


















































































































































































































































TDM STRATEGY EVALUATION - DRAFT V 1.0

Relevant Strategies for Implementation in WRCOG Jurisdictions Due to Land Use Context

FEHR 4 PEERS

Commute Trip TRT-6 Encourage Telecommuting and | 0.07%-5.5% VMT q - i is VMT reduction due to adoption of 0.2%-4.5% Handy, S. et al. (2013). Policy Brief on the Impacts of Telecommuting Based on a Review of the
Reduction Alternative Work Schedules due to reduced trips ing/ specific. Do not use telecommuting Empirical Literature. California Air Resources Board. Retrieved from:

with "TRT-1 Implement CTR Program - http: arb.ca. ‘cc/sb375/policies/ il )_brief120313.pdf

Voluntary" or "TRT-2 Implement CTR

Program - Required

Implementation/Monitoring."
Commute Trip 343 TRT-3 Provide Ride-Sharing g 1%-15% VMT due to q - i is ‘Commute vehicle trips reduction due to 2.5%-8.3% Victoria Transport Policy Institute. (2015). Rit ing: Cz ling and Online TDM
Reduction ployer ride share and ing/ specific. Do not use employer ride-sharing programs Encyclopedia. Retrieved from: http://vtpi.org/tdm/tdm34.htm

facilities with "TRT-1 Implement CTR Program -

Voluntary" or "TRT-2 Implement CTR

Program - Required

Implementation/Monitoring."
NOTES:

(1) For specific VMT reduction ranges, refer to the cited literature.
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Despite this VMT increase, the TUMF program does include some transit, bicycle, and pedestrian projects

that could contribute to VMT reduction. For example, the following table from the TUMF Nexus Study

identifies specific transit projects that are included in the program.

Table 4.3 - Unit Costs for Transit Capital Expenditures

* Transit Cost Component Types wans restreciuned as port of the 2015 Nexs Update
In accordance with the RTA Comprehensve Operational Andlyiis (Januany 2015)

. Cost
EDJ. Assumphions Cost
Assumphions r 2007 Assumplions
Component Type® s published pe Dascription
Cietaber 18 Meaxus Update per 2015
002 : October 5, Nexus Update
2009

Relocaticnfexpanson of esisting

Transi Center 1 54,000,000 Regional Transt Canter with up
te 14 bus bays and park and ride
Mew Ragional Transit Centar with

Transi Center 2 $6,000,000 $5.455,000 59,000,000 up fo 14 bus bays and pork and
fide

Transfer Facility 51,000,000 Mulfiple route transfer hut
Regional Openations and

O & M Focility 550,000,000 Maintenance Fociliy

) ) Bus Stop Amenities Upgrade on
Bus Stop $10,000 $27,000 540,000 TUMF Mehwiork
BRT Service Capital $540,000 $550,000 $40,000 f‘;;:'::;;eﬂ Stop Senvice Lopdal
& Medium Siped Bus Cantroct
Vehicle Fleet 1 5155000 Crented
. ) Longe Sized Bus Directy

Vehicle FAeet 2 $325,125 $550,000 5585000 Cremtad
Comprehensive Operafiona

COA Study 5950000 Analysis Study companent of

Mesxus Study Ugdate

** BET Service Copital Cost Assumgtion was bosed ona per mile unit in 200F Nexus Update.
01& Mexus Update uses a per sfog unit cost for BRT Servica Coplia

If the transit, bicycle, and pedestrian projects were separated into a stand-alone CIP with a supporting

nexus study based on VMT reduction, then a new VMT fee program could be developed that is dedicated

to VMT impact mitigation. This could be a new program implemented by WRCOG or individual
jurisdictions. An example of this type of program has been developed the City of Los Angeles as part of
their Coastal Transportation Corridor Specific Plan and West Los Angeles Transportation Improvement

and Mitigation Specific Plan. Details are provided at the following website.

http://www.westsidemobilityplan.com/ctcspwla-timp-final-eir/

The nexus relies on VMT reduction and the nexus study is included as Appendix B in the Draft EIR link on

the website.

86



FEHRA PEERS

It may also be possible for a development project applicant to fully fund a transit, bicycle, or pedestrian
project from the TUMF as an alternative to paying the fee directly. The TUMF program currently allows
fee credits for development that expedites and completes TUMF-identified projects (most recently
exhibited by the development funding the Cajalco Interchange project). Using this option requires
inclusion of the mitigation in a development agreement or an EIR.

The CMP program could also be adapted to blend the congestion management objectives with VMT
reduction. The current focus is to expand roadway capacity to address vehicle LOS deficiencies. This
approach does not reduce congestion (i.e., travel speeds do not increase). Instead, expanding roadway
capacity in congested areas induces new vehicle travel that diminishes congestion relief benefits and
generates new VMT and emissions. Refer to the following websites for more research information and
technical details.

e  http://www.dot.ca.gov/newtech/researchreports/reports/2015/10-12-2015-

NCST Brief InducedTravel CS6 v3.pdf
e https://www.arb.ca.gov/cc/sb375/policies/hwycapacity/highway capacity brief.pdf
e  https://trrjournalonline.trb.org/doi/abs/10.3141/2653-02

Managing and reducing demand could accomplish the CMP goal especially by focusing on reducing peak
period VMT. The main source of congestion as defined by the CMP is that vehicles move too slow (i.e.,
peak period speeds are lower than posted speed limits). This definition of congestion describes a
symptom and fails to recognize that peak period travel consists of vehicles with poor seat utilization
caused by not managing demand more effectively and mispricing travel demand. The existing roadway
network has a limited capacity and this capacity is routinely filled up during peak periods in Riverside
County by vehicles with solo drivers (i.e., low seat utilization). Further, limited facilities exist that prioritize
travel by high occupancy vehicles. Increasing vehicle speeds and reducing delays substantially requires
much greater seat utilization in existing vehicles (i.e., private vehicles and public transit). This change
would also reduce VMT. Hence, refocusing the CMP on the combination of congestion management and
VMT reduction would result in a different CIP that could qualify as VMT impact mitigation.

New Mitigation Program Concepts

Beyond the conventional programs described above are two new concepts that are not currently available
in Riverside County. For purposes of this study, these programs are defined as follows.

e VMT Mitigation Exchange — An exchange program is a concept where VMT generators can

select from a pre-approved list of mitigation projects that may be located within the same
jurisdiction or possibly from a larger area. The intent is to match the project’s needed VMT
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reduction with a specific mitigation project of matching size and to provide evidence that the
VMT reduction will reasonably occur.

e VMT Mitigation Bank — A mitigation bank is intended to serve as an entity or organization that
pools fees from development projects across multiple jurisdictions to spend on larger scale
mitigation projects. This concept differs from the more conventional impact fee program
approach described above in that the fees are directed to a few larger projects that have the
potential for a more significant reduction in VMT and the program is regional in nature.

As these new mitigation program concepts are still evolving, the specific descriptions and elements of the
programs will likely change. The first resource document to describe and assess these programs was
recently published by U.C. Berkeley and is entitled, “Implementing SB 743, An Analysis of Vehicle Miles

Traveled Banking and Exchange Frameworks,” The University of California Institute of Transportation

Studies, October 2018. This document is a useful starting place for a dialogue about these programs.

The findings of the report are supportive of these concepts noting the following about the reasoning for
their consideration.

Yet while methods for reducing VMT impacts—such as mileage pricing mechanisms, direct
investments in new public transit infrastructure, transit access subsidies, and infill development
incentives—are well understood, they may be difficult in some cases to implement as mitigation
projects directly linked or near to individual developments. As a result, broader and more flexible
approaches to mitigation may be necessary. In response, state and local policy makers are
considering the creation of mitigation "banks” or “exchanges.” In a mitigation bank, developers
would commit funds instead of undertaking specific on-site mitigation projects, and then a local or
regional authority could aggregate these funds and deploy them to top-priority mitigation projects
throughout the jurisdiction. Similarly, in a mitigation exchange, developers would be permitted to
select from a list of pre-approved mitigation projects throughout the jurisdiction (or propose their
own), without needing to mitigate their transportation impacts on-site. Both models can be applied
at a city, county, regional, and potentially state scale, depending on local development patterns,
transportation needs and opportunities, and political will.

This reasoning is important for lead agencies in the WRCOG area because mitigating VMT impacts on a
project-by-project basis is challenging especially in suburban and rural land use contexts where travel
choices are limited. That said, the UCB report and research conducted for this study identified the
following key challenges with these types of programs.
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e Challenges for Mitigation Exchanges

o

o

o

Potential mismatch between funds and mitigation projects available

Potential for reduced oversight of project selection

Difficulty in verifying VMT reductions and their sustainability especially with VMT
generation changing over time due to disruptive transportation trends such as
transportation network companies (TNCs) and autonomous vehicles (AVs)

Difficulty in demonstrating an essential nexus

Potential opposition to mitigation not directly occurring in the project impact area
especially if impacts are concentrated in or near disadvantaged communities and the
mitigation occurs in more affluent areas

e Challenges for Mitigation Banks

o

o

o

Increased need to conduct careful CEQA/Mitigation Fee Act analysis

Accounting challenge in delay from fee payment to project funding

Greater need for program administration budget

Political difficulty in distributing mitigation projects and coordinating across jurisdictions
Difficulty in verifying VMT reductions and their sustainability especially with VMT
generation changing over time due to disruptive transportation trends such as
transportation network companies (TNCs) and autonomous vehicles (AVs)

Difficulty in demonstrating an essential nexus

Potential opposition to mitigation not directly occurring in the project impact area
especially if impacts are concentrated in or near disadvantaged communities and the
mitigation occurs in more affluent areas

Another important element for either of these concepts is to have an entity that is responsible for

establishing, operating, and maintaining the program. This is a potential role for a sub-regional or

regional entity especially for programs that would extend mitigation projects beyond individual

jurisdictional boundaries. A key part of ‘operations’ is that the entity will need the capability to provide

verification of the VMT reduction performance and to adjust the program projects over time. Whether

the entity is regional or sub-regional is another important consideration. A sub-regional entity could help

minimize potential concerns about mitigation not occurring near the project site or in the same

community,

89



FEHRA PEERS

The potential desire for VMT Mitigation Exchanges or Banks may depend on how lead agencies and
developers respond to the initial implementation of SB 743 currently schedule to go into effect July 1,
2020. If many projects are found to have significant VMT impacts and problems occur with finding
feasible mitigation measures for individual projects, then interest may grow for more program-based
mitigation.

Summary
To help understand the full range of VMT impact mitigation and their particular benefits and challenges,
Table 1 provides a high-level summary comparison.
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Table 1 - Summary of VMT Impact Mitigation Options

Mitigation Option

Description

Benefits

Challenges

No feasible action

This option recognizes that feasible
mitigation is not available due to the

land use or transportation context.

- Recognizes the limitations of VMT
impact mitigation when alternatives
to driving are not reasonably
available.

Could result in more significant and
unavoidable (SAU) impacts that
require an EIR instead of a negative
declaration.

Change project

This option would tend to focus on
changing built environment
characteristics of a project such as its
land use density or diversity to reduce

vehicle travel.

- Mitigation may not require long-
term monitoring (see substantial
evidence summarized in the SB 743
Implementation TDM Strategy
Assessment Technical Memorandum
dated 6.71.18).

- Mitigation reduces VMT (and other
vehicle travel) in immediate vicinity

of the project site.

Project applicants may resist land use
or other built environment changes
due to financial concerns and market

feasibility.

TDM

This option relies on strategies to
reduce vehicle travel through
incentives and disincentives often tied
to the cost and convenience of
vehicle travel.

- Mitigation reduces VMT (and other
vehicle travel) in immediate vicinity
of the project site.

- Multiple mitigation strategies to
choose from such that a project
applicant may find co-benefits from
the strategies also serving as
project amenities.

- Mitigation monitoring required
because effectiveness depends on
building tenants, which can change
over time. As a result, impacts will
remain SAU.

- Creates potential financial equity
issues between existing and new
land uses. Existing land use with
TDM mitigation will have lower

operating costs.
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Table 1 - Summary of VMT Impact Mitigation Options

Mitigation Option

Description

Benefits

Challenges

Impact fee program

This option requires developing a
new impact fee program with a nexus
based on VMT reduction. This type of
nexus would allow the fee program
capital improvement program (CIP) to
include transit, bicycle, pedestrian
and other types of projects that can
demonstrate VMT reduction
effectiveness.

- Provides clear expectations for
developers about the VMT
mitigation costs.

- Increases funding for VMT
reduction projects such that larger
and more effective projects may be
implemented.

- May result in greater levels of VMT
reduction compared to project-by-
project mitigation.

- Requires lead agency to develop
stakeholder support and funding to
create and maintain the fee
program.

- Mitigation (e.g., CIP projects) may
not occur in immediate vicinity of
the project site where impacts of
vehicle travel will be most directly
felt by neighbors.

Mitigation bank/exchange

This option matches VMT generators
with VMT reducers within or beyond
jurisdictional boundaries through a
third party.

- Could create mitigation options
that may not otherwise be available
or feasible.

- Not limited to jurisdictional
boundaries.

- Could create incentive for new

innovative mitigation ideas.

- Requires an entity capable of
operating and maintaining the
program with the ability to verify
VMT reductions.

- Mitigation may not occur in
immediate vicinity of the project
site where impacts of vehicle travel
will be most directly felt by
neighbors.

General plan coverage

This option would address VMT
impacts through a general plan
update or amendment EIR and rely
on CEQA Guidelines Section 15183
for subsequent project streamlining
(as summarized in the SB 743
Implementation Thresholds
Assessment Technical Memorandum
dated 10.31.18).

- Addresses VMT reduction
expectations in consideration of
other jurisdictional objectives.

- Offers a wider range of mitigation
options than at the project-scale.

- For subsequent projects consistent
with the general plan, additional
VMT impact analysis would not be
required.

- General plan updates or
amendments require substantial

time and funding commitments.

92



	Attachment A.pdf
	fig01_SCAG_HomeBasedperCapita
	fig02_SCAG_HomeBasedperCapitaChart
	fig03_SCAG_HomeBasedperWorker
	fig04_SCAG_HomeBasedperWorkerChart
	fig05_SCAG_VMT_per_ServicePop
	fig06_SCAG_VMT_per_ServicePopBELOW
	fig07_SCAG_VMT_per_ServicePopChart

	Attachment B.pdf
	fig08_RIVTAM_HomeBasedperCapita
	fig09_RIVTAM_HomeBasedperCapitaChart
	fig10_RIVTAM_HomeBasedperWorker
	fig11_RIVTAM_HomeBasedperWorkerChart
	fig12_RIVTAM_VMT_per_ServicePop
	fig13_RIVTAM_VMT_per_ServicePopBELOW
	fig14_RIVTAM_VMT_per_ServicePopBELOWJurisdictional2
	fig14_RIVTAM_VMT_perServicePopChart
	fig15_RIVTAM_TUMF_VMT_perServicePopChart
	fig15_RIVTAM_VMT_per_ServicePopTUMF2

	Attachment C.pdf
	fig16_SCAG_RIVTAMCOMP
	fig17_SCAG_RIVTAM_HomeBasedPerCap_Comp
	fig18_SCAG_RIVTAM_HomeBasedperWorker_Comp
	fig19_SCAG_RIVTAM_PerServicePop_Comp

	Attachment D.pdf
	fig20_SCAG_RIVTAM_CHTS_PerServiceComp




