportation Commission Commissioners 

Chair Mary Nichols and California Air Resources Board Members 

California Transportation Commission/California Air Resources Board Joint Meeting 

Sent via Email 

Re: December 4, 2018 Joint Meeting 

Dear Chair Inman and Commissioners, and Chair Nichols and Board Members: 

NAIOP, the Commercial Real Estate Development Association, is the leading national 

organization of developers, owners, and related professionals in office, industrial and 

mixed-use real estate. NAIOP advances responsible commercial real estate 

development, researches trends and innovations, provides educational programs, 

and advocates for effective public policy. The NAIOP SoCal Chapter serves Los 

Angeles and Orange Counties, and is the third largest chapter in the United States 

with a membership of over 1,000 members. 

NAIOP SoCal appreciates this opportunity to comment on the California Air Resource 

Board's (CARB) SB 150 report, and planning priorities as they relate to AB 32 and SB 

375 emissions targets and Regional Transportation Plan/Sustainable Communities 

Strategy (RTP/SCS) development. 

In California, everyone is working to improve the environment and there have been 

tremendous reductions in emissions over even just the last decade. This success 

should be celebrated, yet there is more to do. To continue the success we have 

already had in pursuing our environmental goals, it is imperative we do not lose sight 

of the need to also balance job creation and the economic well-being of all 

Californians. California has one of the highest poverty rate in the nation. Nearly 

20%, 1 in 5, of Californians live in poverty and that includes almost 25% of its 

children. Homelessness is also at epidemic levels. Poverty and homelessness are 

crises that must be given serious consideration in any policy decisions made in this 

State. As we see every day, and as the data clearly shows, poverty and homelessness 

are also serious public health issues. 

We believe the laws governing this State call for such a balancing of emissions 

reductions, and jobs and the economy to be done through factually based, careful 

analysis. According to AB 32, the California Air Resources Board "shall adopt rules 

and regulations in an open public process to achieve the maximum technologically 

feasible and cost-effective greenhouse gas emission reductions from sources or 

categories of sources." Over more than a decade under both AB 32 and SB 375, it is 

becoming increasingly clear to the business community that while our air quality is 

better today than it was in 2006, the attainment of cleaner air is also occurring in an 

environment with a challenging housing market and a changing economy. AB 32 

states, "It is the intent of the Legislature that the State Air Resources Board design 

https://www.naiopscocal.org


emissions reduction measures to meet the statewide emissions lim its fo r greenhouse gases established 
pursuant to this division in a manner that minimizes costs and maximizes benefits for California's 
economy." SB 375 fu rthe r specifies that metropolitan planning organizations are to "set forth a 
forecasted development pattern for the region, which, when integrated w ith the transportation 
network, and other transportation measures and policies, w ill reduce the greenhouse gas emissions 
from automobiles and light trucks to achieve, if there is a feasible way to do so, the greenhouse gas 
emission reduction targets approved by the state board." SB 375 defines "feasible" as "capable of being 
accomplished in a successful manner within a reasonable period of time, taking into account 
economic, environmental, legal, social, and technological factors."

If California is to tru ly  provide a beneficial quality of life fo r all the people of this State, California must 
equally consider the economic impacts of its planning activities when determining emissions targets.
The pursuit of cleaner air should not exist in a vacuum, and cannot be the sole focus or driving force. 
Rules and regulations that favor emissions reductions over economic grow th—instead of giving equal 
consideration to how California's emissions targets will impact the California economy—threaten to 
drive businesses and jobs out of our state.

Furthermore, while there may be many concepts or ideas on how to achieve all o f our goals, any work 
must be based upon facts and what is realistic. What is actually cost-effective and technologically 
available must be fron t and center in any analysis. To come up w ith ideas that are not realistic or 
achievable is not productive for anyone. This w ill all require a very open public process as the issues we 
are facing are extremely complex, and no one agency, person or group has all the information or ideas. 
Solid, verifiable analysis o f the issues w ill be critical to achieve our jo in t goal o f a beneficial quality o f life 
for all Californians.

NAIOP SoCal looks forward to working w ith  everyone as we move forward in considering how our state 
is going to meet its emissions targets, and also balances the needs o f keeping the California economy 
strong and growing.

Assistant Director o f Legislative Affairs
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Dear Chair Inman and Chair Nichols:

On behalf of the California Building Industry Association (CBIA), thank you fo r the opportun ity to 
o ffer these comments on the above noted document. CBIA is a statewide trade organization 
representing thousands o f member companies including homebuilders, land developers, trade 
contractors, architects, engineers, designers, suppliers and other industry professionals. CBIA 
members are responsible fo r producing most of the market-rate housing in California. Additionally, 
CBIA was a principal force in the development o f SB 375. We remain fu lly  committed to  seeing that 
law implemented in the most responsible way possible.

The core assertion in the report is tha t despite eight years of dedicated work by state, regional and 
local officials -- buoyed along the way and supported by private interests and other key stakeholders
-California is not on track to  meet the greenhouse gas reduction expectations of SB 375. This 
conclusion is reached even though, as the report notes, California has achieved ahead o f time its 
overall 2020 statewide climate goals established under AB 32. The main reason fo r this somber, 
seemingly conflicting view is tha t vehicle miles travelled (VMT) are increasing statewide.

- 

It is im portant to  make tw o key points regarding VMT and its relationship to  SB 375: First, the 
purpose and legislative intent behind SB 375 is to  reduce GhG emissions. While an early legislative 
version o f 375 focused on VMT-reduction, the legislature rejected tha t approach in favor o f GhG 
reductions.1 To suggest tha t SB 375 is underperform ing or tha t it is not on track to  meet expectations 
due to  rising levels of VMT, misconstrues these realities. Second, not all VMT or GhG emissions are 
created equal. CO2 em itted from  congested, idling vehicles impacts vehicle speed variance and 
reduces fuel economy. In turn this negatively influences goods movement and limits economic 
activity resulting in higher GhG per VMT emissions. Conversely, CO2 emissions from  uncongested 
travel are lower per vehicle mile travelled while the social and economic benefits are increased. In 
this regard performance metrics focused solely or overly aggressively on reducing vehicular travel by 
lim iting auto usage could very well encourage congestion and create rising levels o f GhG emissions.2

1 As amended by SB 375, Government Code 65080 identifies per-capita VMT as but one of a numerous set o f indicators o f m obility and means of
trave l tha t transportation planning agencies may quantify to  achieve a balanced regional transportation system and to  reduce GhG emissions from  
vehiciular travel in connection w ith  land use decisions.

2 Travel is an activity tha t facilitates economic and social interactions. Regionally aggregated VMT is simply a collection o f individual trips tha t produce 
some net benefit to  the  tr ip  maker. Imposing additional policy and cost demands on transportation and congestion relieving activities (as proffered in 
the report recommendations and as advanced in other transportation diet recommendations) is likely to  increase congestion. An increase in 
congestion very well may have the desired effect o f reducing VMT but at the  expense o f increasing GhG emissions per vehicle mile traveled.

  

http://www.cbia.org
mailto:CTC@catc.ca.gov


Considering the current conditions o f decreased levels o f transit ridership and increased levels of vehicular use, we 
acknowledge tha t there is an "achievability" disconnect between the ambitious targets (and the assumptions that 
underly those targets) and what is occurring on the ground, in the real world. This realization should not come as a 
surprise though given the understanding tha t land use and transportation and housing and sustainable 
communities decisions (and results) develop and materialize over time. In this regard, SB 375 has always been 
something of an anomaly from  and deviation to  the standard rules and practices surrounding the state's GhG 
reduction mandates -- which are motivated by immediacy and a need to  see dramatic, short-term  results.

Balancing these oppositional forces requires patience, perseverance and sustained commitment. Focusing too 
sharply on short term  metrics or outcomes ignores the very im portant ground work being undertaken in regions 
across the state that can provide longer-term payoffs. In this regard the report correctly points out positive changes 
tha t have occurred over the past decade such as increased investments fo r walking and cycling, road maintenance, 
and HOV lanes over general purpose lanes. To this we would add tha t most jurisdictions have worked to  make 
the ir planning documents — general plans, specific plans, climate action plans, zoning codes -  more compatible 
w ith  the ir SCS and have done so in the spirit o f consensus and cooperation.

The report identifies eight ways to  overcome the challenges to  what it views as the failures o f SB 375. Generally, 
the recommendations are focused on "im proving" funding and incentives fo r transportation and housing projects 
tha t meet and achieve notions o f equity, justice, sustainability, land conservation, health and subsidized housing 
objectives. More specifically, the report wonders out loud whether additional regional "targets" should be added to 
the SCS to  account fo r health, equity/justice, and land conservation purposes.

While in another context these objectives deserve discussion and consideration, the stated goal of SB 375 is to 
reduce GhG emissions. Allowing fo r the "concept creep" o f intuitive, force multiplying factors w ill undoubtedly 
subject pending and fu ture transportation and housing projects to  additional scrutiny, costs, litigation and rise in 
prices. This in tu rn  w ill increase commute distances and VMT as individuals and families in search of housing are 
forced to  drive until they qualify to  purchase or rent a residence. Given the housing/poverty crisis we face today in 
California and the infrastructure challenges, these well-meaning but scarcity-producing recommendations should 
be rejected.

In closing we sincerely want to  see the tim e and e ffo rt we put into SB 375 -  both in the negotiations establishing 
the law and in the eight years o f local implementation -  succeed. To This end we offer the follow ing 
recommendations fo r consideration:

•  Adopt policies aimed at Increasing the supply of housing — market-rate, subsidized, fo r sale, fo r rent, single 
family, m ulti-fam ily -  throughout California;

•  Improve and streamline the housing entitlem ent and environmental review process fo r all areas included 
w ith in an adopted SCS;

• Encourage jurisdictions to  adopt and aggressively implement By Right zoning codes;
•  Restore a more robust form  of tax increment financing (TIF) to  support communities tha t are approving and 

investing in the housing Californians need and tha t residents at all income-levels can afford and tha t advance 
state climate goals;



•  Consider broad-based transportation pricing strategies tha t accurately reflect the cost of driving and that 
replace diminishing fuel-based charges;

•  Ensure tha t fu ture climate policies and strategies use real, verifiable data and tha t Californians are given the 
inform ation they need to  better understand the connections between these policies and the everyday costs 
o f living and working in California.

Thank you again fo r the opportun ity to  offer these comments,

Respectfully,

Richard Lyon

Senior Consultant to  CBIA
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Dear Sir/Madam:

As a past President of the Southern California Association of Governments (SCAG) and
current Governing Board Member of the South Coast Air Quality Management District
(SCAQMD)], I would like to offer input on the California Air Resource Board's planning
priorities as they relate to AB 32 and SB 375 emissions targets and Regional
Transportation Plan/Sustainable Communities Strategy development.

Achieving an ambitious reduction in emissions back to 1990 levels is bringing
widespread benefits to communities across our state. Yet achieving our environmental
goals must also balance job creation and the economic well-being of all Californians.

If California is to maintain its position as one of the largest economies in the world,
California must equally consider the economic impacts of its planning activities when
determining emissions targets. The pursuit of cleaner air should not exist in a vacuum.
Rules and regulations that favor emissions reductions over economic growth—instead
of giving equal consideration to how California's emissions targets will impact the
California economy—threaten to drive businesses and jobs out of our state.

I ask that when the California Air Resources Board considers how our state is going to
meet its emissions targets, it also balances the needs of keeping the California
economy strong and growing.

Sincerely, \

J»\frK^L^
( /LarrywIcCallon

 MaVbr, City of Highland
SCAQMD Governing Board Member

( /
V 

(The views expressed are personal and may not necessarily reflect those of the City of Highland or any other City Council Member.)

lmccallon@cityofhighland.org
27215 Base Line, Highland, CA 92346
(909)864-6861- Fax (909) 862-3180

www.ci.highland.ca.us

https://www.lmccallon@cityofhighland.org
https://www.ci.highland.ca.us


Mary Nichols, Chair
California Air Resources Board
1001 I Street
Sacramento, CA 95819

Fran Inman, Chair
California Transportation Commission
1120 N Street MS 52
Sacramento, CA 95814

Subject: Initial Response to Senate Bill 150 Report

Dear Chair Nichols and Chair Inman:

On behalf of the undersigned organizations, we are writing to offer our initial perspectives on the Senate 
Bill 375 (Steinberg, 2008) progress report being discussed at the December 4, 2018 meeting of the 
C^ll'fornia Transportation Commission (CTC) and the California Air Resources Board (CARB). Our 
organizations have long followed the development, passage and implementation of SB 375 as a 
landmark policy to address multiple barriers to healthy and sustainable communities for all CaUfornians.

The report required by Senate Bill 150 (Allen, 2017) provides a sobering view of where this policy has 
taken us and where it has to go. Unfortunately, despite efforts at the local, regional and state levels, the 
SB 150 report highlights that Cahfornia remains significantly off course to achieving the goals and 
benefits envisioned to date. As stated in the report, "real-world results are falling significantly short of 
the SB 375 targets and are moving in the wrong direction."

The inaugural SB 150 report challenges all levels of California leadership to take stock of what the 
data show, the barriers identified, and to build the collaborations needed to advance healthier, 
sustainable communities. In stark terms, the report makes clear that Cahfornia is off track to achieve SB 
375 community benefits. There is no single solution, but the SB 150 Report offers a strong starting point 
for focusing efforts on the development of a "Mobility Action Plan (MAP) for Healthy Communities" to 
achieve the vision of sustainable communities for all CaUfornians. Specifically, our review of the report

Planning and Conservation League



prompted the follow ing initial recommendations and observations fo r consideration before the CTC and 
CARB discussion. Further recommendations fo r the MAP are laid out in ClimatePlan network partners' 
submission to  CTC and CARB dated November 30.

California is not on track to deliver emission reductions needed to achieve SB 375 goals, and many 
metrics for success are headed in the wrong direction. The report calls fo r all levels of government to 
coordinate better, align existing authorities and respond to  significant challenges to  reducing vehicle 
miles traveled and harmful pollution, including:

•  Housing affordability and supply
•  Equitable mobility choices
•  Jobs/housing balance
•  Anti-displacement strategies
•  Transit ridership

•  Transportation Network Companies
•  Active transportation funding
•  Compact development
•  Agricultural land protection
•  Data gaps

Focus the MAP for Healthy Communities on achieving equitable, healthy communities and begin this 
discussion as soon as possible. We applaud the goal of a focused local-regional-state dialogue on 
correcting the course to  sustainable communities, identifying barriers and creating better data-tracking 
systems related to  implementation. The focus of this e ffo rt should be to  set priorities and develop 
climate strategies tha t w ill achieve equitable, safe and healthy communities fo r all Californians. We 
encourage state agency staff to  begin laying the groundwork fo r this working group e ffo rt now and 
ensure tha t inequities and health disparities are addressed from  the outset.

•  We appreciate the recommendation in the report to  develop a state vision fo r increasing
mobility, access to  jobs, affordable housing in underserved communities -  this should inform the 
entire MAP process.

Ensure diverse stakeholder participation in creation of the MAP for Healthy Communities. We
encourage state agency leads to  create space in this process fo r outside expertise to  inform the path 
forward. Equity, public health, conservation, active transportation, academic and other voices should be 
included as public members of the MAP committee. There are significant structural challenges to  
identify and address tha t are uniquely the responsibility of public agencies, but meaningful participation 
of stakeholders across a wide variety of disciplines and perspectives is vital to  success.

Create accountability within the MAP process. The challenges of SB 375 implementation are 
well-documented in the SB 150 report, along w ith recognition tha t all levels o f government have a 
shared responsibility to  act. We encourage the parties involved in development of the MAP process to  
commit to  actions, w ith accountable outcomes to  measure progress in greenhouse gas reductions, 
mode shift, land use changes, equitable investment, land conservation and other key metrics at regular 
intervals.

Alignment of transportation funding with sustainability goals is critical. Incentive programs under the 
California Climate Investments program and new resources fo r active transportation, transit and 
sustainable planning under Senate Bill 1 recognize the need fo r alignment of transportation funding w ith 
state climate and clean air goals. Unfortunately, many funding decisions have no such link -  and the SB 
150 report notes "remarkably little  shift in the overall spending allocations across roadway, transit, and 
bike and pedestrian infrastructure modes." Fortunately, there is great opportun ity to  continue to  make 
investments tha t support California's goals: "Over $1.1 trillion  w ill be spent on transportation over the 
life of current transportation plans alone." Alignment of funding and equitable transportation



investments must be central to the work of the joint CTC-CARB discussions and the broader MAP for 
Healthy Communities discussion.

•  Given the findings of the SB 150 report, public funding should not be prioritized for 
transportation projects that work at cross purposes to achieving pollution reduction goals, and 
such projects should face far greater scrutiny regardless of funding sources.

•  Public funding should be made more accessible to advance local projects that achieve SB 375 
goals and benefits to climate, public health, conservation and equity.

•  Public agencies with control of funding should coordinate to streamline application processes, 
technical assistance and outreach to local governments in order to broaden the reach and 
simplicity of application across funding sources.

•  We recommend that CTC and CARB begin a process now to: 
o Analyze where state funding is being spent,
o 
o 

Illustrate restrictions on how state funding is being spent,
Quantify the impacts of those projects on GHG emissions, mode shift and equity, 

o Develop recommendations for how to align funding with state goals.

We encourage the themes and best practices identified in the SB 150 report to guide ongoing 
discussions of the CTC and CARB, and to expand the conversation to include other state agencies 
involved in housing, transportation, planning, public health and other scopes of work that directly 
impact sustainability of communities. We look forward to working with your agencies, regional planning 
agencies, local governments and the Legislature to advance the vision of healthy, sustainable 
communities for all Californians.

Sincerely,

Matt Baker, Policy Director 
Planning & Conservation League

Will Barrett, Director, Advocacy 
American Lung Association in California

Tony Dang, Executive Director 
California Walks

Kathy Dervin 
350 Bay Area

Reverend Sophia DeWitt, Program Director 
East Bay Housing Organizations

Jim Grant, Director, Social Justice Ministry 
Diocese of Fresno

Reverend Earl W. Koteen, Environmental Justice Minister 
Sunflower Alliance

Bryn Lindblad, Associate Director 
Climate Resolve



Adam Livingston, Director of Planning and Policy 
Sequoia Riverlands Trust

Bill Magavern, Policy Director 
Coalition for Clean Air

Jonathan Matz, California Senior Policy Manager 
Safe Routes to School National Partnership

Carter Rubin, Mobility and Climate Advocate 
Natural Resources Defense Council

Linda Rudolph, Director of the Center for Climate Change and Health 
Public Health Institute

Ella Wise, State Policy Associate 
ClimatePlan
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California Air Resources Board
Los Angeles County Metropolitan Transportation Authority 
Board Room, 3rd Floor 
One Gateway Plaza 
Los Angeles, CA 90012

RE: 2018 Progress Report on Sustainable Com m unities and Climate Protection

Dear Chairwoman Nichols:

Orange County Business Council is grateful for the opportunity to comment and offer 
input on the California Air Resource Board’s planning priorities as they relate to AB 32 
and SB 375 emissions targets and Regional Transportation Plan/Sustainable 
Communities Strategy development.

Achieving an ambitious reduction in emissions back to 1990 levels is bringing 
widespread benefits to communities across our state. Climate change is real yet 
achieving the state’s environmental goals must also balance social equity, job creation 
and the economic well-being of all Californians.

According to AB 32, the California Air Resources Board “shall adopt rules and 
regulations in an open public process to achieve the maximum technologically feasible 
and cost-effective greenhouse gas emission reductions from sources or categories 
of sources.” Over more than a decade under both AB 32 and SB 375, it is becoming 
increasingly clear to the business community that while air quality is far better today 
than it was in 2006, the attainment of even cleaner air is also occurring in an 
environment with a challenging housing market and a changing economy. AB 32 states, 
“It is the intent of the Legislature that the State Air Resources Board design emissions 
reduction measures to meet the statewide emissions limits for greenhouse gases 
established pursuant to this division in a manner that minimizes costs and 
maximizes benefits for California’s economy." SB 375 further specifies that 
metropolitan planning organizations are to “set forth a forecasted development pattern 
for the region, which, when integrated with the transportation network, and other 
transportation measures and policies, will reduce the greenhouse gas emissions from 
automobiles and light trucks to achieve, if there is a feasible way to do so, the 
greenhouse gas emission reduction targets approved by the state board." SB 375 
defines “feasible” as “capable of being accomplished in a successful manner within 
a reasonable period of time, taking into account economic, environmental, legal, 
social, and technological factors.”

THE LEADING VOICE OF BUSINESS IN ORANGE COUNTY

https://www.ocbc.org


Page Two 
CARB
November 30, 2018

California is facing an increase in vehicle miles traveled (VMT), not reductions. Jobs 
and certainly affordable housing across Southern California— unlike New York-are not 
necessarily located at convenient transit centers. Mandating the reduction of VMT in a 
steadily increasing population and growing economy with a severe workforce housing 
shortage of 3.5 million units is unsustainable. Fewer residents are able to take 
advantage of public transportation, specifically in under-served communities such as 
Banning, Beaumont and Coachella. They have limited options and must commute long 
distances to their jobs, traveling several hours a day. Identifying and funding innovative 
transportation choices for all communities, in addition to producing additional housing 
closer to jobs will significantly reduce the burden.

There is no argument that business and community stakeholders must do their part to 
combat climate change and reduce VMT. Government mandates, however, may not be 
as effective as developing a grassroots campaign that helps folks understand how to 
use transit, how to read a schedule and incentivizes them to consider transit alternatives 
to car use. OCBC has proposed an innovative program called “Just One Trip a Week” 
to encourage new transit riders, reduce VMT and GHG, a copy of which is attached and 
already in development in the city of Irvine. With “just one trip a week,” congestion can 
be measurably reduced and environmental goals achieved with voluntary public 
support, not opposition as recently demonstrated in attempts to impose “road diets” in 
certain communities.

If California is to maintain its position as one of the largest economies in the world, 
California must equally consider the economic impacts of its planning activities when 
determining emissions targets. The pursuit of cleaner air should not exist in a vacuum. 
Rules and regulations that mandate emissions reductions over economic growth— 
instead of giving equal consideration to how California’s emissions targets will impact 
the California economy and social equity—threaten to drive businesses and jobs out of 
the state.

Balancing environment goals with social equity and economic progress is the definition 
of sustainable success for California.

Senior Vice President of Government Affairs 

AB.Id
Attachment: “Just One Trip a Week”



IRVINE "Just One Trip a Week" CAMPAIGN

CONCEPT BACKGROUND: The environmental movement began over 50 years w ith many o f us just 
learning to recycle our trash. We carefully separated newspapers from egg shells and aluminum cans 
from chicken bones. To this day, we keep separate trash cans doing our part to reduce waste and 
recycle reusable materials.

In a few  simple, personal moves, we made a difference in waste management.

In the same way, we might look at traffic, reducing VMT (daily vehicle miles traveled).

For example, take one city like IRVINE (each city could be unique).

In Irvine, a recent "no growth" measure was proposed to require city-wide vote on building w ith the 
idea tha t this will help curtail perceived and pervasive tra ffic  congestion. In fact, the measure did 
nothing to alleviate congestion or improve m obility but the perception remains.

Irvine does have innovative transportation systems from iShuttle run by OCTA to UCI's "Surviving UCI 
W ithout a Car" to "Spectrumotion" partnership between the City o f Irvine and Irvine Company-taking 
nearly 2 million car trips o ff the road each ye a r-to  corporate campuses w ith shared bikes, to OCTA's trip  
planner.

Travelers still prefer driving alone in a car.

In a recent UCLA study commissioned by the Southern California Association o f Governments, despite 
numerous options available, transit ridership is actually down, car purchases are up and solo driver trips 
are up. This is a problem as road capacity is constrained, air quality improvements are constrained and 
quality of life is diminished.

Proposal: Like the movement to recycle, we need a new movement to introduce alternative modes 
including transit and biking in a new way: "Just one trip a week." Not every day, not every trip, not to 
make traveling harder or inconvenient. But, by introducing a "Just one trip a week" concept where 
everyone experiences a new mode—maybe to  go to  a business lunch via iShuttle instead o f the car—or 
taking M etro link—experimenting w ith  new modes to  find out what works for each person and allow 
each traveler to  explore in a new way, learn how to  read a schedule, make it cool or hip to do something 
other than the car, allay fears of the unknown and security/safety issues o f public modes of mobility.

V iraling the M ovem ent: This could be a perfect Earth Day project to begin a year-long 
movement. Partners in marketing w ith the City o f Irvine, Chamber, FivePoint, Irvine Company,



Spectrum, Villages, Irvine Schools (helping kids push the ir parents to  participate), UCI and other 
academic institutions. We need a marketing plan and implementation plan (a place where folks can find 
out what's available—website or app perhaps). Starting w ith  one city like Irvine, prom oting successes, 
reduced VMT, GhG, etc., and showcasing Irvine as an innovation leader in this field.

Benefit: Reducing congestion and increasing road capacity, air quality, health. And more im portantly— 
if another no growth measure appears based on "tra ffic ," we can ask what have YOU done to alleviate 
congestion when there are plenty o f options available? Also, w ith  SB 743 implementation pending, and 
a need to reduce Vehicle Miles Traveled (VMT), contributing to  the success o f this program may help 
w ith otherwise costly m itigation for development.

A number o f state agencies are developing "top down" mandates and fees to reduce VMT. A grassroots 
e ffo rt must be developed as state mandates will face serious resistance.

IN SUMMARY

GOALS:
1. Reduce VMT
2. Reduce tra ffic  congestion
3. Reduce Greenhouse Gases
4. Cause behavior shifts in trip  making
5. Provide potential VMT m itigation w ith SB 743 CEQA changes

POTENTIAL SPONSORS:
1. OCTA
2. Caltrans District 12
3. TCA
4. City o f Irvine
5. Spectrumotion
6. Irvine Chamber o f Commerce
7. OCBC
8. Irvine Company
9. Irvine Unified School District
10. UCI
11. Irvine Valley College
12. M etrolink
13. Amtrak

POTENTIAL PROGRAMS (extent of programs based on funding from sponsors)
1. Marketing campaign to educate Irvine residents and employees o f benefits to  reducing single 

occupant driving and options available to  them
2. Develop an Irvine focused transportation website and/or smartphone app
3. Rewards program

a. Prize drawings for those who can demonstrate that they used an alternative mode of 
transportation (Could be Irvine retailers providing gift cards/discounts etc.)

b. Daily prizes given to randomly selected bike riders, iShuttle users, OCTA bus riders w ith 
publicity showing winners

c. Credit card rewards fo r paying fo r Metrolink, Amtrak, OCTA bus passes, etc.



4. Expansion o f iShuttle routes into residential villages
5. Development o f Uber/Lyft shared ride program in Irvine
6. Expansion o f bike and car share programs
7. Create a City-wide "Leave the car behind" day w ith  prizes and incentives (could be combined 

w ith  a walk or bike to  school day)
8. Develop a m onitoring program to measure how program is reducing vehicular trips
9. Create competitions to see w hat entities can reduce single occupant trips the most (i.e., 

bikes/students or carpools/employees)

NEXT STEPS
1. Meet w ith OCTA and City o f Irvine to  seek the ir leadership in campaign
2. Invite potential sponsors to subsequent meeting to  explain proposed program and goals
3. Seek sponsor funding

a. Sponsor funding could be fo r a very specific program
b. Sponsor funding could be to  fund marketing, prizes etc.

4. May need to  hire a consultant to  manage program
5. Develop a methodology to  measure success and VMT reduction
6. Develop a potential budget fo r a one-year campaign (marketing, website, app, prizes, consultant

resources)
 

7. Develop a citywide app to  help plan and select choices
8. Create an optional new development fee tha t could be used to mitigate VMT impacts identified 

in CEQA document
9. Create m itigation credit fo r developers investing in the program



November 30, 2018 

Fran Inman, Chair
California Transportation Commission 
1120 N Street MS 52 
Sacramento, CA 95814

Mary Nichols, Chair 
California Air Resources Board 
1001 I Street 
Sacramento, CA 95819

Sent via email and submitted to the CTC public comment docket for AB 179

Re: Resources for and response to proposed Mobility Action Plan for Healthy 
Communities

Dear Chair Inman and Chair Nichols:

We are supportive of the Air Resources Board’s proposal for a ‘Mobility Action Plan for Healthy 
Communities’ (MAP) in its recently released SB 150 report1. Further discussion of the SB 150 
report is laid out in ClimatePlan network partners’ November 30 submission to CTC and ARB 
with the subject line: Initial Response to Senate Bill 150 Report. This letter is intended to provide 
further resources and more specific recommendations for the proposed MAP.

Transportation Platform
We have included as an attachment to this letter a Transportation Platform signed by 48 
organizations, which includes a number of possible actions that could be developed further and 
included in the MAP. The Platform exemplifies a cross-sector approach to improving access to 
opportunity and reducing reliance on driving. The twin goals of climate action and directing 
benefits to underserved communities are consistent and mutually-reinforcing. We can and must 
find solutions that address both climate and injustice. We hope that this Platform provides a 
helpful resource as the State acts quickly to develop the MAP.

"2018 Progress Report: California’s Sustainable Communities and Climate Protection Act.” November 2018
https://ww2.arb.ca.gov/resources/documents/tracking-progress

ClimatePlan



W o rkg ro u p  and A c tio n  Plan
A t the first jo in t meeting of CTC and ARB in June 2018, much interest was garnered around the 
idea of forming an interagency workgroup that meets between the jo in t meetings to move the 
work forward. Advocates proposed that the central task of the workgroup be to develop a much 
needed action plan for reducing car dependence. In July 2018, advocates submitted to CTC and 
ARB staff a proposal for a workgroup to develop an action plan. Based on discussions with 
Director Bransen and Deputy Executive Officer C liff and their staff in October 2018, we refined 
our proposal. On November 26, ARB released the SB 150 report with their recommendation for 
the MAP. We provide this history to record the long-standing ask for an interagency workgroup 
to develop an action plan, in an effort to add u rgency  to  e s ta b lish in g  the  recom m ended 
M AP.

We are grateful to see ARB’s recommendation closely mirror our refined proposal and are 
generally supportive of the MAP. We support engaging Secretaries and Chairs of key California 
agencies and Commissions, and representatives from regional and local governments to outline 
a specific action plan responding to the challenges outlined in the SB 150 Report. We offer the 
following recommendations to help in the formation of the MAP:

1. Include public membership on the MAP taskforce. While the SB 150 report clearly calls 
for a public process, we urge the group membership to be inclusive of numerous and 
diverse public members that can support and best reflect the diversity and needs of our 
state. Including non-governmental organization (NGO) representatives, in addition to 
other members of civil society, as partners with seats at the table is the best way to 
ensure that the development of the MAP is informed by lived experience and is designed 
to meet the needs of frontline communities. Being plugged into the process in a 
meaningful way would enable civil society representatives to provide more actionable 
feedback (as solicited from their networks), rather than limiting public input to 1-minute 
public comment periods or often-unanswered public comment submittals, which stifle 
constructive exchanges. The NGOs should have expertise in equity, health, and rural 
issues, as well as geographic representation from Northern, Central, and Southern 
California.

One model for membership could be the California Transportation Infrastructure 
Priorities (CTIP) Workgroup. This workgroup was convened by the California State 
Transportation Agency (CalSTA) and included representatives from various state 
agencies, as well as non-state entities such as labor and industry groups, as well as 
environmental and social equity groups. Under the leadership of CalSTA, this workgroup 
provided an opportunity for state agencies to work collaboratively with non-profit 
organizations and labor entities to develop a series of recommendations for the 
Secretary of Transportation. Another model for membership could be the interagency 
workgroup that was developed for the Scoping Plan Appendix C on VMT reduction 
strategies. This Scoping Plan interagency workgroup is good foundation of state



agencies but should be expanded to include representation from the CTC, California 
Department of Transportation (Caltrans), and Metropolitan Planning Organizations 
(MPOs) as well as non-profit organizations.

2. Emphasize transportation and mobility justice2 (in addition to equity) throughout the 
MAP. Transportation connects people to places, and is a major determinant of access to 
opportunity and economic mobility, and health outcomes. However, these benefits and 
burdens do not fall equally on all. In relation to the third challenge described in the SB 
150 report, it is imperative that we work to accelerate progress toward not only equity in 
the vision for serving underserved communities, but that we work toward justice to right 
historical wrongs that continue to impact the quality of life of these same communities. 
California’s transportation system--built primarily to facilitate single occupancy vehicles 
and goods movement, as well as sprawl development--has literally damaged, destroyed, 
and divided existing low-income communities and communities of color. In addition to 
the economic and social burdens of California transportation policy, our freeways and 
goods movement infrastructure place disproportionate air quality burdens on low-income 
communities of color. There are different ways to define "greatest need” . For this MAP 
development process, we implore the taskforce to address head-on the past and 
ongoing transportation decisions that maintain and reproduce marginalized communities.

3. Begin immediately to achieve progress on a timeline. It has been a year since the 2030 
Scoping Plan identified the need for greater state leadership to reduce reliance on cars 
to meet the state’s climate goals. With the momentum of the SB 150 report, there is no 
time to waste. We recommend leaders of the MAP start convening in late January 2019. 
Given the diverse stakeholders, we recommend this taskforce meet bi-monthly around 
the state, with webconference technology available for all meetings. By the October 
2019 jo in t CTC and ARB meeting, a draft outline of the MAP should be prepared.

4. Ensure strong leadership and facilitation. In order for a multi-sector, interagency body to 
produce and implement the MAP on a timeline, strong facilitation will be needed. For 
example, CalSTA or Caltrans may be appropriate leaders. With CTC’s limited staff, it 
may be too much to expect them to host the MAP process, and although ARB should 
also play a central role, we believe CalSTA or Caltrans would be more appropriate given 
their expertise in transportation. Also, Caltrans or CalSTA could choose to hire a 
third-party / outside facilitator to ensure that the process and meetings are inclusive and 
focused.

5. Maintain focus on systemic shifts in transportation, housing, and land use. There are 
three ways to reduce transportation emissions: clean fuels, clean vehicles, and reduce 
driving. Each strategy is critical to the state’s success and offers different benefits. As 
one component of an "all-of-the-above approach” , we propose the MAP stay focused on 
reducing travel distances and improving multi-modal mobility to reduce reliance on

2 Transportation justice can be defined as redressing inequitable outcomes specifically within the transportation system (e.g. fair and equitable access 
to public transit). Whereas mobility justice can be seen as an overarching concept for thinking about how power and inequality inform the governance 
and control of movement, shaping the patterns of unequal mobility and immobility in the circulation of people, resources, and information occurring at 
different scales. The transportation system is just one part of a broader mobility justice framework that requires intersectional action to effectively stem 
historical and structural inequalities that restrict the freedom of movement for marginalized and disenfranchised populations.



driving. ARB makes clear: "Even if the share of new car sales that are ZEVs grows 
nearly 10-fold from today, California would still need to reduce VMT per capita 25 
percent to achieve the necessary reductions for 2030.”

We appreciate your consideration of our comments and look forward to the State’s leadership 
on aligning transportation policy and planning with California’s climate, health, and equity goals. 
We stand ready to help.

Sincerely,

Bryn Lindblad, Deputy Director 
Climate Resolve

Jared Sanchez, Senior Policy Advocate 
California Bicycle Coalition

Ella Wise, State Policy Associate 
ClimatePlan

Enclosures (1): Transportation Platform
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w stand with you
The undersigned organizations urge Governor-elect Newsom to show swift leadership and
focused perseverance on these actions. We stand by as ready and enthusiastic partners to

help achieve these actions, as well as others that will bring about a more vibrant,
equitable, and resilient California.
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I t ’s t im e  fo r California to lead the way, w ith  transpo rta t ion  th a t  connects  everyone 
to  a brighter fu tu re . I t ’s t im e  to  break free o f the dependence on outdated, 
unhealthy technology — cars, freeways, and d ir ty  fre igh t — th a t  is hurting  our 
com m un it ies  and our c limate. California is leading the nation on c lim ate  goals, bu t 
our transpo rta t ion  system is dragging us backward. I t ’s t im e  to  th in k  bigger, to  be 
bold, and to  invest in so lu tions th a t  bring our values to  life.

This transpo rta t ion  p la tfo rm  offers clear steps fo r  Califo rn ia ’s new adm in is tra tion  
to  lead the  way.

Vision

Every Californian — especially people o f co lor and Low-income people burdened by 
past and present transpo rta t ion  decisions — can Live in a co m m un ity  where:

It is convenient, dignified, and a ffo rdab le  to  get around on public trans it, on 
foo t, by bike, or by scooter;

S treets are shared public space — where people can safely and com fo rtab ly  
walk, sit, and ta lk  — not ju s t  throughways fo r tra ff ic ;

Everyone can find and stay in a home they can a ffo rd , close to  good jobs, 
shops, healthcare, and schools;

Surrounding fa rm land and natura l lands are p ro tected, helping to  sequester 
carbon, provide c lim ate  resilience against w ild f ire  risk, and replenish clean 
w a te r reserves; and

Accessible na tura l open spaces provide a varie ty o f recreational opportun it ies  
where all people can lead healthy and active lives.

Actions

Prioritize Transportation That Moves California Forward Page 4

^ C le a n  Up California’s Air Page 12

Recognize the True Value of California’s Landscapes Page 14
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Prioritize Transportation That 
Moves California Forward 
For too long, development in California was built on the assumption that everyone 

should own cars and drive everywhere. This assumption drove California right to 

the current crises of climate change and inequality. The transportation sector is 

California's biggest source of greenhouse gases, and emissions are on the rise. And 

when people have no choice but to drive, those without cars are deprived of 

access to opportunity. We can change this, and we must. We can bring balance to 

our transportation system and build communities for people rather than cars, to 

bring about a shift toward a sustainable future. This will alleviate congestion, 

reduce climate pollution, relieve transportation cost burden, improve public health, 

and allow people to spend more time with their families - not in traffic. 

• Put our money where our goals are: bring state transportation funding and

policy into line with state goals for climate, equity, and public health. This year,

California spent only 19% of its transportation funds on public transit, while 81%

went towards highways and roads. It's time to flip that equation. When we free

up millions of dollars by stopping polluting projects, we can invest in a

sustainable future.

Page 4 



o Examine exactly how state transportation funds are spent and why. Make 
transpo rta t ion  spending transpa ren t and accountable, specifica lly  the  State 
T ransporta tion  Im provem ent (STIP) and State Highway Operation Protection 
(SHOPP) programs so these funds priorit ize  com p le te  s tree ts  and safer 
com m un it ies  fo r  all Californians. Legislative obstacles may exist to  sh ift ing  
fund ing  away from  road and highway pro jects and tow ard  susta inable 
transpo rta t ion ; iden tify  those obstacles (e.g., State C onstitu t ion  A rtic le  XIX), 
and pass legislation to  remove them .

o Evaluate projects using state climate, equity, and health goals, and
condition state funding on project performance. Use re levant perform ance 
measures, such as: reduction o f vehicle miles traveled (VMT); im provem en t 
o f t ra n s it  service and o ther a lte rnative  modes o f transpo rta t ion  such as 
vanpools in disadvantaged com m un it ies  and to  low er- incom e  jobs; and 
increased safety o f walk ing and biking. Hold pro jects accountab le  fo r  
“ induced dem and,” th a t  is, causing more driving. Use sta te  funds to  
incentiv ize pro jects th a t  support susta inable modes like public  trans it, 
biking, and walking. End the  use o f s ta te  fund ing  on roadway capacity 
projects, which increase c lim ate  po llu tion  and car dependence.

o Invest in sustainable transportation and help regions meet their
greenhouse gas reduc tion  goals. Keep existing buses and tra ins running, 
expand h igh-qua lity  bus service, and build miles o f safe walk ing and bike 
routes. Use road m ain tenance funds (SHOPP) to  make streets be tte r  fo r  
walking, biking, and trans it;  e.g., convert car lanes in to  sidewalks, bike 
lanes, and tra n s it -o n ly  or h igh-occupancy trave l lanes. Leave no place 
behind; invest in n o n -tra d it io n a l transpo rta t ion  ideas like vanpools and 
ridesharing fo r  rura l areas — Green Raiteros and Van Y Vienen are tw o  
such com m un ity - led , cu ltu ra l ly - in fo rm e d  EV ride-share in itia tives — and 
everyone needs sidewalks.

o Prepare for the future by transitioning California’s transportation funding 
away from regressive tax structures such as the gas tax. Use congestion 
pricing and h igh-occupancy to l l  lanes to  d is incentiv ize solo driving.
Establish tiered fee s truc tu res  to  avoid overburdening low -incom e  fam ilies.

o Invest in street greening with state transportation funds. Trees and p lants 
along roadways help p ro tec t people from  poor air qua lity  and c lim ate  
change impacts, such as extrem e heat, s torm s, and flooding. These are 
low -cos t,  long -te rm  solutions.

Page 5



Harness innovation in emerging mobility technologies, including autonomous 
vehicles (AVs), to reach our state goals for climate, equity, and public health. 
Make sure th a t  private companies serve the public good to  improve m ob il i ty  fo r 
all. Use regulations to  p ro tec t the safety and conviv ia lity  o f s treets, and set 
pricing to  encourage susta inable behavior and redress econom ic inequity.

o Ensure mobility services improve access for most in need. Regulate 
T ransporta tion  Network Companies (TNCs) such as Lyft and Uber, to  
set graduated TNC fees to  provide d iscoun t m u lt i-m o d a l services fo r 
low - incom e  passengers, seniors, f i l l  in fo r sub -pa r tra n s it  service, and 
com p ly  w ith  legal accom m odations requ irem ents fo r  people w ith  
disabilit ies.

o Put people first on streets and sidewalks. Reallocate s tree t space from  
cars to  bikes and m ic rom ob il i ty  to  create more safe places to  bike and 
scooter. Regulate m ob il i ty  innovations such as scooter sharing and AVs, 
addressing parking, and s idewalk and curb space, to  ensure they do not 
pose safety risks to  people walk ing and biking.

o Require AVs to prove that they see people, that they bear the burden of 
safety, and that they have no bias. Before dep loym ent, AVs m ust be 
able to  fu l ly  see and safely understand and p red ic t the behavior o f 
people walking, biking, and using wheelcha irs  — w ith o u t  those people 
needing to  do, wear, or own anything special. AV a rt if ic ia l in te lligence 
m ust dem onstra te  cu ltu ra l sensit iv ity  and show th a t  it is free o f any 
bias or d e tr im e n ta l approach to  people o f co lor or w ith  disabilit ies.

o Require all AVs to help meet state goals. All AVs should be e lectric , 
zero-em ission, and part o f a shared f le e t under the ju r isd ic t ion  o f the 
PUC. Direct the PUC to  regulate them  to: m eet VMT reduction targets, 
suppo rt grow th  m anagem ent and spraw l con ta inm ent, incentiv ize 
ride-pooling, and ensure accessib ility  and a ffo rdab il i ty  fo r  low -incom e 
riders and o ther marginalized people.

o Start planning now for how to mitigate the labor impacts of AVs, as 
they will result in drivers losing their livelihoods. Create rep lacem ent 
jobs  fo r  cu rren t TNC and tra n s it  drivers.

Set up good government and smart systems to address transportation and land 
use together. Coordinate and hold en tit ies  at each level o f governm ent 
accountab le  fo r im proving access and reducing emissions.



Create a ta s k - fo rc e  to  deve lop a s ta te  A c tion  Plan to  im prove  access 
to  o p p o r tu n i ty  and reduce em iss ions by s h if t in g  t ra n s p o r ta t io n  and 
land use pa tte rns . Identify  the  t im e line , responsible agencies, and 
perfo rm ance ind icators fo r  each action.

S treng then  SB 375 by m ak ing  loca l and reg iona l t ra n s p o r ta t io n  
p lann ing  and spending m ore  tra n s p a re n t and susta inab le . Require 
transparency and more public  engagement in regions’ year-by-year 
fund ing  decisions. Help regions invest in susta inable transpo rta t ion  
pro jects by bringing the  local spending plans and sales tax 
expend iture  plans o f Congestion Management Agencies in to  line w ith  
s ta te  and regional c lim ate  and equity goals. Encourage regions to  
invest in seamless regional coord ination o f t ra n s it  to  improve access 
and env ironm enta l outcomes.

Hold regions accoun tab le  fo r  doing a l l  th e y  can to  im p le m e n t th e ir  
Susta inab le  C om m un ity  S tra teg ies  per SB 375. Identify  which actions 
needed to  m eet a region’s targets are w ith in  the  region’s authority , 
m on ito r  the progress on those actions, and condition s ta te  fund ing  
on progress. Provide strong incentives to  get local general plans in to 
line w ith  regional Sustainable C om m unity  Strategies.

Show  s ta te  leadersh ip  in im p le m e n tin g  CEQA re fo rm  per SB 743. 
D irect Caltrans to  analyze p ro jec ts ’ im pacts  on VMT and establish a 
significance th resho ld  o f no net increase o f VMT. Launch 
equ ity -focused  VMT m itiga tion banks, an innovative strategy to  
reduce driving, fund susta inable transporta t ion , and benefit  
disadvantaged com m unities .

Update th e  C a lifo rn ia  T ra n spo rta t ion  Com m ission (CTC) to  su p p o r t  
s ta te  goals fo r  c l im a te , equ ity , and pub lic  hea lth . Update the mission 
and s truc tu re  o f the  CTC so th a t  s ta te  funds are raised and spent in 
ways th a t  support these goals. Appo in t com m issioners who are 
equipped to  understand equity issues and transpo rta t ion  jus tice ; 
represent low - incom e  com m un it ies  from  d if fe re n t geographies, 
inc lud ing rura l areas; and recognize the im p lica tions o f d if fe ren t 
transpo rta t ion  fund ing  decisions fo r  public  health and the  c limate.

A lign th e  m iss ions o f  s ta te  agencies in charge o f  t ra n sp o r ta t io n ,  
c l im a te , hea lth , and housing. Key agencies inc lud ing Caltrans, the  
CTC, ARB, SGC, CDPH, and HCD should suppo rt each o ther in 
reducing car dependence. California C limate Investm ent programs 
o ffe r a model; build on th is  fo r  e ffective, c ross-sec to r solutions.



Act to Meet the Greatest 

Needs First 

Transportation decisions can harm or help. They can divide neighborhoods and 

burden communities with dirty air and dangerous streets - or they can open doors 

to opportunity and upward mobility. People in marginalized and disenfranchised 

communities suffer from pollution and poor health because of Land use decisions 

putting heavy industry and freeways nearby, and often also Lack good transit 

access, basic infrastructure Like sidewalks, and safe crossings. We must address 

the vast inequities in California that disproportionately burden people of color and 

Low-income communities, and do it in a way that shows value and respect for the 

state's most vulnerable populations. As we make more opportunities available to 

more people, our communities and our state's economy will flourish. 

• Redress inequity: get regions to invest first in safety and mobility for

disadvantaged communities. Use state authority to mandate that regions

prioritize transportation spending to serve vulnerable populations, including

those in unincorporated areas, for example with a set-aside Like AB 1550. To do

this, screening tools for state funding need to be updated to encompass

mobility-specific inequities, in addition to correcting biases that make projects

in urban areas more competitive than projects in rural areas. Overburdened

communities have faced Long-standing patterns of disinvestment and deserve

relief, and better options. There should be no "wrong side of the tracks."

Substantially increasing spending on transit operating subsidies and reduced

fares would both better meet the mobility needs of underserved residents and

boost overall transit ridership.



• Let the community decide: increase meaningful public engagement, 
participation, and decision-making, especially among low-income people and 
communities of color, in transportation investments. This w i l l  ensure th a t  
transpo rta t ion  pro jects actua lly  m eet com m un ity  needs. Use scoring crite r ia  to  
incentiv ize robust public  partic ipa tion  fo r  transpo rta t ion  pro ject deve lopm ent 
and planning. Support part ic ipa to ry  budgeting at the  local level so th a t  residents 
can shape a set o f com m un ity -d r iven  priorit ies th a t  actua lly  get funded.

• Support community-led transformation: expand programs like the “green zone” 
strategy in the state’s Transformative Climate Communities program. These 
enable low - incom e  com m un ity  m em bers to  come toge ther to  lead the  
trans fo rm a tion  o f a po llu t ion -bu rdened  area in to  a healthy, th riv ing  
neighborhood. To be effective, these pro jects should remain com m un ity -d r iven  
through the entire  process, inc lud ing planning, program m ing and im plem enting .

• Invest in people: leverage transportation funds for high-quality jobs and careers 
for low-income people and communities of color. Use the  s ta te ’s large 
transpo rta t ion  investm ents  to  expand w ork fo rce  deve lopm ent and job  access 
through targeted hiring policies, w ork fo rce  tra in ing  programs th a t  serve people 
w ith  barriers to  em p loym ent, and partnersh ips w ith  com m un ity -based  
organizations th a t  provide w rap -a round  supportive  services. T ransporta tion  
investm ents  o ffe r an enorm ous oppo rtun ity  to  create qua lity  local jobs, careers, 
and con trac ting  opportun it ies  fo r  low - incom e  people, people o f color, women, 
and businesses they own. Expanding targeted local hire programs in th is  way 
can close inequality  gaps and create oppo rtun ity  fo r  upward econom ic m obility .
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Champion Housing Justice for 
California’s Communities
Displacem ent is not ju s t  bad fo r  people, i t ’s bad fo r  the  c lim ate. Low -incom e 
people are core tra n s it  riders th a t  rely on — and sustain — public  transpo rta t ion  
networks, and when displaced from  the ir  neighborhoods, they tend to  move to  
fa r - f lu n g  exurbs, where they are fo rced to  drive long com m utes. A t the  same tim e, 
the  new h igher- incom e residents moving in are much less likely to  use trans it. To 
stabilize com m unit ies , support susta inable transporta t ion , and build com m un ity  
support fo r  in f i l l  deve lopm ent and tra n s it  projects, strong, locally  appropria te  
an t i-d isp lacem en t strategies are needed.

• First, do no harm: require the implementation of anti-displacement policies for 
any transportation project receiving significant state investment. Private 
deve lopm ent pro jects receiving s ta te  inves tm en t or benefit ing  from  state 
policies, such as density enhancem ents fo r  pro jects near trans it, should avoid 
d isp lacem ent o f existing residents. The com m un ity  should de term ine  which 
strategies are needed to  prevent d isp lacem ent, and how to  im p le m e n t them . 
Strategies may include te n a n t p ro tections; a n o -n e t- lo ss  requ irem ent fo r  
a ffo rdab le  housing units; or inclusionary housing policies th a t  actua lly  produce 
no t ju s t  fees bu t new a ffo rdab le  homes near trans it.  D isp lacem ent is likely to  be 
an ongoing issue th a t  requires ever-bo lder actions w ith  new tools.
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• Act to dismantle segregation: bring a “fair housing” lens to all investment 
decisions and housing policy This means both investing to  m eet Local needs in 
disadvantaged com m un it ies  and also, in areas w ith  p le n t ifu l resources, acting to  
break down barriers to  people o f color. The recently  passed AB 1771 and AB 686 
call fo r  actions to  “ address s ign if icant d isparities in housing needs and in access 
to  opportun ity , replacing segregated living pa tte rns w ith  tru ly  in tegrated and 
balanced living patterns, [and] trans fo rm ing  racially and e thn ica lly  concentra ted  
areas o f poverty in to  areas o f o pp o rtun ity .” State agencies, boards and 
com m issions m us t now take these actions, and in the ir  oversight roles, they 
m us t ensure th a t  regional agencies do as well.

• Encourage equitable infill development to reduce the need to drive. Act to  
enable people o f all income levels to  m eet the ir  needs and w ants  w ith o u t 
having to  trave l as far, or drive as much. Our s ta te ’s a ffo rdab le  housing crisis is 
increasing the  need to  drive; we m ust build more a ffo rdab le  homes in existing 
com m unities .

o Fill the gap left by redevelopment with a program focused on bringing 
affordable homes, jobs, and essential services closer together — and 
well-served by tram The program should aim fo r  jobs-hous ing  f i t  — 
th a t  is, making sure th a t  homes are available near jobs  th a t  pay enough 
to  make those homes a ffo rdab le  — and making sure th a t  grocery 
stores, healthcare, and ch ildcare are reachable w ith o u t  a car. This w il l  
require build ing s ign if icant num bers o f new a ffo rdab le  homes near jobs, 
and vice versa. It w i l l  also require making sure low -incom e 
neighborhoods have p len ty  o f h igh -qua lity  career opportun it ies  and 
amenities.

o Act boldly to build and preserve thousands of affordable homes where
Work w ith  housing and equity experts to  design and 

qu ick ly  ro ll ou t so lu tions to  our s ta te ’s grave housing crisis.
D ram atica lly  increase the  production  o f a ffo rdab le  homes near jobs  and 
tra n s it  — in ways th a t  benefit  ra ther than harm people in vu lnerable  
com m unities . Include a range o f innovative housing and transpo rta t ion  
so lu tions th a t  f i t  the  unique com m un it ies  th a t  make up California, from  
rura l to  urban.
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Clean Up California’s Air
Thousands o f people in California have an im m ed ia te  need fo r  hea lth ier air, 
especially d isp roport iona te ly  burdened low - incom e  com m un it ies  o f color. The 
transpo rta t ion  sector is now the  largest source o f greenhouse gas emissions in the  
state, and cars account fo r  ha lf o f th a t  po llu tion . Currently, the  Centra l Valley and 
South Coast Air D is tr ic ts  are in severe n o n -a tta in m e n t o f federa l air qua lity  
standards. In the  South Coast Air D is tr ic t alone, the  health costs o f bad air are over 
$21 billion. The fre igh t sector is responsible fo r  ha lf o f the  local air po llu tion  th a t  
causes resp ira tory illness, and zero-em iss ion technology already exists fo r  many 
types o f vehicles. Everyone has the  right to  breathe clean air. Plus, fo r  people to  
bike and walk, inc lud ing to  trans it, they need clean air. Funding sources like the  
Volkswagen se tt le m e n t are a cu rren t oppo rtun ity  to  invest equ itab ly  in those 
com m un it ies  w ith  the  greatest need.

• Act now to clean up the freight sector; prioritize areas with the heaviest, most 
polluting truck traffic. Accelerate the  deve lopm ent and im p lem en ta tion  of 
California Air Resources Board (CARB) standards fo r  zero-em iss ion technologies 
in the  heavy-duty  sector. Zero-em iss ion technologies already exist fo r  many 
types o f heavy-duty vehicles, bu t strategies are needed to  accelerate the ir  
dep loym ent.



• Help everyone drive cleaner cars; expand programs that provide access for 
lower-income people to clean vehicles, especially when they are not 
well-served by transit. Expand the  Charge Ahead equity programs, inc lud ing 
cu ltu ra lly  sensitive and a ffo rdab le  e lectr ic  vehicle (EV) car-share systems, the  
Clean Cars 4 A ll sc rap -and-rep lace  program, and low -incom e  EV financing. 
Launch outreach to  make EV rebates more accessible to  low - incom e  fam ilies 
and make in fo rm ation  available to  them  at banks and dealerships where 
financing deals occur. Also make o ther clean and more a ffo rdab le  modes, such 
as e lec tr ic  bicycles, more accessible to  low er- incom e residents.

• Make EV charging infrastructure widely available; set equity metrics and require 
that regions invest in this regionwide, not only in wealthier areas, and also in 
rural areas. This w il l  help ensure th a t  low e r-w ea lth  areas are not le f t  ou t o f the  
trans it ion  to  clean vehicles.

• Keep fighting for California’s Clean Air Act authority and ramp up the 
Zero-Emission Vehicle standard. California should be able to  establish 
s tron g e r- th a n -fe d e ra l s tandards fo r  air quality, and by 2040, all new cars sold 
should have zero ta ilp ipe  po llu tion .

• Make all buses zero-emission by 2040. Phase in purchase requ irem ents  fo r  
zero-em iss ion buses — inc lud ing trans it, school, and private buses — to  reach 
th is  goal.

• Accelerate deployment of zero-emission cars. California m us t enhance 
programs to  accelerate dep loym ent o f l ig h t-d u ty  cars, SUVs, and p ick-ups as 
w e ll as m e d iu m -d u ty  vehicles.

• Reduce carbon in fuels to support clean air and a healthy climate. Use the  Low 
Carbon Fuel Standard to  clean up ha rm fu l fuels, and continue progress on 
be tte r  a lternatives.
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Transporta tion  decisions a ffe c t Land use; they can help preserve the  ecosystem 
services th a t  California landscapes provide, such as carbon storage, g roundw ater 
recharge, f lood  pro tection , and p ro tec tion  from  w ild fires , which in tu rn  make our 
com m un it ies  more resilient. In addition, when transpo rta t ion  investm ents  support 
more susta inable deve lopm ent patterns, people can m eet the ir  needs in daily life 
w ith o u t  as much driving.

• Invest state funding in regional “greenprints,” which use big data to make clear 
the full value of natural and agricultural lands. This should inc lude the land ’s 
value in te rm s o f its carbon sequestra tion  capacity, its g roundw ater recharge 
func tiona lity , its ab il ity  to  reduce the  risk o f f lood ing  and w ild f ire  hazard, and 
hab ita t connectiv ity . Making th is  in fo rm ation  available before deve lopm ent 
decisions are made w il l  help to  curb spraw l and encourage sm art growth. It 
should also steer where m itigation investm ents  are made.
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• Factor in the climate impact of developing land: add carbon sequestration to 
the state’s climate change Scoping Plan to meet California’s net-zero carbon 
neutrality goal. Establish a s ta tew ide  m ethodology fo r  de term in ing  the  carbon 
sequestra tion capacity o f d if fe re n t land covers through the  regional greenprin ts 
process above. This data can then be used to  establish a carbon inventory fo r  
the  state, and evaluate the  consequences o f land deve lopm ent fo r  meeting 
sta te  c lim ate  goals.

• Slow the loss of farmland and habitat, invest in conservation: set a state target 
for reducing the rate of farmland and habitat development, increase state 
investment in strategic land conservation. These investm ents  should be guided 
by the  in fo rm ation  provided by the  greenprin ts on land ’s ecosystem services.

• Create incentives for regions to adopt urban growth boundaries (UGBs). For 
example, make UGB adoption an e lig ib ility  th resho ld  fo r  certa in s ta te  funds to  
help conta in growth, p ro tec t lands, and reduce carbon emissions. When 
im p lem ented  alongside an t i-d isp lacem en t strategies, UGBs can be an e ffective  
to o l to  guide sm art g row th  and enhance equity.
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Let’s do this



December 3, 2018

Hon. Chair Fran Inman and Commissioners of the
California Transportation Commission

Hon. Chair Mary Nichols and Members of the
California Air Resources Board

By electronic mail: ctc@catc.ca.gov

Dear Chairs Inman and Nichols, Ladies and Gentlemen:

Last week, the California Air Resources Board (CARB) issued its inaugural report pursuant 
to Senate Bill 150 (2017) (the “SB 150 Report”). In it, CARB set forth its analysis of the 
performance and effectiveness of the sustainable communities strategies (each an “SCS”) that were 
adopted by metropolitan planning organizations (“MPOs”) such as the Southern California 
Association of Governments (“SCAG”) pursuant to Senate Bill 375 (2008) (“SB 375”).

On behalf of the Southern California Leadership Council (SCLC), the Building Industry 
Association of Southern California (BIASC) and the other business/industry associations who 
have signed this letter, we appreciate this opportunity to comment on the SB 150 Report. Our 
organizations and the members and industries they represent have been deeply involved in the SB 
375 process since its inception. As Southern California stakeholders, we have also been very 
actively involved in the formulation and adoption of SCAG’s 2012 and 2016 RTP/SCSs. The 
individuals and companies that make up our collective memberships care deeply about economic

Re: Comments on 2018 Progress Report on California’s Sustainable Communities and
Climate Protection Act

mailto:ctc@catc.ca.gov?subject=Dec.%25204th%2520CTC/ARB%2520Joint%2520Meeting%2520-%2520Public%2520Comment


development, job creation and the quality of life in Southern California, with many of them directly 
engaged in developing the housing, business properties and infrastructure (i.e. transportation, 
water, utilities, etc.) that make the region a special place to live and work. Collectively, our 
organizations also include some of Southern California’s largest employers. With that in mind, 
the comments set forth herein about the SB 150 Report and the performance of the SCSs adopted 
pursuant to SB 375 pertain mainly to the SCAG region, but may also have general applicability to 
the entire state.

We appreciate the work by CARB and the other involved agencies on the SB 150 Report. 
It makes sense to pause to evaluate SB 375 now that it has been ten years since its adoption and 
six years since SCAG’s first RTP/SCS was approved under the SB 375 planning construct. Such 
an evaluation is particularly warranted because we believe that SB 375 is being pursued today very 
differently than how it was originally envisioned by the California Legislature. For example:

• Initially, CARB stated its intent to implement SB 375 by adopting GHG reduction targets 
that were to be “ambitious but achievable”;

• Shortly following the enactment of SB 375, CARB approved its original AB 32 Scoping 
Plan. It called for a relatively moderate GHG reduction from land use and related light 
duty vehicle transportation (which is the focus of SB 375) when compared to CARB’s 
“business as usual” projection of then-perceived trends;

• SB 375 did not call for reductions in per capita vehicle miles traveled (“VMT”). 
Specifically, as we explain below, whereas an early draft of what eventually became the 
bill included statutory language calling for per capita VMT reductions in the most 
populated counties; the proposed VMT directive was removed by the Legislature, so the 
Legislative intent is clear. As adopted, the Legislature squarely aimed SB 375 at achieving 
GHG reduction -  not at achieving per capita VMT reductions;

• as enacted, SB 375 very clearly respects the prerogatives and primacy of local governments 
concerning land use planning and approvals; and

• as enacted, SB 375 called for certain CEQA streamlining in order to foster more rapid 
development of the very type of housing (and other land uses) needed to achieve GHG 
emission reductions. To date, the envisioned CEQA streamlining has never been



effectively implemented and utilized; and hence desired GHG reduction benefits have not 
been realized.

The factors set forth above constitute parameters that, we believe, should have tempered 
CARB’s GHG reduction target-setting under SB 375. As we explain below, however, CARB 
seemingly departed from these parameters early on (starting in 2010), and progressively over time, 
by establishing SB 375 GHG reduction targets that are now recognizably overly ambitious and not 
realistically achievable.

In the SB 150 Report, CARB discusses what progress has been made under SB 375 to date, 
but concludes essentially that the SCSs adopted by the MPOs are not performing satisfactorily. 
CARB proposes therefore that overall state policy should be revisited and potentially changed to 
make future SCSs work to attain CARB’s prescribed GHG-reductions goals related to land use, 
transportation networks, modes of transportation and overall societal mobility.

We agree that significant progress has been made under SB 375 and that the extent and 
limitations of such progress should be examined in an open, public process. We believe, however, 
that -  when undertaking such an examination -  the two main questions that should be examined 
are: (1) whether CARB’s GHG reduction targets promulgated under SB 375 are overly ambitious 
and unrealistic, so much so that they should be moderated accordingly, and (2) whether the state 
should institute more meaningful and helpful policies related to the reinstitution of a sound 
redevelopment program, the fair-share distribution of funding, and the adoption of meaningful 
CEQA streamlining, all of which can help the state and local agencies to move toward GHG 
reductions in more sound and sensible ways.

Therefore, although we are fully mindful and supportive of the overarching policy and 
regulatory imperative to address anthropogenic global climate change, we have consistently 
expressed concerns about (i) the assumptions and expectations that underpin the SCSs adopted to 
date, (ii) whether the SCSs could deliver the GHG reduction benefits that they promised, and (iii) 
the potential that some might seize upon the non-performance of SCSs to advocate for top-down 
mandates that should be rejected. In our opinion, as we consider why the SCSs adopted to date 
are not performing as hoped, the following points should be borne in mind:

• To the extent that SCAG’s SCSs are not leading to societal changes sufficient to attain the 
GHG reduction targets that CARB set under SB 375, the failure should be viewed primarily 
as the result of overly-ambitious and unrealistic target setting.



• Given where we are now, the state policies that most need to be revisited are those which 
reflect the opinion that there should be expected and mandated sizable, actual reductions 
in per capita vehicle miles traveled (“VMT”). Ten years after enactment of SB 375, it is 
now clear that meaningful reductions in per capita VMT are not unfolding, given a healthy 
economy and growing state population. Instead, the real advances in GHG reductions since 
SB 375’s enactment have come from the quickening pace of technological improvements 
(for example, in fleet efficiencies and in fuels).

• In our view, CARB got off on the wrong foot from the outset, because SB 375 was 
supposed to be about GHG emissions reductions, not about per capita VMT reductions, 
and that basic tenet needs to be restored. CARB’s multi-year drift toward an insistence 
upon sizable reductions in per capita VMT, rather than focusing on achieving reductions 
in GHG emissions, is contrary to the intent of SB 375 as it was enacted by the Legislature 
in 2008. Specifically, when fashioning SB 375, the California Legislature considered but 
then rejected statutory language that would have aimed for per capita VMT reductions. 
This point is explained at length in the February 2009 memorandum attached hereto as 
Exhibit 1.

Secondly, when evaluating the effectiveness and shortcomings of SB 375 to date, 
policymakers should recognize where state government may have failed to adopt and effectuate 
policies that could have enabled or accelerated the realization of RTP/SCS goals. Some examples 
include:

• In 2010, SCAG’s Regional Council voted to reject CARB’s then-proposed GHG reduction 
target for the SCAG region unless it was accompanied by financial and policy support from 
the State to help with the transportation and other investments that would be required by 
local governments and agencies to meet the target. Such support from the state was 
promised but has been lacking ever since. For example, whereas favorable redevelopment 
funding policies were and are needed to promote urban renewal of the type to which the 
SCSs aspire, California eliminated redevelopment agencies and the funding and tools they 
provided to local government by 2012, just as the SCSs began calling for more urban 
redevelopment.

• Similarly, SCAG and its regional partners have pointed out to the state in recent years that 
the SCAG region has been given far less than its fair share of the cap-and-trade funds



gathered by the state government and distributed to the regions through the Greenhouse
Gas Reduction Fund (GGRF).

 

• SB 375 contains provisions that purport to give certain CEQA exemptions to transit- 
oriented development which is consistent with an SCS; but these specific CEQA 
exemptions have largely been illusory and very little used. Had the state provided more 
meaningful and greater CEQA relief generally, it likely would have accelerated much- 
needed infill and transit-oriented redevelopment, smart new town development, and wise 
community growth -  all of which would have helped progress toward meeting emission 
reduction goals.

As we stated above, we agree with the SB 150 Report insofar as it recommends that the 
effectiveness of SB 375 should be reexamined in a thoughtful and open public process. Should 
that happen, we will continue to urge respect for and adherence to the key principles that we hold 
and have been expressing throughout our involvement with SB 375. Briefly, among those 
principles are the following:

• Appreciate the organic nature of land use and development. Legislators and regulators, as 
policymakers, must appreciate the organic, dynamic nature of land development over time 
and the need for a balance between redevelopment and densification and smarter but 
ongoing new town and greenfield growth and development. Appreciation of this fact 
should naturally lead to the tempering of any regulatory expectations and further argues 
against using VMT as the key metric for measuring emissions reduction.

• Respect local governments’ prerogatives. Policymakers need to respect the essential role 
of local government in sound land use decision-making, because local governments more 
than relatively central governments have the best understandings of local needs, pressures, 
aspirations of their growing and evolving communities. Just as importantly, maintaining 
the control of land use is essential to maintaining so-called “small d” democracy.

• SCSs cannot be rigid land use prescriptions. As SB 375 was envisioned, and consistent 
with reasonable policymaking, the SCS construct is a large-scale, conceptual and largely 
aspirational regional plan, and not a firm land use prescription or mandate concerning land 
uses and densities at given sites or within given communities.



• Provide more positive policy tools. If SB 375 is to be revisited, then the local governments
should be given the appropriate incentives, tool and funding needed to more rapidly
achieve the adopted RTP/SCS’s planning vision.

• Assure Economic Benefits. Within our region, business, industry and other stakeholders
have worked persistently with SCAG to assure that the final RTP/SCSs are evaluated for
their economic impacts and that cost-benefit analyses are undertaken. We must all work
to assure that each RTP/SCS achieves emission reductions in a way that also furthers
economic development and job creation.

These principles reflect the breadth and depth of our concern about how SB 375 is now 
being implemented and might be in the future. We appreciate fully both the regulatory challenge 
that is inherent in SB 375 and the need for a robust re-evaluation looking at the status of its 
implementation and effectiveness. Given our longstanding involvement and our concerns, we look 
forward to participating in the future discussions about SB 375, its implementation and its 
betterment which are called for in the SB 150 Report; and we respectfully ask that you give 
meaningful consideration of these comments.

Sincerely,

Richard Lambros 
Managing Director
Southern California Leadership Council

SOUTHERN CALIFORNIA 
LEADERSHIP COUNCIL

Chief Executive Officer 
Building Industry Association 
of Southern California
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Paul Granillo
President & CEO
Inland Empire Economic Partnership

John Hakel
Executive Director
Southern California Partnership for Jobs

Peter Herzog
Assistant Director of Legislative Affairs 
NAIOP SoCal '

Michael W. Lewis
Senior Vice President
Construction Industry Air Quality

Wes May
Executive Director
Engineering Contractors Association

Clayton Miller
Executive Vice President
Southern California Contractors Association
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EXHIBIT 1



February, 2009

A REVIEW AND ANALYSIS OF THE LEGISLATIVE HISTORY 
OF CALIFORNIA SENATE BILL 375

MOVING BEYOND VEHICLE MILES TRAVELED

By Andrew R. Henderson,
General Counsel 

Building Industry Legal Defense Foundation1 and 
Nick Cammarota,

General Counsel California Building Industry Association

Senate Bill 375 (Steinberg, Chapter 728, Statutes of 2008) is an intricate and 
complex measure that links land use planning, housing law and regional 
transportation activities to California's greenhouse gas (GHG) reduction 
objectives pursuant to the Global Warming Solutions Act o f2006 (AB 32) .

The primary objectives of SB 375 are to (i) instruct the California Air Resources 
Board (CARB) to set regional greenhouse gas reduction targets for passenger 
vehicles (cars and light duty trucks) and (ii) create a regional planning 
framework aimed at achieving the targeted reductions, if feasible, through the 
development of a Sustainable Communities Strategy (SCS).

From early iterations of the bill to the final enacted law, California homebuilders 
were intimately involved in the nearly two year-long public legislative process 
and negotiations that produced the final, enacted version of SB 375.

The purpose of this paper is to demonstrate that, based upon a careful review 
and analysis of the legislative history supporting SB 375, the plain intent of the 
California Legislature was to reduce greenhouse gas emissions from vehicular 
travel (EVT) in connection with land use choices.

By allowing regional agencies and (in the case of Southern California) sub­
regional entities to develop their own strategies for GHG-EVT reductions, the 
California Legislature intended to allow each region to determine how it should 
evolve and grow in the future while still reaching assigned goals of reducing 
GHG-EVT related to passenger vehicular travel.

1 The Building Industry Legal Defense Foundation (BILD) is an affiliate and the legal arm of the 
Building Industry Association of Southern California (BIA/SC).



While there are some who contend that a vehicle miles travelled (VMT) reduction 
should be the "currency" o f SB 375 implementation, the measure's legislative 
history undermines any such suggestion. SB 375's legislative history shows that 
the California Legislature considered, but then ultimately rejected in the final bill, 
any singular focus on VMT reduction or VMT limitation. Although changes in VMT 
are certainly a factor to be considered when trying to reduce overall GHG-EVT, 
placing a singular focus on VMT limitation is contrary to what the legislature 
intended. In addition, VMT limitation is not the only way -- nor may it be the best 
way -- to achieve the desired reductions in overall GHG-EVT. By balancing 
policies of reasonable growth with attention to our carbon reduction objectives, 
our society can achieve the desired reductions in GHG emissions from vehicular 
travel while also accommodating reasonable and moderate ongoing growth in 
VMT.

I. Early Version of SB 375 Focused Squarely on Reducing or 
Limiting Vehicle Miles Travelled. SB 375 evolved substantially as it went 
through 15 drafts from its original introduction in February 2007 to its eventual 
passage in September 2008. The bill as originally introduced on February 21, 
2007, was, to use the legislative vernacular, a "spot bill" (i.e., a space holder). 
The April 2007 amended version significantly brodened the scope of the bill and 
included a clear focus to reduce VMT. To illustrate, the April 2007 draft began 
with a Legislative Counsel digest describing the relevant aspects o f the bill as 
follows:

This bill would also require the regional transportation plan to include a 
preferred growth scenario, as specified, designed to achieve certain goals 
for the reduction o f vehicle miles traveled in a region.

Section 10 of the April 2007 version would have amended California Government 
Code section 65080 to require VMT reductions or limitations. Specifically, 65080, 
subsection (b) would have required the preparation of regional "preferred growth 
scenarios," each meeting certain specified substantive requirements, including 
VMT reductions. The language proposing to amend section 65080 (b) (2) read as 
follows:

(A) For transportation planning agencies with populations that exceed200,000 
persons, the preferred growth scenario shall identify locations for new housing, 
employment centers, and commercial centers that, together with additional 
identified transit projects, will achieve a 10 percent reduction o f vehicle miles 
traveled per household in the region by2020 and a __percent reduction by2050.

(B) For other transportation agencies, the preferred growth scenario shall 
identify locations for new housing, employment centers, and commercial centers 
that, together with additional identified transit projects, will prevent any increase 
in vehicle miles traveled over the life o f the regional transportation plan and will 
reduce vehicle miles traveled per household to the greatest extent practicable.



II. Subsequent Versions of SB 375 Reflect Legislative Intent to 
Move Away from Mandating VMT Reductions. On May 2, 2007, the 
Legislature amended section 65080 (b) (2) to read as follows: (deletions in 
strikeout and additions in italics)

(A) A preferred growth scenario that (i) identifies areas within the region 
sufficient to house all the population of the region including all economic 
segments of the population over the course of the planning period taking 
into account net migration into the region, population growth, household 
formation and employment growth; (ii) identifies significant resource land 
and significant farmland and excludes these lands from the preferred 
growth scenario to the greatest extent feasible, and (iii) complies from 
development areas in the preferred growth scenario all publicly owned 
parks, open space, and easement lands; open-space orhabitat areas 
protected by natural community conservation plans, habitat conservation 
plans, or other adopted natural resourceprotection plans; and, to the 
greatest extent feasible, other significant resource lands and significant 
farmlands; and (iii) will allow the plan to comply with section Section 176 
of the federal Clean Air Act (42 U.S.C. Sec. 7506).

(B) No later than____ ,  the State Air Resources Board shall provide each
region with greenhouse gas emission targets for2020 and2050, 
respectively, in order to implement Chapter 488 o f the Statutes o f2006.
In making these determinations, the board shall consider greenhouse gas 
reductions that will be achieved by improved vehicle emission standards, 
changes in fuel consumption, and other measures it has approved that 
will reduce greenhouse emissions in the regions. Consistent with data 
provided by the board, a preferred growth scenario shall inventory the 
region's emission o fg reenhouse gases and establish measures to reduce 
these emissions by an amount consistent with targets developed by the 
board.

As the last sentence above shows, the clear legislative decision here was to 
discard a statutory mandate aimed at reducing or controlling vehicle miles 
traveled (VMT) and replace it with a mandate to achieve reductions in 
greenhouse gas emissions from vehicle travel and land use (i.e., GHG-EVT).

Later in September of 2007, changes to the above-shown earlier Legislative 
Counsel digest reflect the legislature's intent to forgo the earlier-proposed 
mandates concerning the reduction of vehicle miles traveled (VMT) in favor of 
mandates aimed instead at greenhouse gas emissions from automobiles and light 
trucks in a region (GHG-EVT):

This bill would also require the regional transportation plan for specified 
regions to include a Sustainable Communities Strategy, as specified, 
designed to achieve certain goals for the reduction o fg reenhouse gas 
emissions from automobiles and light trucks in a region.



III. The Final Version of SB 375 Provides That VMT is But One Factor 
to Consider in Achieving a Reduction of Greenhouse Gas Emissions 
from Vehicular Travel. As ultimately enacted, SB 375 provides that VMT is but 
one consideration, among others, that should be taken into account when 
fashioning or reviewing a strategy for reducing emissions from vehicle travel 
(EVT). Although the final text of SB 375 is voluminous, VMT is mentioned only 
three times in the final text. Each time VMT is included in a non-exhaustive list of 
considerations to be taken into account there is no legislative mandate to reduce 
VMT or limit its reasonable growth. Indeed, careful consideration of the three 
references in SB 375 to VMT undermines any claim that the Legislature intended 
VMT to be the singular means or the "currency" of implementation.

Section 2 of SB 375, shown below (with bolded text for emphasis), added a new 
section 14522.1 to the California Government Code. I t  includes two of the three 
statutory references to VMT:

SEC. 2. Section 14522.1 is added to the Government Code, to read:
14522.1. (a) (1) The [California T ran sp o rta tio n  C om m ission], in 
consultation with the department and the State Air Resources Board, 
shall m ain ta in  g u ide lines fo r trav e l d em an d  m odels u sed  in th e  
d ev e lo p m en t o f  reg ional tra n sp o rta tio n  p lans by federally 
designated metropolitan planning organizations.
(2) * * *
(b) The g u ide lines shall, a t  a  m inim um  and to the extent 
practicable, taking into account such factors as the size and available 
resources of the metropolitan planning organization, acco u n t fo r all o f 
th e  follow ing:
(1) The re la tio n sh ip  b e tw een  land u se  d en sity  an d  househo ld  
veh icle  o w n ersh ip  an d  veh icle  m iles trav e led  in a way that is 
consistent with statistical research.
(2) The im pact o f en h an ced  tra n s i t  se rv ice  levels on househo ld  
veh icle  o w n ersh ip  an d  veh icle  m iles trav e led .
(3) Changes in travel and land development likely to result from highway 
or passenger rail expansion.
(4) Mode splitting that allocates trips between automobile, transit, 
carpool, and bicycle and pedestrian trips. If a travel demand model is 
unable to forecast bicycle and pedestrian trips, another means may be 
used to estimate those trips.
(5) Speed and frequency, days, and hours of operation of transit service.

The Legislature thus specified that VMT must be "accounted for" in guidelines to 
be established by the California Transportation Commission, in consultation with 
CARB, for use by metropolitan planning organizations in connection with travel 
demand models used in the development of regional transportation plans.



Specifically, the commission's modeling guidelines are directed to "account for"
(i) the relationship between VMT and density and vehicle ownership, and (ii) the 
impact of enhanced mass transit on vehicle ownership and VMT. Nothing therein 
suggests that VMT is the singular "currency" of SB 375 implementation, or that 
VMT reduction constitutes the only way to achieve emission reductions from 
vehicular travel, or that VMT must be reduced or its reasonable growth limited.

The third and last reference in SB 375 to VMT is found in Section 4, which reads 
in relevant part (with bolded emphasis):

SEC. 4. Section 65080 of the Government Code is amended to 
read:
65080. (a) Each tra n sp o rta tio n  p lanning  ag en cy  designated under 
Section 29532 or 29532.1 shall p rep a re  an d  a d o p t a  reg ional 
tra n sp o rta tio n  plan d irec ted  a t  ach iev ing  a  co o rd in a ted  and  
ba lanced  reg ional tra n sp o rta tio n  sy stem , including, but not limited 
to, mass transportation, highway, railroad, maritime, bicycle, pedestrian, 
goods movement, and aviation facilities and services. The plan shall be 
action-oriented and pragmatic, considering both the short-term and long­
term future, and shall present clear, concise policy guidance to local and 
state officials. The regional transportation plan shall consider factors 
specified in Section 134 of Title 23 of the United States Code. Each 
tra n sp o rta tio n  p lanning  ag en cy  shall co n sid er and  in co rp o ra te , 
a s  a p p ro p ria te , th e  tra n sp o rta tio n  p lans o f c ities, co u n tie s , 
d is tric ts , p riva te  o rg an iza tio n s, an d  s ta te  an d  fed era l agencies.

(b) The reg ional tra n sp o rta tio n  plan shall be an internally consistent 
document and shall include all o f th e  following:
(1) A policy e lem en t th a t  d e sc rib e s  th e  tra n sp o rta tio n  issu es  in 
th e  reg ion , iden tifies  an d  q u an tifie s  reg ional n eed s , and describes 
the desired short-range and long-range transportation goals, and 
pragmatic objective and policy statements. The objective and policy 
statements shall be consistent with the funding estimates of the financial 
element. The policy e lem en t o f tra n sp o rta tio n  p lanning  ag en c ie s  
w ith  po p u la tio n s  th a t  ex ceed  200 ,000  p e rso n s  m ay qu an tify  a 
s e t  o f  ind ica to rs  including, b u t n o t lim ited to , all o f th e  
fo llow ing:
(A) M easures o f m obility  an d  tra ffic  co n g es tio n , including, b u t 
n o t lim ited to , daily vehicle hours of delay per capita and vehicle  
m iles trav e led  p e r cap ita .
(B) Measures of road and bridge maintenance and rehabilitation needs, 
including, but not limited to, roadway pavement and bridge conditions.



(C) Measures of means of travel, including, but not limited to,
percentage share of all trips made by all of the following:
(i) Single occupant vehicle.
(ii) Multiple occupant vehicle or carpool.
(iii) Public transit including commuter rail and intercity rail.
(iv) Walking.
(v) Bicycling.

Pursuant to these amendments to Government Code section 65080, VMT is 
merely one of an unlimited set o f "measures of mobility and traffic congestion" 
which themselves are but one of an unlimited set of enumerated "indicators" that 
transportation planning agencies with populations that exceed 200,000 persons 
may quantify. In other words, the Legislature expressed its permission or 
suggestion to quantify per capita VMT among countless other indicators.2 We 
would go further and say that VMT is an important factor that definitely should 
be considered carefully in any EVT reduction analysis. But -  plainly -  there is no 
SB 375 mandate to reduce VMT or to limit its reasonable growth.

IV. Conclusion.

Clearly, if the Legislature had intended SB 375 to mandate VMT reductions or 
limit reasonable VMT growth, it would have retained vestiges of the statutory 
language concerning VMT limitations which it jettisoned early in the legislative 
process, and not relegated the ultimate discussion of VMT to the few references 
that remained in the final bill.

In contrast to the few SB 375 provisions regarding VMT, the final text of SB 375 
sets forth clear goals and mandates concerning "greenhouse gas emission 
reduction" or "greenhouse gas emission reductions" -  17 times. Given the 
evolution of the early drafts of SB 375 and its final text, the parties who are 
responsible for implementing SB 375 should recognize the Legislature's intent to 
make the reduction of greenhouse gas emissions from vehicle travel (GHG-EVT) 
the singular and appropriately broad aim of the statute.

2 Similarly, when the Legislature enacted SB 375, it left unchanged the pre-existing California 
Government Code section 65080.3. Subsection (a) thereof provides that an "alternative planning 
scenario" (APS) is voluntary ("agency...may prepare"). Subsection (d) (2) thereof provides that, 
if an APS is voluntarily prepared, then VMT must be evaluated in a report including the APS. The 
SB 375 provisions related to VMT are even less prescriptive than the pre-existing law concerning 
a voluntary APS, in that SB 375 requires no specific evaluation of VMT. Moreover, during the 
2007-08 sessions, the Legislature considered -  but then rejected (in favor of SB 375) an 
alternative to SB 375 -  Senate Bill 303, which would have required both the preparation of an 
APS and VMT evaluation. Neither the pre-existing law, nor the rejected Senate Bill 303, nor SB 
375 contains any substantive mandate to reduce or limit VMT.



Therefore, local governments, regional planners and others should be allowed to 
exercise their creativity to achieve GHG-EVT reductions. In doing so, they may 
achieve GHG-EVT reductions while nonetheless accommodating reasonable and 
moderate VMT growth -  consistent with projections for a growing population. 
Accordingly, all those responsible for implementing SB 375 should honor the 
latitude that the Legislature extended to local governments and regional planners 
and focus instead on ways to reduce GHG emissions resulting from vehicular 
travel.

Importantly, existing law gives local governments in California the authority to 
take a number of steps that could change public behavior and lower local GHG- 
EVT without lowering VMT or curbing its reasonable growth. For example, 
California Vehicle Code section 22511(h) recognizes "the ability of local 
authorities to adopt ordinances related to parking programs within their 
jurisdiction, such as programs that provide free parking in metered areas or 
municipal garages for electric vehicles."

Additionally, California Government Code Chapter 2.5 (section 65080 et seq., 
Transportation Planning and Programming) and Chapter 2.6 (section 65088 et 
seq., Congestion Management) also discuss many policies and strategies that 
local governments may choose to employ, by varying degree, to reduce 
emissions from vehicles. Local governments may choose to meet the pending SB 
375 GHG-EVT reduction targets through various means (such as preferential 
parking pricing and similar local steps), which may become increasingly prevalent 
and robust.

Steps such as these, as well as steps that developers themselves can take to 
help assure appropriate outcomes, should be appreciated, explored, evaluated, 
and -  where appropriate -  implemented.

* * * *



Transportation Solutions Defense and Education Fund

P.O. Box 151439 San Rafael, CA 94915 415-331-1982

December 1, 2018 
By E-Mail to: 
CTC@catc.ca.gov

Ms. Fran Inman, Chair 
California Transportation Commission 
1120 N Street MS 52 
Sacramento, CA 95814

Mary Nichols, Chair 
California Air Resources Board 
1001 I Street 
Sacramento, CA 95814

Re: 2018 Progress Report

Dear Chair Inman and Chair Nichols:

The Transportation Solutions Defense and Education Fund, TRANSDEF, is an 
environmental non-profit focused on reducing the climate impacts of transportation. We 
advocate for better transit and for reducing solo driving and VMT. We have been 
involved in each of ARB's Scoping Plans and SB 375 regional GHG emissions reduction 
target settings. We received an acknowledgment as contributing to the 2018 Progress 
Report ("Report").

In addition, we participated in the CTC Working Groups for the last three revisions of the 
RTP Guidelines and the CTP Guidelines. All the comment letters we have filed in these 
processes are available on our website.1 In addition, we have over 20 years of 
experience in critiquing RTPs, and even developed the TRANSDEF Smart Growth 
Alternative for MTC's 2005 RTP FEIR. We believe it to be the first published Sustainable 
Community Strategy, published before that term even existed.

TRANSDEF wrote a piece for its website titled "Unprecedented candor on climate 
change"2 which identified the high points of the Report, and of the coverage it received 
in the press. TRANSDEF applauds ARB for its candor in acknowledging that:

With emissions from the transportation sector continuing to 
rise despite increases in fuel efficiency and decreases in the 
carbon content of fuel, California will not achieve the 
necessary greenhouse gas emissions reductions to meet 
mandates for 2030 and beyond without significant changes
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to how communities and transportation systems are planned, 
funded, and built. (Report, p. 5.)

This situation was precisely foreseen by the Legislature. It was the starting point for SB 
375, as the legislative intent for the law makes clear:

...greenhouse gas emissions from automobiles and light 
trucks can be substantially reduced by new vehicle 
technology and by the increased use of low carbon fuel.
However, even taking these measures into account, it will be 
necessary to achieve significant additional greenhouse gas 
reductions from changed land use patterns and improved 
transportation. Without improved land use and transportation 
policy, California will not be able to achieve the goals of AB 
32. (Chapter 728, Statutes of 2008, Section 1(c) and (i), 
emphasis added.)

In responding to the most potentially catastrophic environmental crisis in human history, 
the Report's analysis of how we got to this point is simply not adequate. The Report fails 
to address the social, cultural, and political dimensions of how a State based on solo 
driving can move into a low-carbon world. TRANSDEF asserts that a lack of political will 
led to ARB's flawed implementation of SB 375. By understanding precisely how and why 
existing institutions have continued to support Business as Usual transportation policies, 
we hope to lay a foundation for policy change. We identify by footnote our 
contemporaneous comment letters that presented these issues to the respective 
agencies.

Governor
TRANSDEF met with the Director of OPR, and presented a list of policy disconnects 
between State climate policy and the actions of regional and local jurisdictions.3 We 
asserted that leadership from the Governor was needed to educate and inspire the 
public, to make possible the profound shifts in culture and policy required to change the 
trend of VMT growth. We were told, "That's not going to happen."

ARB
Back in 2010, TRANSDEF informed ARB that selecting per capita regional GHG 
emissions reduction targets that were numerically lower than the rate of population 
growth would guarantee that VMT and transportation GHG emissions would continue to 
grow.4 This is exactly what happened.

We commented that a top-down process was needed to reduce statewide transportation 
GHG emissions.5 ARB's bottoms-up process was apparently driven by the MPOs' 
resistance to substantive change. We further called for explicitly tying the regional 
targets process to the Scoping Plan.6
When ARB conducted a review of the effectiveness of the targets in 2014, it offered no 
quantitative analysis of the GHG reductions achieved in the first round of RTP-SCSs.7 
We commented in 2014 that neither staff nor Board were acting as if they were aware of 
the impending catastrophic impacts of the climate crisis.8



We identified a serious problem with EIR evaluations of GHG emissions. We asked ARB 
to issue guidance that agencies evaluating the GHG impacts of projects needed to use 
EMFAC projections that did not include the GHG reductions resulting from state 
measures.9 Not taking credit for state measures would result in agency findings of 
significant impacts for all projects with increasing VMT, which would trigger mitigations 
or the adoption of project alternatives. ARB never replied.

CTC
The vast majority of transportation funding approved by the Commission is for highway 
projects. If the State is to reverse the trend of VMT growth, it will have to change where 
it allocates funding. Supporting highway expansion is a guaranteed method of encour­
aging VMT growth, with its resulting g Hg  emissions growth. By requiring a GHG 
analysis for all projects considered for funding, the CTC can start this shift in direction. 
TRANSDEF recommends that CTC set a date certain, after which GHG-increasing 
projects that are not under construction are eliminated from consideration.

TRANSDEF urges an end to so-called Managed Lanes as the State's strategy for 
accommodating increasing travel demand. As both congestion and GHG emissions 
continue to grow, it's clear that a shift to convenient transit is necessary for metropolitan 
areas of the State. See our published opinion piece.10

Caltrans
The Report on the State's failure to meet its goal of reducing transportation emissions 
never mentioned Caltrans as an obstacle to reducing GHGs. The incongruity of 
Caltrans' role as highway builder for suburbia in the Age of Climate Change was 
highlighted in the report that SSTI did for CalSTA.11 Nothing outwardly has changed 
since then.

SB 391 mandated that the California Transportation Plan ("CTP") show how to reduce 
transportation emissions by 80% by 2050. Caltrans' Draft CTP 2040 did so,12 but was 
then disappeared. The adopted CTP 204013 stripped out all the climate-oriented 
recommendations. TRANSDEF asserted during the CTC's CTP Guidelines Working 
Group process that Caltrans had intentionally violated SB 391.14

In its FEIR for the San Mateo County Managed Lanes Project, Caltrans made the 
following statements disclaiming responsibility for mitigating the climate change impacts 
of its transportation projects (page references are to FEIR Volume 2):15

• Response to Comment 6-4 states "With regard to VMT, Caltrans has not adopted 
any VMT significance thresholds. Projects that add any capacity to the freeway 
are expected to increase VMT." (p. 1-26.)

• As a way to shift the responsibility for GHG reduction onto other agencies, the 
FEIR asserted that "The [Scoping] Plan’s "known commitments” (including Road 
Pricing) show an overall reduction over time in the State’s GHG emissions, and 
combined with the State’s Cap-and-Trade program, achieve the State’s targeted 
emission levels by 2030." (Response 81-9, p. 1-230, emphasis added.) This is 
false. The Scoping Plan carried an appendix "Potential Strategies to Reduce



Statewide VMT" to make up the gap in emissions. TRANSDEF had commented
to ARB that these strategies were obviously incapable of producing significant
results.16

• In response to TRANSDEF's comment pointing out the project's inconsistency 
with the 2017 Scoping Plan's call (p. 101) for a 7% reduction in VMT beyond 
existing plans, the Response to Comment R81-6 asserts "The Scoping Plan does 
not require that every project reduce VMT by 7 percent." Given that Caltrans is 
doing little to nothing statewide to reduce VMT, this is a clear rejection of 
responsibility for GHG emissions. (p. 1-230.)

• After TRANSDEF pointed out inconsistencies between the project and the 
Caltrans Local Development - Intergovernmental Review Program Interim 
Guidance, Response to Comments 21-15 stated "The guidance document states, 
"the SMP targets are intended to articulate statewide goals, and should not be 
interpreted or used as specific thresholds in the review of individual development 
projects". The proposed project is not inconsistent with this guidance or with 
Caltrans policies."" (p. 1-110.) Caltrans is saying here that the policies it imposes 
on other agencies do not apply to its own projects.

• Response to Comment R81-12 admits that the Caltrans Strategic Management 
Plan sets a target of achieving per capita VMT reductions, but then awkwardly 
excuses its own substantial VMT increase by asserting that the number of people 
affected can’t be counted. (pp. 231-2.)

• Caltrans set an arbitrary threshold for growth inducement: providing a new 
general purpose lane (p. 1-109) which is in obvious conflict with Response to 
Comment 6-4, which stated that "The [Managed Lanes] Build Alternative has 
been designed to accommodate more of the existing and future planned traffic 
than the No Build Alternative." (p. 1-26.)

• Refused to respond substantively to a comment about induced demand, thus 
prolonging the use of travel demand models that do not represent the real world 
impacts of capacity expansion. (Response 21-11, p. 1-108.)

TRANSDEF is convinced that managed lanes are the worst possible policy response to 
congestion. Because the root cause of congestion is too many solo drivers, the very last 
thing we should be doing is creating an out for wealthier solo drivers to pay a toll to 
continue their lifestyle. Managed lanes are contrary to the goals of VMT reduction and 
GHG emissions reduction. They are an attempt to preserve a system of travel that has 
stopped working.

MPOs
After Caltrans, MPOs have been the principal parties resisting the State's efforts to 
respond to climate change. MPOs were the source of the too-low regional GHG 
emissions reduction targets of 2010.17 They blocked a 2014 update to the regional 
targets, despite the discovery that the targets had produced less than the 5 MMTCO2e 
placeholder in the 2008 Scoping Plan.18 They rejected previously agreed-to positions in 
comments on the 2017 revision of CTC's RTP Guidelines.19 Their plans all show large 
projected increases in VMT.



Because MPO Board members are mostly local elected officials, an unhealthy "I won't 
get into your business if you don't get into mine" stand-off tends to set in, leaving the 
region unprotected from actions by local jurisdictions that harm the region as a whole. 
For example, MPOs have failed to protect their regions from jobs/housing imbalances, 
when they could use CEQA effectively to require mitigation for imbalances that place 
extraordinary demands on the regional transportation network.20

This culture of deferral to local jurisdictions means that transportation plans and sales 
tax measures are not evaluated for their impacts on the region or the State. Because 
state and federal funding sources have declined so much in the past decade, the slack 
has been picked up by county-level sales taxes, plus the occasional regional funding 
measure. Because these taxes are being pitched to voters, the expenditure plans focus 
on what voters want: the elimination of congestion on their commutes. The problem is, 
the expenditure plans then load up on highway projects that inevitably result in VMT 
increases, thereby impeding the achievement of the State's climate targets. TRANSDEF 
believes MPOs need to have both the authority and the obligation to ensure that local 
plans and sales taxes are consistent with regional plans.

Using MTC as an example, MPOs use their transportation funding for trading political 
favors. As a result of proceeding without regard to project outcomes, MTC has seen per 
capita VMT remain stagnant for decades, while per capita transit use had dropped 
significantly, despite dramatic population growth and billions of dollars spent on BART 
extensions.21 TRANSDEF terms that a massive institutional failure.

Part of the problem is that MPOs are under no obligation to justify their existence to 
anyone. For example, they are not required to perform evaluations of the effectiveness 
of their past transportation project funding decisions. This is why merely adding more 
money to TIRCP and other programs of transit funding is likely to result in even more 

aste. Strong independent technical oversight is needed to prevent the funds from 
being wasted on favors to political contributors. As judged by CalSTA's recent grant of 

IRCP climate change funds to LAVTA for a parking structure (!!!), CalSTA is unable to 
provide that independent oversight.

w
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Local Jurisdictions
We suggest that legislation be focused on giving policy direction to the institutions 
identified above, and especially to local agencies. Local government tends to take on 
the expectation that "someone else" is handling the issues of climate change. Local 
officials need to be firmly told that they are expected to show VMT reductions in their 
plans. Recent county plans in the Bay Area have tended to show a 21-28% increase in 
VMT by 2040. MPOs, as described above, receive these plans and make no comment. 
As SB 375 clearly recognized, these plans need to change if GHGs from transportation 
are to be reduced.

Part of this legislative effort should be to change the name of congestion management 
agencies to explicitly drop the mission of congestion management. That was a 20th 
Century concept, now hopelessly outmoded. CMAs are now the most resistant of all 
levels of government to the changes required to implement climate policy. They need to 
become 21st Century multimodal transportation planning agencies.



Limitations of SB 375
TRANSDEF fundamentally rejects the Report's analysis of the limitations of SB 375.
We assert the Report unfairly ascribes limitations to SB 375. Contrary to the statements 
on p. 88, it is obvious to us that VMT reduction would result directly from more 
demanding regional targets. As expressed in our comment letter,22 MPOs could easily 
use funding to incentivize local compliance with regional goals, including VMT 
reduction. MPOs will avoid that controversy, however, unless tough regional targets 
effectively prohibit a continuation of status quo practices.

Pricing
Environmentalists have long asserted that users do not pay the full costs of driving on 
highways.23 Until there is a price for using the mixed-flow lanes of highways, especially 
during congested periods, drivers will exercise rational self-interest and use them 
whenever they are convenient. Because congestion increases exponentially as highway 
capacity is approached, pricing's ability to influence demand needs to be part of 
California's future.

Academic studies strongly support the view that highway pricing is the most effective 
way to reduce congestion, VMT and GHG emissions.24 It's even a popular option, after 
the public recovers from the initial controversy and experiences the benefits of pricing.25 
This is why TRANSDEF rejected ARB's assertions back in 2010 that regional targets 
needed to be set low in the beginning of the program, because the effects of land 
development take decades to manifest. We asserted that pricing could be accomplished 
relatively quickly.26

Conclusion
As we wrote back in 2014:

The challenge for Board members now is the question "Are 
we facing a climate crisis?" When each member is able to 
answer it in a way that they could feel comfortable defending 
to future generations, ARB [and CTC] will be ready to make 
wise policy decisions.27

TRANSDEF would be pleased to assist agencies in formulating and implementing the 
policies discussed above.

Sincerely,

/s/ DAVID SCHONBRUNN

David Schonbrunn, 
President
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